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TRAFFIC WORLD 


How far can a pea roll? 


From the fertile valleys of the Pacific Northwest to 
cities on the Eastern seaboard is a distance of over 3,000 
miles. That’s how far a pea can roll—when Northern Pacific 
Railway gives it a start! 


Last year, carload after carload of peas—fresh, fresh-frozen, 
dried and canned — rolled to market in Northern 
Pacific cars... from Washington, Oregon, Idaho and 
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Montana. Many of these peas were grown from Washington 
and Montana seed peas distributed by canneries to farmers 
along Northern Pacific tracks. 


This year, thousands of additional acres of peas will be 

planted in our territory — peas that will roll swiftly to our 

armed forces, civilians and Allies over the “Main 
Street of the Northwest”! 
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WORKING 
FOR YOU 
TO HELP 
WIN THE 


WAR 





U. S. Army Signal Corps Phoo EL 


The one immediate task today is to win the 
war! Your job... our job... is to help . 
in every possible way. Whether you are 
engaged in supplying materials and equip- 
ment for the armed forces or necessities - 
for civilian life, the greatest speed and 
cooperation is essential. The R. F. & P., 
in providing the connecting link between 
the North and the South, is working for 
you to help win the war. Shipments vital 
to the war effort are handled with the 
greatest skill and care and are dispatched ct PETWEEy 
with maximum speed and efficiency. a 






John B. Mordecai, Traffic Manager 
Richmond, Virginia 


RICHMOND, FREDERICKSBURG AND POTOMAC RAILROAD 









‘orps Photo ~ 


















































hip SOAS SSE 














WRF ELC 
WORLD 


Henry A. Palmer, Editor 


JANUARY 


9, 1943 


A Trust-Busting Fissle 


There was nothing more than a pathetic damp 

fizzle when Trust-Buster Arnold’s investigation 
into the rate-making activities of the railroads and the 
truck lines blew up this week. It is true that, techni- 
cally, the matter has not been abandoned entirely. 
What happened was that Arnold’s Chicago representa- 
tive took the group of men and women constituting 
the grand jury—before which mountains of documents 
and scores of witnesses had been presented in some- 
thing more than three months—hbefore a federal judge 
and asked that they be discharged. The judge did that, 
with a few words of commendation for their patriotism 
and diligence. 


Attorney General Biddle says the matter has been 
“postponed” at the request of the Office of Defense 
Transportation and the War and Navy Departments. 
In making public simultaneously the letters in which 
the request was made, however, he indicated clearly 
that, in so far as the attack was on the rate-making 
system, there was little hope of reviving the matter. 

As long ago as November 12, of last year, the 
Attorney General made an attempt to “dispel whatever 
misconceptions may exist” by issuing a formal state- 
ment to the effect that the department had no inten- 


tion of disturbing “the established and normal activi- 
ties of carrier rate bureaus.” It was, he said, merely 
attacking ‘‘a few flagrant abuses.” He indicated clearly 
in that statement that his department, through its 
anti-trust division, never had any intention of attack- 
ing the rate bureaus, as such. 

The letters now made public show conclusively, 
however, that the original intention was exactly that. 
The letter to the Attorney General from the War and 
Navy departments reminds him of a conference held 
with him by representatives of those departments in 
which they “expressed the view that any indictments 
returned should be limited to flagrant abuses of the 
rate bureau method of rate initiation, such as coercive 
action in the nature of boycotts or the fomenting of 
strikes.” The Attorney General “concurred in this 
view,” the letter says, “and made a public statement 
accordingly.” 

That was eight weeks before the investigation was 
finally postponed. Under the restrictions in which the 
Attorney General “concurred,” the investigation was 
able to turn up only a single allegation for mention in 
the three broad indictments the anti-trust division 
wanted to return. It concerned the fomenting of a 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patehwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have te deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that wil! 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress te make recom- 
wendations fer legislation. 





Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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strike intended to coerce a motor carrier to increase a 
rate. Even that single allegation, however, eventually 
served merely to accentuate the futility of the investi- 
gation. The O.D.T. and the War and Navy departments 
thought there well might be prosecution on the count, 
but the Attorney General himself carefully pointed out 
in his letter that an indictment couldn’t be drawn on 
that charge alone without the inclusion of the “basic 
conspiracy . . . to prevent the publication of an inde- 
pendent rate.’”’ And the “basic conspiracy,” apparently, 
lay in the plan of making rates through conferences. 


Anyone with an elementary knowledge of the 
problems of transportation rate-making could have 
told Messrs. Biddle and Arnold that the whole investi- 
gation was a waste of time and energy. As a matter 
of fact, some did so tell them— including ourselves. We 
take a bit of pride in the statements in both letters to 
the Attorney General that publicity from Chicago 
brought about the conference and the formal state- 
ment that marked the beginning of the end. Some of 
that publicity appeared in the newspapers, but the 
Traffic World was the only publication that kept any- 
thing like a careful watch on the entire proceedings 
and printed regularly what little factual news of its 
developments could be obtained under the circum- 
stances of secrecy with which grand jury proceedings 
are surrounded. 


Public Aids to Transportation 


Data and statistics on public aids to transporta- 

tion, prepared by the staff of the Board of Investi- 
gation and Research, among other things, make out a 
strong case for repeal of the land-grant laws requiring 
railroads to carry the government’s military and naval 
traffic at substantially less than their published rates 
and charges. 

Statistics compiled by the staff show, we think, 
that, as a matter of fairness, Congress ought to repeal 
promptly the laws under which the deductions are 
made. One of the principal arguments made against 
repeal has been that the value of the land grants was 
greatly in excess of the savings made by the govern- 
ment by reason of the land-grant rate deductions. The 
statistics of the board’s staff, however, even if they are 
accepted as final and correct, show that, regardless of 
what was the fact even a year or so ago, the govern- 
ment is rapidly getting the better of the bargain, if it 
has not already got it. 

From the inception of the transportation of gov- 
ernment property and troops under the land grant acts, 
the statistics show, the government, to June 30, 1942, 
saved $340,783,000 in transportation charges. The 
staff estimates that, at the beginning of the present 
fiscal year—July 1, 1942—tthe savings amounted to at 
least $18,500,000 a month and had probably since in- 
creased to $20,000,000 a month. At the rate of $18,- 
500,000 a month, the savings for the six months ended 
December 31, 1942, would total $111,000,000. Adding 
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that amount to the savings to June 30, 1942, the total 
savings to December 31, 1942, would be $451,783,000. 
Against that figure may be set the estimate of the staff 
that the net proceeds to the railroads from the land- 
grant lands totaled $492,017,143. The proceeds, how- 
ever, covered both federal and state land grants. The 
statistics show that, as of June 30, 1940, the federal 
grants totaled 130,401,606 acres and the state grants, 
48,883,372 acres. A substantial part of the proceeds 
came from the sale of state grant lands. 

If the war lasts a few more months—as it ap- 
parently will—the savings to the government will, 
without question, have exceeded the net proceeds re- 
ceived by the railroads by reason of the land grants. 
For the government to continue to exact of the railroads 
service at substantially less than the rates charged 
shippers other than the government, in the circum- 
stances, is an unjust exercise of power. 

The staff exhibit on the Inland Waterways Cor- 
poration, the barge line agency, says that part of the 
$12,000,000 in cash the corporation received from the 
U. S. Treasury for its stock has not been required for 
its operations and has been invested in bonds. The 
income from these bonds has been reported by the 
corporation and has enabled it to make an income 
showing that otherwise it would not have been able to 
make. If this isn’t “hocus-pocus,”’ we don’t know what 
is. The Treasury gives cash to a government agency 
for that agency’s “‘stock.”’ The agency thereafter takes 
part of the cash and invests it in government securities 
on which the government pays the agency interest, and 
the agency reports that interest as income! 

The exhibit on the government barge line contains 
a statement to the effect that, if it were abandoned, 
use of the waterways on which it operates might be 
confined to the larger corporations owning or contract- 
ing for their own boats. We hope the transportation 
board does not have such concern for this agency. If 
it has not shown by this time—having been created in 
1924 especially for that purpose—that inland water- 
way transportation is a profitable enterprise in which 
private capital may be invested, with the result that 
common carriers by water will take its place if its 
operations are discontinued, then the sooner it quits 
the better. 

The exhibit on the Missouri River virtually says 
there is no hope for it being improved at tremendous 
cost, becoming an economical waterway. If this is 
approved by the board, work designed to make that 
river navigable ought to be stopped. 


N. Y. S. & W. REORGANIZATION 
By an order in Finance No. 11681, New York, Susquehanna 
& Western Railroad Co. Reorganization, the Commission, divi- 
sion 4, has canled the hearing assigned for Jan. 12 at the 
Hotel St. George, Brooklyn, N. Y., before Examiner R. T. 
Boyden, on a plan of reorganization for the N. Y. S. & W. filed 
by the New York Life Insurance Co., the Mutual Benefit Life 
Insurance Co., and the Prudential Insurance Co. of America, 
holders of the bonds of the railroad, and reassigned it for 
Feb. 23 at the same place before Examiner Boyden. The in- 
surance companies asked that the hearing be postponed for 
approximately 40 days in order that statistical data for evi- 

dence in support of the plan might be prepared. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Corpus Christi Port Rates 


The second report on reconsideration by the Commission, 
division 3, in No. 28259, Nueces County Navigation District No. 
1 vs. Abilene & Southern et al. (see Traffic World, March 14, 
p. 679, and Jan. 2), in which findings 1 and 3 in the prior re- 
port (251 I. C. C. 115) were modified, showed that the defendant 
railroads had asked that the Commission limit application of 
the rates prescribed in finding 1 in the same manner as required 
by it in its report in Export and Import Rates To and From 
Southern Ports, 205 I. C. C. 511. The report was written by 
Commissioner Alldredge. 

The defendants might comply with finding 1 by adding 
Corpus Christi to the list of ports taking Southern Ports 
Group 2 rates in the eight so-called Hattendorf tariffs specifi- 
cally enumerated in finding 1, said the Commission. 

“The rates therein, however,” it continued, “have no appli- 
cation when the earnings thereunder are less than 5 mills per 
ton per mile where the carload minimum weight is 40,000 
pounds or more, and 10 cents per car per mile where the car- 
load minimum weight is less than 40,000 pounds. This limitation 
was required by the Commission in its report in Export and Im- 
port Rates To and From Southern Ports, 205 I. C. C. 511. De- 
fendants ask that a similar limitation be incorporated in find- 
ing 1 herein. There is no opposition to this from any source. 
Our finding will, therefore, be amended as requested.” 

Finding 2 in the original report, said the Commission, 
covered export and import rates on classes and commodities 
generally, other than as covered by finding 1, between Corpus 
Christi and points in Arkansas, Colorado, Kansas, New Mexico 
and Oklahoma, and import, export, coastwise and intercoastal 
rates between Corpus Christi and points in Texas. It said the 
defendants asked modification of finding 2 so as to make it in- 
applicable from or to points within 150 miles of Houston but 
more than 200 miles from Corpus Christi, and that specific com- 
modity rates to or from San Antonio be excepted therefrom. 
As to the first of those requests, the Commission adhered to its 
conclusions in the original report. It said the requested excep- 
tion as to rates to and from San Antonio was based on carrier 
competition; that defendants contended that the Missouri-Kan- 
sas-Texas was not bound by the Commission’s order and was in 


| position to start a rate war involving traffic between San An- 


3 tonio, on the one hand, and Corpus Christi and Houston, on the 
» other. 


“An exception granted at San Antonio would spread to 


' Austin, and an exception at Austin would beget others resulting 
+ finally in complete disintegration of the entire rate structure,” 
said the Commission. ‘We hold, therefore, that the relationship 


resulting from finding 2 is binding upon all defendants equally.” 
The Commission granted the defendants’ request that where 
the same specific commodity rates applied between Houston- 


+ Galveston and a group of related interior origins or destinations, 


the carriers be permitted to observe the same grouping in estab- 
lishing rates to or from Corpus Christi, the latter rates to be 
made the same percentages of first class rates for the average 
distances between Houston and the same points plus 15 miles. 
It also granted their further request that fourth section order 
14723, entered in this proceeding, be amended to authorize 


_ fourth section relief at intermediate points on direct routes. 


“In their petition,” the Commission said, “defendants point 
out that finding 3 will result in lower rates on domestic ship- 
ments of blackstrap molasses than on import shipments of the 
same commodity from Corpus Christi. They ask, therefore, that 
this be corrected by amending finding 3 so that it will require 
rates from Corpus Christi to be made on a basis of relative 


} distances from Corpus Christi and Sugar Land. There is merit 


in defendants’ request. . . . The requested amendment is rea- 


} Sonable and will be adopted.” 


FRAPS MOTOR RIGHTS PURCHASE 


The Commission, division 4, by an order and report in MC 
F-1879, G. S. Fraps, Jr., Purchase, Lester Q. Lindley (Rodney 
Parham, Trustee), has denied the application of Fraps for au- 
thority to purchase certain operating rights granted Lindley, 
doing business as Lindley Truck Co., of Little Rock, Ark. The 


» Teport, following the recommendation of the examiner, said that 


the record was persuasive that Fraps at no time had any inten- 
tion of conducting operations over the considered route, either 
under the temporary lease, authority for which was granted 


June 25, 1942, or otherwise. It said that the location of the 
route in regard to the applicant’s own operations, his admissions 
concerning the traffic conditions and competitive situation in 
the territory, and the fact that the original General O. D. T. 
Order No. 3, which applicant gave as the principal reason for 
not commencing operations under temporary authority, was 
issued exactly ‘one month prior to his purchase from the trus- 
tee, strongly indicate a speculative motive in this purchase.” 
The report said also that Fraps testified that he had endeavored 
to sell the rights to two of the protestants, and, among other 
things, that the volume of traffic available over the route was 
negligible. 

Commissioner Porter dissented, saying that the discussion 
in the report relative to the amount of local traffic available 
and the ratio local traffic bore to through traffic was not appro- 
priate. He said that the vendor held a certificate which author- 
ized operations over the route and that, if the majority view 
was correct, “we should go one step further and institute pro- 
ceedings to revoke vendor’s outstanding certificate.” 

Commissioner Porter also said that the finding that vendee 
at no time had any intention of operating over the route, but 
merely desired to purchase it in order to resell it at a profit, 
was made despite the specific denial of Fraps and that “some 
hearsay testimony of one of the protestants” provided a rather 
flimsy basis on which to rely. The Commission, he said, would 
have the opportunity to scan any resale of the rights. 


Beaumont Port Relationship 


In further modifying its prior report in No. 28235, Port 
Commission of City of Beaumont, Tex., et al. vs. Abilene & 
Southern et al., as modified in the first report on reconsidera- 
tion (see Traffic World, March 14, p. 680, and Aug. 8, p. 315), 
the Commission, division 3, by its second report on reconsider- 
ation in that proceeding (see Traffic World, Jan. 2), acted on a 
petition filed by the defendant rail carriers except the Kansas 
City Southern and the Louisiana & Arkansas. Commissioner 
Alldredge wrote the second report on reconsideration. 

He cited the second paragraph of finding 5 as amended: 


Where commodity rates are made to or from Galveston or Houston, 
without grouping of the two ports, the commodity rates to or from 
the same points from or to Beaumont will be on a percentage of first 
class, for actual distances to or from Beaumont, corresponding to that 
at Galveston or Houston. 


The defendants contended, according to the report, that 
the present requirement of the foregoing paragraph of finding 
5 as to nongroup rates was unworkable and that, if not modi- 
fied, it would result in many maladjustments in rates. The 
Commission said the defendants had suggested a substitute 
provision, omitting all reference to nongroup rates and re- 
phrasing the balance of the finding “in such a way as to carry 
out its present intent.” The Commission said it thought there 
was merit to defendants’ contention as to that part of finding 5 
relating to nongroup rates, but not otherwise. Accordingly, the 
Commission further modified finding 5 by striking out the sec- 
ond paragraph thereof. It added that “defendants may, if they 
so desire, continue bona fide groupings and group rates in com- 
plying with the findings in this proceeding,” and that “in exer- 
cising the authority herein granted, defendants will be expected 
to so adjust their rates as to maintain reasonable and lawful 
rates as between the ports of Houston, Galveston, Texas City, 
and Beaumont.” 

The Commission said that modifications of findings 1, 3 and 
4, requested by the petitioners, so as to make those findings 


conform to their suggested finding 5, were not warranted. Con- 
tinuing, it said: 


Defendants also request two additional findings in this proceeding, 
one of which would permit them to continue existing origin and des- 
tination groupings between Houston-Galveston and interior points by 
extending the same groupings to Beaumont. Rates between Beaumont 
and such groups would then be made the same percentages of first-class 
rates for the average distances between Beaumont and the points so 
grouped as the commodity rates to or from the Houston-Galveston 
group are of the first-class rates for the average distances between 
Houston and the same points, plus 15 miles. The Houston intervener 
opposes this unrestricted grouping authority, fearing that defendants 
might use it to create unlawful rate situations against Houston. This 
intervener suggests, therefore, that defendants be required first to 
specify the particular groups as to which they desire relief, so that each 
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situation can be considered on its merits. Our findings did not con- 
template disruption of well recognized groupings. We cannot assume 
that defendants will unlawfully adjust their group rates to the disad- 
vantage of Houston or any other locality. The finding requested appears 
to be reasonable and will be adopted, but defendants will be expected 
to confine this authority to bona fide groups in harmony with the gen- 
eral findings in this proceeding. 

The other additional finding requested by defendants is desired 
‘‘so as to permit all lines participating in traffic between Beaumont and 
junction points located on the Kansas City Southern-Louisiana & Ar- 
kansas to establish and maintain over existing tariff routes between 
Beaumont and such points rates no higher than are maintained by the 
Kansas City Southern-Louisiana & Arkansas between the same points 
without observing the prescribed relationship, but permitting mainte- 
nance of the higher prescribed rates at intermediate points.’’ Although 
not so stated, this modification will affect finding 5 only. ‘That finding 

. is limited to rates from southeastern New Mexico and points in 
Texas except the panhandle. 

The proposed modification is asked because defendants, except hte 
Kansas City Southern and the Louisiana & Arkansas, interpret finding 
5 as requiring revisions in rates to Beaumont regardless of whether 


such rates are now higher, lower, or the same as those to the Houston- 
Galveston group... 


The Commission said it could not accept defendants’ in- 
terpretation of finding 5. 

Noting that the defendants had been granted, by supple- 
mental fourth section order No. 14564 entered in connection with 
the prior report on reconsideration, fourth section relief as to 
indirect routes, and that the defendants now asked amendment 
of that order so as to make the authorized relief apply to rates 
over direct as well as over indirect routes, the Commission 
found that the relief sought was necessary and justified in order 
to maintain the prescribed port adjustment and granted the 
relief subject to the circuity limitations specified in the order. 


Railroad Abandonments 


The village of Huntley, Neb., and its people, have filed a 
petition for reconsideration in Finance No. 13899, Chicago, 
Burlington & Quincy Railroad Co. Abandonment, in which the 
Commission issued a certificate permitting abandonment by 
the Burlington of a portion of a branch line between Alma and 
Huntley, Neb., in Harlan county, approximately 9.77 miles. 
Abandonment of the line, said the petition, would make it 
necessary for the people of Huntley to make “a journey which 
would require two or three days,” involving three changes of 
trains. 


Illinois Central 


On further consideration, the Commission has issued an 
order in Finance No. 13895, Illinois Central Railroad Co. 
Abandonment, extending the effective date of the certificate 
issued therein, dated Dec. 8, 1942, for 30 days. The certificate 
permitted abandonment by the Illinois Central of part of a 
branch line extending from Potomac, Ill., to the end of the 
line at Hedrick, Ind., in Vermilion county, Ill., and Warren 
county, Ind., approximately 16.27 miles. 


Michigan Central 


The Commission, division 4, by a report and certificate in 
Finance No. 14019, Michigan Central Railroad Co. et al. Aban- 
donment, has permitted abandonment by the Michigan Central, 
and abandonment of operation by the New York Central, of a 
line of railroad extending in a southerly direction from Burton 
avenue, in the city of Grand Rapids, Kent county, 3.98 miles. 


Northern Pacific 


Effective 30 days from Dec. 26, the Commission, division 
4, has issued a certificate in Finance No. 13883, Northern Pa- 
cific Railway Co. Abandonment, permitting abandonment by 
the N. P. of its so-called Pony branch in Madison county, Mont., 
extending from Harrison to Pony, approximately 6.25 miles. 
The report stated that the branch had been operating at sub- 
stantial losses and the traffic available or in prospect was in- 
sufficient to warrant continued operation. Abandonment was 
opposed principally by mining interests on the ground that 
the branch would be needed to transport mine products, said 
the report. 


Burlington 


The Commission has issued a corrected report in Finance 
No. 13899, Chicago, Burlington & Quincy Railroad Co. Aban- 
donment, wherein it permitted abandonment by the road of its 
branch line in Harlan county, Neb., extending from Alma to 
Huntley, approximately 9.77 miles (see Traffic World, Dec. 
12, p. 1401), by including the following additional paragraph: 


As requested by the Railway Labor Executives Association, we 
will reserve jurisdiction to consider the question of whether conditions 
should be imposed for the protection of employes adversely affected by 


TRAFFIC WORLD © 


anything done pursuant to the permission to abandon granted by us 
herein. 


Gulf and Northern 


The Gulf & Northern Railway Co. has applied to the Com- | 
in Finance No. 14071, for authority to abandon its | 
entire line of railroad from a point near Wiergate to a point | 
near Newton, all in Newton county, Tex., approximately 14.82 | 
The mill of the Wier Long Leaf Lumber Co. at Wier- | 


mission, 


miles. 
gate, said the application, was the sole industry served by 


applicant, and the traffic handled by the line had almost | 


exclusively been connected with the operation of the mill. It 


said the mill discontinued active operation on Nov. 27, 1942, | 
and applicant was informed that it had recently been sold by | 
the Wier interests for the purpose of liquidation, which would |~ 
The dis- | 
continuance of the mill operation, it added, eliminated any | 


probably be completed shortly after Jan. 1. 1943. 
further need for the line. 


Tampa Southern-A. C. L. 


By a joint application in Finance No. 14072, the Tampa © 
Southern Railroad Co., and the Atlantic Coast Line Railroad i 
Co. have asked the Commission for a certificate permitting © 
abandonment by the former and abandonment of operation by — 
the latter of a branch line in Manatee county, Fla., consisting | 
of that portion of the Ellenton Belt lying between a point | 
2,000 feet east of Palmetto Wye and point 2,000 feet west of © 
Reeder, a distance of 4.93 miles, and also all the Saw Grass — 
Spur extending from Seth on the Ellenton Belt to the end of © 
Applicants ~ 
said present and prospective traffic was insufficient to justify | 


the track at that spur, a distance of 3.41 miles. 


the continued operation of the line and it was desired to salvage 
the rail and other metal materials for use elsewhere. 


Rock Island 


In a report in Finance No. 13928, Chicago, Rock Island & | 
Examiner R., / 


Pacific Railway Co. Trustees Abandonment, 
Romero has recommended that the Commission, division 4, 
find that the present and future public convenience and 
necessity permit abandonment by the trustees of the Rock 
Island of the branch line extending from Stockton to Tipton, 
Ia., approximately 21.66 miles. The examiner said the branch 
was operating at substantial losses and the traffic available 


or in prospect was insufficient to warrant continued operation | 





Se alll Ato cones 


re ode 


of the present service or establishment of proposed passenger | 


service. 


burden on the applicants and on interstate commerce. 


Abandonment, the examiner added, would result in |) 
loss and inconvenience, particularly to some industries, but | 
continued operation would impose an unnecessary and undue | 


At the | 


ast anita ean a 


request of railway-employe organizations, the examiner said |~ 
the Commission should reserve jurisdiction to consider the | 


question of whether conditions should be imposed for the pro- 


tection of employes who might be adversely affected by the 
abandonment. 


Illinois Central 


The Illinois Agricultural Association and the Public Service 


Commission of Indiana, protestants, have asked the Commission | 


for reconsideration, rehearing and postponement of the effective 
date of its order in Finance No. 13805, Illinois Central Aban- 
donment, permitting abandonment of the line of the I. C, 
extending from Potomac, IIl., 


ment would be serious to the war effort. They said the federal 
government was calling for greater production the coming years 
which would mean increased volume for the branch line. 

Long Island 


to Hedrick, Ind., 16.27 milies. | 
Among other things, protestants said the fact that there had |~ 
been increased production of corn and soybeans, the abandon- | ~ 


vere 


——— 
Sa aceite Se Eatin Ape Ak 8 


oe 
Bp las e 


By a report and certificate in Finance No. 14010, Long | 


Island Railroad Co., the Commission, division 4, has permitted 
abandonment by the L. I. of its branch line extending from 
Bethpage Junction to Bethpage, 1.56 miles, in Nassau county, 
i ie A 


Pennsylvania 


The Commission, division 4, by a report and certificate in | i 


Finance No. 13996, Pennsylvania Railroad Co. Abandonment, 


has permitted abandonment by the Pennsylvania of three | 
branch lines in Clearfield, Fayette, and Westmoreland counties, | 


Pa., as follows: 

Amesville branch No. 3, extending from junction with 
Amesville branch No. 1 to the terminus, 0.86 miles, in Clear- 
field county; Liveright branch, extending from the junction with 


the Clearfield branch to the terminus, 0.53 mile, in Clearfield f 
county; Bute Run branch, extending from the junction with the f 


Vance Hill branch to the terminus, 2.45 miles, in Fayette 
county; portion of Amesville branch No. 1, extending from the 
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junction with the Amesville branch No. 2 to the terminus, 0.75 
mile, in Clearfield county; portion of the Dundale branch, 
extending from Allsworth to Dundale, 0.76 mile, in Westmore- 
jand county; and the portion of the Philipsburg branch, extend- 
ing from valuation station 91 plus 40 to the terminus, 1.58 
miles, in Clearfield county. 


Santa Fe 


The Commission, division 4, by an order in Finance Nos. 
13772 and 13776, Atchison, Topeka & Santa Fe Railway Co. 
Abandonments, has reopened the proceedings for further hear- 
ing at its offices in Washington, at a time hereafter to be 
designated. 


Elkhart and Santa Fe 


The Commission, division 4, by a report and certificate in 
Finance No. 13790, Elkhart & Santa Fe Railway Co. et al. 
Abandonment, has permitted abandonment by the Elkhart & 
Santa Fe, and abandonment of operation by the A. T. & S. F., 
of lines of railroad extending from Boise City to Clayton, in 
Cimarron county, Okla., and Union county, N. M., approx- 
imately 42.37 miles; and from Mt. Dora to Farley, in Union 
and Colfax counties, N. M., approximately 35.64 miles. The 
certificate also authorized abandonment by the A. T. & S. F. 
of operation under trackage rights over a line of the Colorado 
& Southern Railway Co., from Clayton to Mt. Dora, in Union 
county, N. M., approximately 17.34 miles. The report said that 
the Commission would reserve jurisdiction to determine 
whether conditions should be imposed for the benefit of em- 
ployes who might be adversely affected. 


R. G. & E. P. 


The Commission, division 4, by an order in Finance No. 
13749, Rio Grande & Eagle Pass Railway Co. Abandonment, 
has permitted the applicant to withdraw the pending portion of 
its application, covering permission to abandon that part of 
its line extendng from Laredo to Gardner Siding, Tex., in Webb 
county, Tex., approximately 21.47 miles. Applicant said it de- 
sired to serve the War Department and the farmers on the line 
as long as it was financially possible to do so. As most of the 
vegetables originating on the line, it said, were shipped out 
between Jan. 1 and May 15, it desired to hold off the matter 
of abandonment “in order that the results of operation under 
present conditions may be shown as of a later date.” 


M. P. Et Al. 


The Commission, division 4, by an order in Finance No. 
10765, Joint and Several Applications of Missouri Pacific Rail- 
road Co., New Orleans, Texas & Mexico Railway Co., and Their 
Trustees, and Louisiana & Arkansas Railway Co. for Authority 
to Extend Their Lines of Railroad, to Jointly Use Certain Lines 
of Railroad, to Abandon a Certain Line of Raiivoad and Facili- 
ties, and to Operate Over a Bridge to Be Built at Baton Rouge, 
La., has dismissed the appiication, without prejudice, on request 
of the applicants. 


Milwaukee Road 


The Commission has received, and docketed as Finance 
No. 14077, an application of the trustees of the Milwaukee, for 
authority to abandon 4.4 miles of track between Madrid and 
Granger, Ia., and to construct 7 miles of track from a point 
near Granger to Woodward, Ia. (see Traffic World, Jan. 2, p. 8). 

The trustees have also filed an application with the Com- 
mission, Finance No. 14076, for authority to abandon a portion 
of a connecting track, approximately 868 feet in length, at 
Sussex, Waukesha county, Wis., on the ground that there 
was no longer any necessity for the continued use and main- 
tenance thereof. 


L. & N. 
The Commission, by an order in Finance No. 14029, Louis- 


ville & Nashville Railroad Co. Abandonment, has dismissed the 
| application without prejudice on motion of the applicant for 
» cancelation of the hearing and suspension of the proceeding. 


In its motion for suspension, the L. & N. said that when it 
was decided to apply for authority to abandon the branch 
Involved, extending from Shelbyville to Bloomfield, Ky., in 
Shelby, Spencer, and Nelson counties, approximately 27 miles, 
the road had available revenues for the years 1930 to 1941, 
inclusive, and for the first six months of 1942. Revenues for 


' nine months of 1942 became available, said the L. & N., in the 
' preparation of data for the return to questionnaire, and showed 
_ System freight revenue for that period at the rate of about 
| $49,500 for the full year. If the increase in traffic to and from 


Points on the branch continued, it said, operation of the branch 
would not result in substantial loss. The motion to suspend 
asked leave to proceed and to file return to questionnaire as 


53 


soon as results for all of 1942, and for the first six months of 
1943, would be known to applicant. 


Atlantic Coast Line 


The Commission, division 4, by a report and certificate in 
Finance No. 13861, Atlantic Coast Line Railroad Co. Abandon- 
ment, has permitted abandonment by the Atlantic Coast Line 
of a branch line of railroad, extending from a point east of 
Kissimmee to Narcoossee, in Osceola county, Fla., approxi- 
mately 13.8 miles. The estimated net salvage value of the 
recoverable property, said the report, was $34,030. 

As a result of the petition of the protestants in Finance 
No. 13899, the Commission has issued an order extending the 
effective date of the certificate of abandonment (Jan. 4) for 
30 days. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-326, Central Barge Co. Contract Carrier Application. 
By the Commission. Certificate granted, effective March 22, 
1943, as to continuance in operation as a common carrier by 
non-self-propelled vessels with the use of separate towing 
vessels, between ports along the Mississippi River south of 
Minneapolis, Minn.; the St. Croix River between Stillwater, 
Minn., and its confluence with the Mississippi; the Illinois 
Waterway; the Ohio River; the Cumberland River between 
Nashville, Tenn., and its confluence with the Ohio River; the 
Tennessee River between Chattanooga, Tenn., and its con- 
fluence with the Ohio River; the Kanawha River between Deep- 
water, W. Va., and its confluence with the Ohio River; the 
Licking River between Andrews, Ky., and its confluence with 
the Ohio River; the Allegheny River between Pittsburgh and 
Blawnox, Pa.; and the Monongahela River between Pittsburgh 
and Monessen, Pa., including all ports named. 

W-677, Valley Barge Line, Mobile, Ala., Contract Carrier 
Application. By division 4. Certificate granted effective March 
23, as to continuance in operation as a common carrier by 
non-self-propelled vessels with the use of separate towing 
vessels in the transportation of commodities generally between 
Gramercy, La., ports and points along the Gulf and Atlantic 
Intracoastal Waterways from Lake Charles to Tampa, Fla., 
inclusive, and the Warrier, Black Warrior, Tombigbee, and 
Mobile Rivers, and their tributary waterways. Commission 
Miller dissented in part, he said, in so far as the report granted 
“grandfather” authority to serve ports and points in Florida. 

*W-420, Knappton Towboat Co., Astoria, Ore., Common 
and Contract Carrier Application. By division 4. Certificate 
granted, effective March 24, as to continuance of operation as 
a common carrier by towing vessels in the performance of 
general towage, and by non-self-propelled vessels with the 
use of separate towing vessels in the transportation of lumber 
between ports and points in Ore. and Wash., on the Columbia 
River and its tributaries below Bonneville Dam, but not in- 
cluding the Willamette River above Oregon City. The report 
said that the operations for which contract carrier authority 
was sought, while performed pursuant to written or oral con- 
tracts, were available to anyone desiring them, and that such 
operation was that of a common carrier. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Fertilizer 


*Fourth Section Application No. 18258, Fertilizer between 
Virginia Points and Wilmington, N. C., embracing fourth sec- 
tion application No. 18330. By division 2. Authority granted 
by F.S.O. 14845, on conditions, to establish and maintain rates 
on domestic and imported fertilizer and fertilizer materials 
between Wilmington, N. C., and Norfolk and Suffolk, Va., with- 
out observing the long-and-short-haul part of the fourth section. 
Temporary relief was given by F.S.O. Nos. 13471 and 13789 
entered in the respective applications. 


Foreign Woods 


*Fourth Section Application No. 19752, Foreign Woods 
from the East to the South. By division 2. Authority granted 
by F. S. O. 14838, on conditions, to establish and maintain 
rates on foreign woods, in carloads, from Boston, Mass., New 
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York, N. Y., Carteret, N. J., Philadelphia, Pa., Wilmington, 
Del., and Moorefield, W. Va., to destinations in southern terri- 
tory without observing the long-and-short-haul part of the 
fourth section. Temporary relief was given by F. S. O. 14638. 
Rice 

*Fourth Section Application No. 19491, Rice from the 
Southwest to Live Oak, Fla. By division 2. Authority granted 
by F. S. O. 14844, on conditions, to establish and maintain rates 
on rice and rice articles, in carloads, from points in Arkansas, 
Louisiana, and Texas, to Live Oak, Fla., without observing the 
long-and-short-haul part of the fourth section. 'Temporary 
relief was given by F. S. O. 14526. 


Lumber 


No. 28797, W. T. Ferguson Lumber Co. vs. Baltimore & 
Ohio Railroad Co., et al. By the Commission. Report written 
by Commissioner Alldredge. Rates charged on carload ship- 
ments of lumber from Griffin, McIntyre, and Thomaston, Ga., 
to Charlestown and Watson, Ind., found applicable. Shipments 
of lumber, in carloads, from Granite Hill and Sparta, Ga., to 
Watson, found misrouted and reparation due to misrouting 
awarded. The question of applicable rates arose from the 
interpretation of a cancellation notice which, the report said, 
while it did not clearly express the intention to cancel all inter- 
state rates in addition to intrastate rates in states specifically 
named in the notice, “this is the only reasonable and logical 
construction that can be placed upon it.” As to misrouting, the 
report said that defendants conceded that the shipments which 
originated at Granite Hill and Sparta were misrouted. 


Calcined Magnesite 


*No. 28803, Canada Glue Co., Ltd., vs. Canadian National 
Railways et al. By the Commission. Report written by Com- 
missioner Patterson. Dismissed. Factor (68 cents) applicable 
to international border of combination rate of 99 cents on cal- 
cined magnesite, minimum 80,000 pounds, from Ignomar, Calif., 
to Brantford, Ont., Canada, not unreasonable. Charges, on ship- 
ment made Oct. 14, 1939, were collected at the 68-cent rate to 
Port Huron and the fifth class rate of 31 cents beyond. Com- 
plainant sought reparation based on a joint through rate of 
72 cents, minimum 80,000 pounds, voluntarily established by 
defendants on April 1, 1941. The report said earnings from 
the 68-cent rate were not excessive. 


G. C. & S. F. Interlockings 


*No. 28000, Sub. 90, Application for Approval of Proposed 
Modifications of Systems or Devices under Section 25 (b) of 
the Interstate Commerce Act. Application of the Gulf, Colo- 
rado & Santa Fe Railway Co., for approval of modification of 
interlockings at Galveston Causeway lift bridge, between Island 
and Virginia Point, Tex., joint with the Texas & New Orleans 
Railroad Co., and the Galveston, Houston & Henderson Rail- 
road Co., including removal of certain derails, granted. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 5101, Michael Srein, Philadelphia, Pa. Certificate 
granted for continuance of operation as to furniture, uncrated, 
and parts and materials used in the manufacture thereof, 
between Philadelphia, on the one hand, and points in N. J., 
Del., Md., and Washington, D. C., commercial zone, on the 
other, over irregular routes. The Commission said applicant’s 
abstracts of shipping documents disclosed no’ shipments from 
April 26, 1937, to November 22, 1939. It said applicant explained 
that no records were kept in that period because traffic had 
declined to a point not warranting the expense of keeping 
them, but that in the considered period transportation services 
were performed by or for him regularly though with reduced 
frequency. He had resumed keeping records when notified by 
a member of the Commission’s field staff of the Commission’s 
requirements with respect thereto, said the report. The Com- 
mission found that no real or substantial cessation of service 
had occurred. 

*MC 19936, Sub. No. 1, R. D. Fowler Motor Lines, Inc., 
High Point, N. C. Certificate granted. New furniture from 
specified points in N. C. to points in Washington, D. C., Balti- 
more, Md., and Philadelphia, Pa., and general commodities, 
with exceptions, from Baltimore to specified points in N. C., 
over irregular routes. Commissioner Patterson, dissenting, 
said public convenience and necessity for applicant’s operations 
had not been proved. 


TRAFFIC WORLD 


*MC 20207, Continental Transportation Lines, Inc., Pitts- 
burgh, Pa., embracing MC 79023, Same. Certificate granted 
in MC 20207 for continuance of operation as to general com- 
modities, with exceptions, between specified points in Md., 
N. J., N. Y., O., Pa., W. Va., and D. C., over regular routes, 
serving specified intermediate and off-route points. In MC 
79023, application for license to operate as broker of motor 
carrier transportation of general commodities in interstate and 
foreign commerce dismissed, applicant having advised the Com- 
mission that it no longer desired such authority. 

*MC 31326, M. & M. Truck Lines, Inc., Akron, O. Certifi- 
cate granted to applicant as successor in interest to R. D. 
Vineyard, for continuance of operation as to general commod- 
ities, with exceptions, between Akron, on the one hand, and, on 
the other, points in Ohio within 75 miles of Akron, over irreg- 
ular routes. As to an owner-operator arrangement under which 
applicant or its predecessors had operated, the Commission said 
there was no evidence here to warrant the conclusion that any of 
the line-haul carriers exercised control over applicant’s vehicles 
and business beyond that of giving instructions where particular 
shipment were to be picked up or delivered. 

*MC 54633, Sub. No. 1 Ex., Gust E. Svensson, Wellton, 
Ariz. Certificate of exemption approved, subject to filing by 
applicant of request for dismissal of his application for registra- 
tion. The Commission found that applicant’s operations in 
interstate or foreign commerce solely within Arizona, in trans- 
portation of general commodities, with exceptions, between 
Yuma, Wellton and Roll, Ariz., were of such nature, character 
and quantity that exemption thereof from regulation under 
part II of the act would not substantially affect or impair 
uniform regulation by the Commission of transportation by 
motor carriers engaged in interstate or foreign commerce in 
effectuating the national transportation policy. 

*MC 66552, W. D. Parker, Raleigh, N. C. Certificate 
granted for continuance of uperations as to specified commod- 
ities from and to specified points in N. C. and Va., over irreg- 
ular routes. 

*MC 68813, Sub. No. 3, The Brainard Freight Lines, Inc., 
Warren, O. Permit granted. Tomato pulp, tomato juice, and 
ketchup from Fremont, O., to Pittsburgh, Pa., over irregular 
routes. 

*MC 73599, Sam Barbera, Reading, Pa. Certificate 
granted for continuance of operation as to specified commod- 
ities from Reading, Pa., to New York, N. Y., over a regular 
route; as to general commodities with exceptions, in the reverse 
direction, serving designated intermediate and off-route points, 
and as to rope, twine, oakum and packing between Reading 
and Baltimore, Md., over a regular route. 

*MC 83430, Oneida Motor Freight, Inc., New York, N. Y., 
embracing Sub. No. 1, Same. Certificate granted in MC 83430 
for continuance of operation by applicant as successor in 
interest to Noah Spingarn, dba Oneida Motor Freight, as to 
general commodities, with exceptions, between specified points 
in N. Y., over regular routes, serving specified intermediate and 
off-route points. Certificates granted also in Sub. No. 1, as to 
general commodities, with exceptions, serving Albion, Honeove 
Falls, Mt. Morris, Medina and Phelps, N. Y., as off-route points 
in connection with operations authorized in MC 83430. 

MC 61616, Sub. No. 24, Missouri Pacific Transportation Co., 
dba Missouri Pacific Trailways, St. Louis, Mo. Certificate 
granted. Passengers and their baggage from and to Fort 
Leavenworth, Kan., in off-route service in connection with 
applicant’s presently authorized operations. After noting a 
contention by the Kansas City & Leavenworth Transportation 
Co., protestant, that the Commission might not grant operating 
authority within the Leavenworth military reservation con- 
trary to the wishes of the military authorities, the Commission 
said that army officers representing the selective service boards 
of Kansas and Missouri testified in support of the application 
and that no military official had opposed it. The Commission 
added that transportation by motor vehicle in interstate or 
foreign commerce over highways within a reservation such as 
was here involved was subject to the regulation provided in the 
act to the same extent as like transportation over other public 
highways. 

MC 20534, Bramley Storage Co., Lakewood, O. Certificate 
denied, under grandfather clause. Household goods, over 
irregular routes, between points in 32 states and the District of 
Columbia. The Commission found that applicant had trans- 
ported no shipments of household goods between August 10, 
1935, and March 24, 1937, for the reasons that its vehicle used 
for long distance work had been wrecked and that it was unable 
to obtain return loads through United Van Lines, Inc., with 
which it was affiliated. Applicant in that period had acted as 
a booking agent for others, said the Commission. While it was 
so operating, without operating its own vehicles, it was not 
operating as a motor carrier, and in view of the voluntary 
nature of this interruption in its carrier operations it was not 
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entitled to any rights under the grandfather clause of section 
206 (a) of the act, the Commission said. 

*MC 68909, Sub. 1, Decatur Cartage Co., Chicago, IIl., 
extension. Certificate granted. General commodities, with 
exceptions. On reconsideration, finindgs in prior report, decided 
May 11, 1942, modified to grant authority to serve all points 
in the Chicago, Ill., and St. Louis, Mo.-East St. Louis, Ill., com- 
mercial zones, in connection with presently authorized opera- 
tions from and to Chicago and St. Louis. 

MC 63110, Elias M. Jones, Tucson, Ariz., contract carrier. 
Certificate granted. On reconsideration, findings in prior report, 
19 M. C. C. 687, modified. Applicant found entitled to continue 
operations as a common carrier of edible nuts, from San 
Antonio, Tex., to Los Angeles, Calif.; general commodities, with 
exceptions, from Los Angeles to San Antonio, over a described 
regular route. 

*MC 21277; Raymond Woodward, Towson, Md., common 
carrier, embracing MC 52477, Raymond Woodward Contract 
Carrier Application, and MC 21277, Sub. 1, Same, extension. 
Certificate granted in MC 21277. Continuance of operation, 
fertilizer, from Baltimore, Md., to Washington, D. C., and 
specified points in Del., Va., and Pa.; feed ingredients from 
Baltimore to Richmond, Va., over irregular routes. Applica- 
tions denied in MC 52477 and MC 21244, Sub. 1. 

MC 28659, Sub. 1, Ex., International Railway Co., Buffalo, 
N. Y., exemption. Application for exemption denied, on a find- 
ing that applicant handled a large volume of passenger traffic 
on tickets of other carriers issued to passengers in interstate 
travel. Commissioner Lee dissented, and said applican’t opera- 
tions were subject to regulation by the state public service 
commission, which he said had issued a statement of opinion 
to the effect that applicant was entitled to a certificate of 
exemption. 

*MC 29515, Sub. 1, Earl Byron Bartley, Port Matilda, Pa., 
common carrier extension. Certificate granted. New automo- 
biles, restricted to initial or primary movements, in truckaway 
service, from Detroit, Mich., to points in Blair, Bedford, Cam- 
bria, Cameron, Centre, Clearfield, Elk, Huntingdon, Jefferson, 
Lebanon, Mifflin, and Somerset counties, Pa., over irregular 
routes. 

MC 56357, O. T. Davis, Lexington, N. C., common carrier. 
Certificate denied. On reconsideration, findings in prior report, 
28 M. C. C. 851, affirmed, and applicant found to have failed 
to establish “grandfather” rights as to household goods and 
commodities generally, between points in N. C., S. C., Va., Md., 
Del., Pa., N. J., N. ¥., and D. C., over irregular routes. 

*MC -77459, Diamond Freight Lines, Modesto, Calif., com- 
mon carrier. Certificate granted. On further hearing, findings 
in prior report, 31 M.C.C. 227, affirmed, and applicant found not 
entitled to authority in excess of that granted therein. Con- 
tinuance of operation as to fresh, canned, or dried fruits and 
vegetables, cannery supplies, and empty containers therefor, 
between Modesto, and San Jose, Calif., on the one hand, and, 
on the other, Alameda, Fresno, Modesto, Oakland, Sacramento, 
San Francisco, San Jose, and Stockton, Calif.; chemicals, empty 
chemical containers, and supplies used in the manufacture of 
chemicals between Modesto, on the one hand, and, on the other 
Stockton, Oakland, and San Francisco, over irregular routes. 

MC 100558, Robert McIntosh Howard, Orlando, Fla., com- 
mon carrier. Certificate granted. Citrus fruit from Orlando, 
Fla., to Atlanta, Ga., over a specified route; sugar from 
Savannah, Ga., (Port Wentworth), to Orlando, over a specified 
a corn, from points in Ga. to Macon, Ga., for milling-in- 

nsit. 

_ MC 200, Sub. 6, Riss & Co., Inc., Kansas City, Mo., exten- 
sion. Application denied, in part, on reconsideration. Findings 
in prior report, decided April 11, 1942, modified, on finding that 
applicant failed to show public convenience and necessity as to 
proposed carriage of general commodities, with exceptions, 
between Tulsa and Muskogee, Okla., over U. S. highway 64, 
as an alternate route. Commissioner Mahaffie dissented, joined 
by Commissioners Porter and Johnson, Saying that applicant 
handled traffic between the mentioned points by a route of 
133 miles, while a 60-mile route was available. Continued 
hauling of traffic over the long and wasteful route, he said, 
was required under the decision. 


__ MC 2607, L. F. Berry, Easton, Md., common carrier. Cer- 
tificate granted. On further hearing, applicant found entitled 
to continue operations, and prior report, 26 M. C. C. 597, modi- 
fied. Canned or preserved foodstuffs from all points in Caro- 
line, Dorchester, and Talbot counties, Md., to all points in Del., 
Md., Pa., N. Y., N. J., Conn., Mass. and R. IL.; fresh fruits and 
vegetables from all points in aforementioned counties in Md. 
to points in Md., Pa. and N. Y.; household goods, between points 
in Caroline, Dorchester, Kent, Queen Anne and Talbot counties, 
on the one hand, and, on the other, points in N. Y., Pa., Del., 
N. J., Conn., Mass., R. I., Va. and D. C.; general commodities, 
with exceptions, from all points in Del., Pa. N. J. and N. Y., 
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to all points in Caroline, Dorchester, and Talbot counties, Md. 
Commissioner Patterson, concurring in part, said he did not 
agree that the applicant was entitled to transport general 
commodities. 

*MC 28008, Sol De Ceanne and Domenice De Ceanne, Chi- 
cago, II!., common carrier. Certificate granted. Continuance in 
operation, general commodities, with exceptions, between Chi- 
cago, Ill., on the one hand, and, on the other, Bridgeport, Conn., 
New York, N. Y., and points within 20 miles thereof, and from 
Chicago to Boston, Mass.; fish, from Boston to Chicago; drugs 
from Bridgeport to Peoria, Ill., over irregular route. 

MC 41475, Menzo M. Liederbach, Minneapolis, Minn., com- 
mon carrier, embracing MC 41475, Sub. 3, Same, extension. 
Certificate granted, as to continuance of operation in MC 
41475, and findings in prior report, 3 M. C. C. 147, modified. 
Passengers and their baggage, in round-trip charter service 
beginning and ending at Moorehead, Minn., and extending to 
points in Ia., Minn., N. D., Wis. and Canada, over irregular 
routes. In MC 41475, Sub. 3, authority granted as to passen- 
gers and their baggage, in round-trip charter service, begin- 
ning and ending (a) at Decorah and Forest City, Ia., Ashland 
and Eau Claire, Wis., Minneapolis, Minn., and points within 
70 miles of Minneapolis, and extending to points in Conn., 
Del., Ill., Ind., Ia., Kan., Md., Mass., Mich., Minn., Mo., Neb., 
N. J., N. Y., N. D., Ohio, Okla., Pa., S. D., R. 1, Wis. and 
D. C.; and (b) at Moorehead, Minn., and extending to points 
described in (a), except to points in Ia., Minn., N. D. and Wis. 

*MC 63446, Henry J. Comens, Inc., New York, N. Y., com- 
mon carrier, embracing MC 52652, Same, contract carrier. 
Certificate and permit granted. In MC 63446, continuance as 
common carrier, powdered milk and medicinal oil, between 
New York, N. Y., on the one hand, and, on the other, points in 
N. J., within 25 miles of New York city, over irregular routes. 
In MC 52652, continuance as contract carrier, hardware, be- 
tween New York, N. Y., on the one hand, and, on the other, 
points in a specified territory in N. J. ; 

*MC 72710, A. C. White, Jr., Atlanta, Ga., common carrier. 
Certificate granted. Continuance of operation, household goods, 
between points in Ala., Ga., Tenn., N. C., S. C., Va., Fla., La., 
Miss., Ark., Ky., Ohio, Mich., W. Va., Md., Pa. N. Y., N. J., 
Del., Ill., Ind., Conn., Mass. and D. C.; new furniture from 
Atlanta, Ga., to Montgomery, Ala., over irregular routes. 

*MC 80430, Sub. 19, Gateway City Transfer Co., Inc., La 
Crosse, Wis., extension. Certificate granted. General commodi- 
ties, with exceptions, between Chicago, IIll., and Grinnell, Ia.; 
between Rockford and junction of Illinois highways 2 and 92, 
over irregular routes. 

MC 81005, Robert Marquard, Taylor, Pa., common carrier. 
Certificate granted. Continuance of operation as to coal, from 
all points in Lackawanna and Luzerne counties, Pa., to Bergen, 
Hudson, Essex, and Passaic counties, N. J.; lumber, from 
Newark, N. J., to all points in Lackawanna and Luzerne 
counties, Pa., over irregular routes. 

*MC 30319, Sub. 7, Southern Pacific Transport Co., Hous- 
ton, Tex., extension. Certificate granted. General commodities, 
between certain points in Texas, over described regular routes, 
service to be limited to that which is auxiliary to, or sunple- 
mental of, rail service of the Texas & New Orleans Railroad Co. 

MC 40249, Bloise F. Fownes, Rochester, N. H., common 
carrier. Certificate denied. Continuance of operation, general 
and special commodities, between points in Me.. Mass., N. H. 
and R. I., over regular and irregular routes. The report said 
applicant admitted that there was a cessation of operations 
for approximately eight months, due to refusal of an insurance 
company to renew applicant’s insurance for 1939, and because 
of applicant’s inability to comply with state and federal insur- 
ance requirements. Commissioner Lee dissented, saying that 
the interruption resulted wholly from the refusal of the insur- 
ance company to renew the insurance required. It appeared, 
he said, that there was no sound refusal for the insurance com- 
pany’s refusal, but that it grew out of a dispute between appli- 
cant and the insurance agent over a credit claimed by appli- 
cant. Applicant immediately resumed his operations, said 
Commissioner Lee, when he had obtained the required in- 
surance. 

*MC 56169, Sub 4, A. G. Henneman, Bloomer, Wis., exten- 
sion. Certificate proposed. Dairy products, serving Rusk, 
Wis.. as an off-route point in connection with applicant’s 
regular-route operations in MC 56169. 


COMMISSION ORDERS 

MC 89635 Sub. No. 2, Michael Keller, extension, Whippany, N. J. 
Report and order entered September 25, 1942, modified so as to au- 
thorize issuance to applicant on compliance with sections 215 and 218 
of interstate commerce act and rules and regulations thereunder of 
a permit authorizing operations as a contract carrier of chipboard from 
Whippany, N. J., to Salisbury Mills, N. Y., over irregular routes. 
Order shall become effective February 23, unless prior thereto any 
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party in interest shall show cause, if any there be, in a writing verified 
under oath, why said report and order shall not be modified in man- 
ner described above. 

MC F-2047, Gateway City Transfer Co., Inc., lease, Gateway Trans- 
portation Co. Application requesting approval of temporary operation 
by Gateway City Transfer Co., Inc., of properties of Gateway Trans- 
portation Co., denied. 

No. 25728, Hoboken Manufacturers Railroad Co. vs. Abilene & South- 
ern et al.; and No. 25878, New Orleans & Lower Coast Railroad Co. vs. 
A. C. & Y. et al. Effective date of order of October 13, 1941, further 
postponed until March 1. 

No. 28749, Kuner-Empson Co, vs. C. B. & Q. et al.; and MC C-318, 
Kuner-Empson Co. vs. J. Bruce Cook, dba Bruce Cook & Storage Co. 
et al. Orders of October 6, 1942, modified to become effective February 
13 instead of January 13. 

No. 28796, Ashton Elevator Co. et al. vs. A. T. & S. F. et al. Com- 
plainants’ petition for further hearing denied without prejudice to filing 
of another such petition when proceeding is submitted. 

MC 41247, New York and Pennsylvania Motor Express, Inc., com- 
mon carrier application, Reopened for further hearing solely to deter- 
mine applicant’s right to transport general commodities between points, 
over routes, or within territories (including all intermediate points on 
routes) as shown in order. Order of September 4, 1942, as subsequently 
modified to become effective December 31, 1942, in so far as it denies 
applicant authority to conduct described operations, vacated. 

MC 78787, Sub. No. 23, Pacific Motor Trucking Co., extension, auto- 
mobiles. Recommended order served November 25, 1942, which became 
order of Commission, effective December 21, 1942, set aside. Reopened 
for further proceedings. 

W-525, Coast Transportation Co., Inc., common and contract carrier 
application. Petition of intervener, Louisville & Nashville Railroad Co., 
for reopening and reconsideration or for further hearing denied. 

MC 22589, Campus Travel, Inc., common carrier application. Time 
within which petitions for rehearing, reargument, or reconsideration 
of report and order of division 5, dated November 10, 1942, should 
be filed extended to January 30. 

MC 46074 Sub. No. 1, A. I. Scott, extension, Florida. Reopened 
for reconsideration solely to determine what modification should be 
made in description of commodities authorized in report and order 
of September 4, 1942. 

MC 48501 Sub. No. 4, Indiana Motor Bus Co., extension of op- 
erations. Report and order entered May 25, 1942, modified so as to 
authorize issuance to applicant, on compliance with sections 215 and 
217 of interstate commerce act and rules and regulations thereunder, 
of certificate authorizing operations as common carrier of passengers 
and their baggage, between LaFayette, Ind., and Michigan City, Ind., 
over route described in order and return over same route, with serv- 
ice at all intermediate points. Order shall become effective Feb- 
ruary 6, unless prior thereto any party in interest shall show cause, 
if any there be, in a writing verified under oath, why report and 
order entered herein on May 25, 1942, should not be modified to 
extent described above. 

MC 61518, Central Transfer & Storage Co., common carrier ap- 
plication; and MC 61518 Sub. No. 1, Central Transfer & Storage Co., 
extension. Time within which petitions for rehearing, reargument, 
or reconsideration of report and order of division 5, dated November 
10, 1942, should be filed, extended to January 16. 

MC F-1734, Harvey H. Sentle, purchase, Great Lakes Motor Dis- 
patch, Inc. Vendor’s petition, as supplemented, for reconsideration 
(including request for oral argument) by Commission of decision by 
division 4 denied. 

No. 28373, Atlantic Commission Co., Inc., vs. A. G. S. et al.; and 
a sub-number, Alexander Marketing Co., Inc., et al. vs. same. Peti- 
tion of defendant railroads in official territory for reconsideration, 
reopening and reargument denied. 

No. 28502, Corporation Commission of the State of Oklahoma 
vs. C. R. I. & P. et al. Petition of defendants for modification of 
report and order denied. 

No. 28644, W. J. Foye vs. A. T. & S. F. et al. 
reconsideration. 

No. 28767, Standard Oil Co. of Louisiana vs. A. T. & S. F. et al. 
Petition of intervener, Southport Petroleum Company, to strike cer- 
tain portions of complainant’s brief denied. 


Fourth section application No. 19784, iron and steel articles to 
Texas. Petition filed by Gulf, Colorado & Santa Fe for modification 
of fourth section order No. 14663 entered in said application denied. 

W-36, Conners Marine Co., Inc., contract carrier application. Ef- 
fective date of certificate and order issued July 3, 1942, further modi- 
fied to become effective February 28 instead of January 28. 


No. 27969, Agwilines, Inc., et al. vs. A. C. & Y. et al. Order 
entered December 8, 1941, modified to become effective March 1. 


No. 28608, Tennessee Products Corporation et al. vs. C. & N. W. 
et al. Order entered October 26, 1942, modified to become effective 
April 1, instead of February 1. 


Finance No. 8480, Kansas City Terminal, construction. Time 
prescribed in certificate within which the Kansas City Terminal Rail- 
way Company shall complete the construction of line of railroad 
therein authorized further extended to December 31, 1944. 


MC 638 Sub. No. 2, J. Russell Gault, doing business as Gault’s 
Transport System, extension of operations. Reopened for reconsid- 
eration. 

MC 44447 Sub. No. 2, Suburban Motor Freight, Inc., extension, 
Ohio. Reopened for reconsideration solely to determine whether ap- 
plicant should be authorized to operate over route 7 between Uhrichs- 
ville and Toledo, O., over U. S. Highway 250 from Uhrichsville to 
Norwalk, O., thence over U. S. Highway 20 to junction with U. S. 
Highghay 120, and thence over the latter to Toledo. 

Finance No. 12364, Minneapolis & St. Louis receivership. Report 
and order of June 20, 1939, modified so as to permit extension of ex- 
piration date of deposit agreement from December 31, 1942, to July 1. 

MC F-2051, Watson Bros. Transportation Co., Inc., lease, Muarise 


Reopened for 


TRAFFIC WORLD 


Young. Application requesting approval of temporary operation by 
Watson Bros. Transportation Co., Inc., of certain properties of Muarise 
Young, dba Young Transfer Lines denied. 

Ww-92, C. F. Harms Co., contract carrier application. Reopened for 
reconsideration. Effectiveness of permit and order issued October 19, 
1942 postponed until further order of Commission. 


PETITIONS FOR REHEARING, ETC. 

MC F-1649, Hoover Motor Express Co., Inc., purchase, Roy Dicker- 
son and C. C. Russell, dba Central Motor Express. Hoover Motor 
Express Co., Inc., and Roy Dickerson and C. C. Russell, dba Central 
Motor Express, ask that authority granted in Docket MC F-1649 and 
which expired by the terms thereof as amended on November 7, 1942, 
be reopened and further amended so as to allow one additional day’s 
time in which to consummate. 

W-12, Moran Towing & Transportation Co., Inc. W. E. Hedger 
Transportation Corporation asks reconsideration of decision of divi- 
sion 4, dated November 19, 1942, and relief in alternative. 

W-237, Dauntless Towing Line, common carrier application. W. 
E. Hedger Transportation Corporation asks reconsideration of deci- 
sion of division 4, dated November 19, 1942. 


UNCONTESTED FINANCE CASES 

Supplemental Report and order in F. D. No. 5690, New York Cen- 
tral Unification, further modifying terms and conditions of leases of 
January 2, 1930, by supplemental agreements to be dated January 1, 
1942. Approved. 

Report and order in F. D. No. 14055, Southern Pacific Company 
Equipment Trust Certificates, granting authority to assume obligation 
and liability, as guarantor, in respect of not exceeding $3,950,000 of 
Southern Pacific Co. equipment-trust certificates, series U, to be is- 
sued by the Pennsylvania Company for insurances on Lives & Grant- 
ing Annuities, as trustee, and sold at 99.091 and accrued dividends 
in connection with the procurement of certain equipment. Approved. 

Report and order in F. D. No. 14054, Rio Grande, El Paso & Santa 
Fe Railroad Co. lease, authorizing lease by the Panhandle & Santa Fe 
Railway Co. of the properties of the Rio Grande, El Paso & Santa Fe 
Railroad Co. Approved. 

Order in F. D. No. 8480, Kansas City Terminal Railway Co., 
construction, further extending effective date of certificate to December 
31, 1944. Approved. 

Report and order in F. D. No. 11248, Louisville & Nashville Rail- 
road Co. Bonds, modifying order of July 1, 1936, so as to authorize the 
amendment of the sinking-fund provisions applicable to $30,000,000 of 
first and refunding mortgage 334 per cent gold bonds, series E, therein 
authorized to be authenticated and delivered, to provide that sinking 
fund payments may be made to the trustee in advance of the semi- 
annual dates set forth in the supplemental indenture of July 1, 1936. 
Approved. 


FINANCE APPLICATIONS 

MC F-2073. Pacific Motor Trucking Co., of San Francisco, Calif., 
asks authority to purchase certain operating rights of Valley Motor 
Lines, Inc., of Fresno, Calif., under MC 936. 

MC F-2072. Maxwell Courtney Garner, dba M. C. Garner Truck 
Lines, Apex, N. C., asks authority to purchase operating rights and 
property of Motor Transit Co., Raleigh, N. C., and temporarily to 
operate. 

MC F-2068. Burlington Transportation Co., Chicago, Ill., wholly 
owned subsidiary of the Chicago, Burlington & Quincy Railroad Co., 
asks authority to purchase operating rights of Chicago Belt Freight 
Lines, Inc., Chicago, and temporarily to operate. 

MC F-2069. Rock Island Motor Transit Co., Chicago, IIll., sub- 
sidiary of the Chicago, Rock Island & Pacific Railway Co., asks au- 
thority to purchase operating rights and property of C. J. Hearn and 
A. C. Lucke, dba Northwest Kansas Freight Lines, Salina, Kan. 

MC F-2070. J. N. Youngblood, dba J. N. Youngblood Truck 
Lines, Henderson, N. C., asks authority to purchase operating rights 
of S. N. Youngblood, dba Y. & Y. Truck Line, Fletcher, N. C. 

MC F-2071. Liberty Trucking Co., Inc., Chicago, IIll., asks au- 
thority to purchase motor authority of the American National Bank & 
Trust Co., and Samuel E. Lifschultz, trustees, dba Lifschultz Fast 
Freight, Chicago, and temporarily to operate. 

MC F-2074. Arrowhead Freight Lines, Ltd., of Salt Lake City, 
Utah, asks authority to purchase certain operating rights and property 
of C. I. Gallacher, Sig Rydman and Fred Osterloh, dba Tri-State Motor 
Ways, of Salt Lake City, under MC 2387, and Subs. 1, 3, and 4, and 
temporarily to operate. 


EXPLOSIVES REGULATIONS 


The Commission, division 3, by an order in No. 3666, In 
the Matter of Regulations for Transportation of Explosives and 
Other Dangerous Articles, has amended its regulations for the 
transportation of explosives and other dangerous articles. The 
amendments deal chiefly with shipments in barrels and metal 
drums, and the loading of inflammable liquids into domes of 


tank cars. They are the result of the present emergency, ac- 
cording to the order. 


ALTON REORGANIZATION 


Henry A. Gardner, of Chicago, Ill., has petitioned the Com- 
mission in Finance No. 14030, Alton Railroad Co. Reorganiza- 
tion, for ratification of his appointment as trustee of the prop- 
erty of the Alton. Mr. Gardner has also petitioned the Com- 
mission for an order in that proceeding, fixing a maximum limit 
of compensation for his services as trustee of the road. 
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January 9, 1943 


Proposed Reports 
Woolen Blankets 


No. 28867, Lima Woolen Mills Co. vs. Erie et al. By 
Examiner John Davey. Dismissal proposed. First class rating, 
woolen blankets, carloads and less-carloads, Lima, O., to des- 
tinations in the major classification territories, except Pacific 
coast points, not unreasonable or otherwise unlawful. Estab- 
lishment of rates lower than first class rates were sought to 
encourage carload movements and save space. The examiner 
held that the present any-quantity first class rating had been 
in effect 55 years and had been generally satisfactory and said 
there was nothing in “this meager” record that was convincing 
that the present rating was higher than a maximum reasonable 
rating for a commodity having a value from $1.56 to $1.75 a 
pound. 


Metal Signs, etc. 


MC C-220, Electrical Products Corporation vs. Consoli- 
dated Copperstate Lines (lessee of Consolidated Shippers, Inc.; 
lessee of Nevada Consolidated Shippers). By Examiner F. Roy 
Linn. Applicable charges on one shipment of metal sign faces, 
metal signs, tools, neon tubes, and glass, from Los Angeles, 
Calif., to Las Vegas, Nev., determined; applicable charges not 
shown to have been unreasonable. The examiner said the 
evidence would not support a finding that the items comprising 
the shipment were other than parts or pieces of a complete 
neon sign, and the applicable charges of four times the first- 
class rate of $1.41 were constructed under rule 16 of national 
motor freight classification No. 3. Defendants agreed, he said, 
that there was an overcharge on the tools, and found $1.21 the 
applicable charge. 

Used Steel Plate 


No. 28866, Pepper Tank and Contracting Co. vs. Great 
Northern. By Examiner Harold M. Brown. Rate of 53 cents 
charged, used steel plate, shipped Oct. 17 and 18, 1940, from 
Sunburst, Mont., to Seattle, Wash., for export, inapplicable. 
Applicable rate was 44 cents, said the examiner. Reparation 
of $986.29, with interest, proposed. 


Lumber Division 


I. and S. No. 5150, Routing Lumber over Missouri-Kansas- 
Texas Railroad. By Examiner Claude A. Rice. Proposed 
elimination of line of the M-K-T between McAlester, Okla., 
and Kansas City, Mo., from tariff routes now open to over- 
head shipments of lumber and lumber articles, in carloads, on 
published through rates, not shown to be just and reasonable 
and not justified. Cancelation of schedules suspended on pro- 
tests by the M-K-T proposed to be ordered. The report said 
the suspended tariffs were filed because of controversy between 
the Rock Island and the M-K-T concerning the division of 
through rates, the M-K-T having refused to accept a half-cent 
cut in its 7.5-cent division for its services between McAlester 
and Kansas City. The Rock Island, according to the report, 
contended that the M-K-T division should be reduced because 
its haul was 17 miles shorter than the haul on the competing 
Kansas City Southern which received a 7.5-cent division. The 
half-cent cut would increase the Rock Island’s division. The 
report pointed out that formerly the Rock Island used a line 
of the Frisco as a link in tariff routes for overhead shipments 
of lumber, from a connection at Wister, Okla. This link was 
eliminated in 1941, said the report, because of disagreement 
between the Rock Island and the Frisco in respect of rate 
divisions. 

Sprocket Wheels 


I. and S. M-2098, Classification, Sprocket Wheels, Between 
East and Midwest. By Examiner L. J. Kassel. Proposed 
reduced less-than-truckload exceptions rating on machine fin- 
ished sprocket wheels, iron or steel, from points in central 
territory to points in western trunk-line territory found just 
and reasonable. Schedules filed to become effective Sept. 15, 
1942, and suspended until April 15, 1943, on protest of the 
Western Trunk Line Committee, proposed to be found just and 
reasonable, order of suspension vacated, and proceeding dis- 
continued. 


General Commodities 


MC C-311, Middlewest Motor Freight Bureau vs. H. F. 
Schaffer. By Joint board 143. Dismissal proposed. Rates of 
defendant, of Milbank, S. D., on general commodities from St. 
Paul and Minneapolis, Minn., and on binder twine from Duluth 


and Stillwater, Minn., to Milbank and Revillo, S. D., not 
unlawful. 


RICKENBACHER TRUCK OPERATIONS 
In finding the applicant entitled to continue operations 
under the “grandfather clause” as a common carrier by motor 
vehicle in MC 30893, Rickenbacher Transportation, Inc., Com- 
mon Carrier Applications, embracing MC 25796, Same, Exam- 
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iner William A. Maidens, in a proposed report, has recom- 
mended issuance of a certificate restricted to carriage of 
property tendered to applicant solely by freight forwarders. 
Applicant had asked that its operations be not so restricted. 

The report said, however, that applicant had “confined its 
efforts entirely to the transportation of general commodities 
for the carloading corporation, between the latter’s terminals, 
and had never held itself out to transport for the general 
public.” 

In determining the status of applicant as a common carrier, 
the report said that the Commission “has stated, on several 
occasions, that forwarding companies are engaged in the com- 
mon carriage of shipments for the general public. This being 
so, shipments transported for them cannot lose their identity 
at any stage of the transportation. Applicant’s exclusive 
services for the carloading corporation are those of a common 
carrier.” 

The authority proposed was as to general commodities, 
with exceptions, “which are at the time of transportation by 
applicant in the primary custody of and moving on bills of 
lading of freight forwarders,” between Boston and Springfield, 
Mass., New Haven, Conn., New York, N. Y., Newark, N. J., 
Philadelphia and Pittsburgh, Pa., Baltimore, Md., Columbus, 


Dayton, and Cincinnati, Ohio, and D. C., over prescribed regular 
routes. 


WATER PROPOSED REPORT 


W-563, Barrett Line, Inc., contract carrier. By Examiner 
G. H. Mattingly. Recommends issuance of permit authorizing 
operation in the transportation of commodities generally by 
non-self-propelled vessels with the use of separate towing 
vessels; furnishing of vessels under charter, lease or other 
arrangements, to persons other than carriers, for general tow- 
age service or the transportation of commodities generally; 
general towage service, from and to all ports and points on 
the Mississippi, Missouri, and Ohio Rivers, and rivers and 
streams tributary thereto. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Pennsylvania (Stroudsburg)—-MC 103878, David S. Katz 
and Seymour Katz, common carrier. Denial of certificate pro- 
posed, for want of prosecution. Scrap iron, from Stroudsburg 
and Scranton, Pa., points within 30 miles of Scranton, and 
points in the metropolitan area of New York, N. Y., to Phillips- 
burg, N. J. 

Louisiana (Baton Rouge)—-MC 103859, S. A. Harris, com- 
mon carrier. Certificate proposed. Household goods, between 
points in East Baton Rouge parish, La., on the one hand, and, 
on the other, points in La., Tex., Ark., Miss., and Ala., over 
irregular routes. 

South Dakota (Scotland)—-MC 89501, Sub. 1, Oscar R. 
Walter, extension. Certificate proposed. Livestock feed, from 
Sioux City, Ia., to Scotland, S. D., and points within 15 miles 
= except incorporated cities and towns, over irregular 
routes. 

lowa (Griswold)—-MC 81562, Sub. 1, C. H. Purdue, exten- 
sion. Denial of certificate proposed. Household goods, livestock, 
farm commodities, feed, lumber, building material, farm ma- 
chinery, empty petroleum containers, petroleum products, fresh 
fruits, hides, and wool, between points in Ia., Mo., and Neb. 

Minnesota (Minneapolis)—-MC 12268, Charlotte Elizabeth 
Ehle, broker application. Dismissal of application for license as 
a broker of transportation proposed. Passengers and their 
baggage, between points in the United States. 

New Jersey (Newark)—MC 3647, Sub. 38, Public Service 
Interstate Transportation Co., change of route, embracing MC 
3647, Sub. 39, Same. Dismissal of application proposed. Passen- 
gers and their baggage, express, and newspapers in the same 
vehicle with passengers, over city streets within the city of 
Pleasantville, N. J. 

Ilinois (Chicago)—-MC 22254, Trans-American Van Service, 
Inc., common carrier, embracing MC 22254, Sub. 3, Same, ex- 
tension. Certificate proposed, on further hearing. Continuance 
of interim operations in MC 22254, household goods, between 
Chicago, Ill., and points within 50 miles thereof, on the one 
hand, and, on the other, points in 20 states and D. C. The report 
proposed finding applicant to have failed to establish “grand- 
father” rights under the title application. In MC 22254, Sub. 3, 
the report proposed finding public convenience and necessity not 
to require operation as a common carrier of household goods, 
in non-radial service, between points in 39 states. 
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New York (New York)—MC 66562, Sub. 179, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Steubenville, 
Ohio, and Weirton, W. Va., over U. S. highway 22, serving all 
intermediate points. 

New York (New York)—MC 66562, Sub. 456, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Chester, W. 
Va., and East Liverpool, Ohio, over U. S. highway 30. 

West Virginia (Wellsburg)—-MC 67095, Eugene Frederick 
Kuecher, common carrier. Dismissal of application proposed, 
at applicant’s request. General commodities, between Wellsburg 
and Bethany, W. Va. 

Illinois (Chicago)—-MC 68909, Sub. 9, Decatur Cartage Co., 
extension. Certificate proposed. General commodities, including 
dangerous explosives, between Terre Haute, Ind., and Prairie 
Creek, or the Vigo Ordnance Depot, Ind., over a prescribed 
route. 

Nebraska (Omaha)—MC 70451, Watson Bros. Transporta- 
tion Co., Inc., common carrier. Certificate proposed, on further 
hearing. Continuance of operation, general commodities, with 
exceptions, from and to specified intermediate and off-route 
points in Ia. and Neb., over regular routes authorized in prior 
report, 24 M.C.C. 679. 

Massachusetts (Malden)—-MC 78177, Sub. 2, Benjamin 
Peltz, extension. Denial of certificate proposed. Household 
goods, between Malden, Mass., and points in Mass. within 10 
miles thereof, on the one hand, and, on the other, points in 
N. J., and Pa., over irregular routes. 

South Carolina (Dunbarton)—-MC 102729, Dicks-Geddings, 
Inc., common carrier. Certificate proposed. Peanuts, from points 
in Aiken and Barnwell counties, S. C., to Savannah, Ga.; cotton 
and cotton seed, from Aiken, Barnwell, and Allendale counties, 
S. C., to Augusta, Ga.; fertilizer and fertilizer materials, be- 
tween Aiken, Barnwell, and Allendale counties, S. C., and 
Augusta and Savannah; vegetable and fruit hampers from 
Ellenton, S. C., and points within 5 miles thereof, to Claxton, 
Lyons, Woodbury, Haddock, Manchester, Gay, Newnan, and 
Thomaston, Ga., and points within 25 miles thereof, over irregu- 
lar routes. 

Texas (San Antonio)—-MC 46054, Sub. 37, Brown Express, 
extension. Certificate proposed. Dangerous explosives and 
general commodities, with exceptions, between various Texas 
points, over prescribed routes, except that no pick-up deliveries 
are to be made at Brenham and Victoria, Tex. 

Michigan (Coldwater)—-MC 43873, Sub. 1, Robert Magee, 
extension. Dismissal of application proposed, at applicant’s 
request. Wool in grease, from points in the lower peninsula of 
Mich. to Cleveland, O., Pittsburgh and Philadelphia, Pa., James- 
town, N. Y., and Boston and Lawrence, Mass., and empty con- 
tainers on return movements, all over irregular routes. 


New York (Hudson)—MC 17025, Sub. 1, Earl Joseph Col- 
well, extension. Certificate proposed. General commodities, in 
coordinated motor-rail service, between specified points in 
N. Y., over regular routes, with service at specified inter- 
mediate and off-route points. 


Minnesota (Minneapolis)—-MC 5427, Sub. 5, Minneapolis 
& St. Louis Railroad Co., (L. C. Sprague, Receiver), extension. 
Certificate proposed. General commodities, with exceptions, 
and mail, between Aberdeen and Alaska, S. D., over a specified 
route, with no service to Bath, Groton, Ferney, and Verden, 
but with service to all other intermediate points; between Aber- 
deen and Mellette, S. D., over U. S. highway 281, with no 
service to intermediate points; between Bath and Brantford, 
S. D., over a specified route, with no service to Bath, but with 
service to Stratford, S. D. 


New Jersey (Mount Holly)—MC 93949, Herman Stiles, 
common carrier. Certificate proposed. Specified commodities 
in N. J. and Pa. 


Idaho (Pocatello)—-MC 52643, Sub. 8, Cotant Truck Lines, 
Inc., extension. Certificate recommended, on further hearing. 
Explosives, between Pocatello and San Francisco, Calif. 

Pennsylvania (Conshohocken)—MC 43707, Sub. 1, Atkinson 
Motor Freight Co., Inc., extension. Denial of certificate pro- 
posed. General commodities, with exceptions, serving all in- 
termediate and certain off-route points in Conn., in connection 
with applicant’s presently authorized operations under MC 
43707, and paper and related articles between Miquon, Pa., on 
the one hand, and points in N. J., on the other. : 

IMinois (Mattoon)—-MC 42329, Sub. 4, Hayes Freight Lines, 
Inc., extension. Certificate proposed. Alcoholic liquors, over 
U. S. highway 50 between Shoals, Ind., and Cincinnati, O., with 
service at the intermediate point Lawrenceburg, Ind. ' 

Illinois (Mattoon)—-MC 42329, Sub. 3, Hayes Freight Lines, 
Inc, common carrier Denial of certificate proposed under 
the “grandfather” clause. General commodities, over regular 
routes, between points in Ill., Mo., Ind., O. and W. Va. 

Nebraska (Omaha)—MC 42172, Gordon Storage Ware- 
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houses, Inc., common carrier, embracing MC 41188, Same, com- 
mon carrier. Certificate proposed. Continuance of operations, 
household goods, over irregular routes, between points in Neb., 
on the one hand, and points in Colo., Ill., Ind., Ia., Kan., Mich., 
Minn., Mo., O., S. D., Wis. and Wyo., on the other, and between 
all points in Mo., on the one hand, and Ia., on the other, be- 
tween Ill., on the one hand, and Ia., on the other, between II1., 
on the one hand, and N. Y., on the other, between Kan., on the 
one hand, and Ia., on the other, and from Mich. to IIl., and 
from Ill. to Mo. 

California (Los Angeles)—-MC 35993, Arizona Pacific Motor 
Freight Lines, Ltd., common carrier, embracing MC 66972, 
Phoenix Fast Freight Lines, common carrier. On further hear- 
ing in MC 35995 and MC 66972, certificate proposed to be 
granted to Arizona Pacific Motor Freight Lines, Ltd, author- 
izing continuance of operation, general commodities, with ex- 
ceptions, between points in Calif. and Ariz., over specified 
routes, and mohair, wool and empty oil and gas containers 
between points in Ariz., on the one hand, and Los Angeles Har- 
bor points, on the other, over irregular routes. 

Ohio (Cincinnati)—MC 15204, Raymond Lee Dance, com- 
mon carrier, embracing Mc 15204, Sub. 2, Same, extension. On 
further hearing, certificate proposed as to continuance of op- 
erations in MC 15204, specified commodities, between points 
in O. Ky., Tenn., Ga., N. C. and S. C. and continuance of op- 
eration in MC 15204, Sub. 2, general commodities, with excep- 
tions, between points on most of applicant’s “grandfather” 
routes in O., Ga., N. C. and Tenn. The report proposed modi- 
-— of the findings made in the prior report, 30 M. C. C. 

Mississippi (Cleveland)—-MC 103698, Hamilton, O. Solo- 
mon, common carrier. Certificate proposed. Heavy machinery, 
insecticides, fertilizer, building materials, agricultural imple- 
ments, live stock, and feed, between Pace, Skene, Malvina and 
Symonds, Miss., on the one hand, and, on the other, Memphis, 
Tenn.; live stock, between Cleveland and Boyle, Miss., and 
Memphis, Tenn., over irregular routes. 

Utah (Salt Lake City)—-MC 102308, Inland Freight Lines, 
common carrier, embracing MC 49237, Sub. 1, Same, Contract 
Carrier Application. Certificate proposed in MC 102308. Gen- 
eral merchandise, such as is dealt in by wholesale, retail and 
general grocery and food businesses, canned goods, fresh meats, 
packing house products, empty bottles, sugar, cooperage and 
bakery goods, between specified points in Calif., Nev. and 
Utah, over regular routes. Dismissal of application proposed 
in MC 49237. 

New York (New York)—MC 96500, Harry Riezeman, con- 
tract carrier. Permit proposed. Handbag materials and hand- 
bags, machinery for their manufacture, cotton dresses, aprons, 
hooverettes, and materials and machinery for their manufac- 
ture, between New York, N. Y., and Orange, N. J., over irreg- 
ular routes. 

New Jersey (Collingwood)—-MC 87639 Sub. 1, Lonnie I. 
Clarke, extension. Denial of certificate proposed. Building 
materials, from Philadelphia, Pa., to points in a specified area 
of N. J., and from Milligton, Manville, Bound Brook, Elizabeth, 
Newark and Kearney, N. J., to Philadelphia, over irregular 
routes. 

Tennessee (Nashville)—-MC 61265, Sub. 17, Southeastern 
Motor Truck Lines, Inc., extension. Certificate proposed. Gen- 
eral commodities, with exceptions, between Fulton and May- 
field, Ky., over U. S. highway 45, serving intermediate points. 

District of Columbia (Washington)—-MC 45663, Sub. 1, 
William L. Curles, extension. Denial of certificate proposed. 
Household goods, between Annapolis, Md., on the one hand, 
and, on the other, points in Conn., Del., Fla., Ga., Ill., Ind., 
Ky.,. Md... Mass., Mich:, N. H., N. d.,.N. ¥., N. C., Tenn, Vt., 
Va. and W. Va.; between points in Md., Va. and D. C., within 
20 miles of Washington; between points in Md., Va. and D. C., 
within 20 miles of Washington, on the one hand, and, on the 
other, points in Vt., N. H., Ohio, Ky., Ill. and Tenn., over 
irregular routes. 


Wisconsin (Wausau)—Wesley A. Steffke, extension. Cer- 
tificate proposed. General commodities, with exceptions, over 
U. S. highway 41, between its junction with Illinois highway 
42A and Chicago, Ill., for operating convenience only. 

Missouri (Cape Girardeau)—-MC 3062, Sup. 3, L. A. Tucker 
Truck Lines, Inc., extension. General commodities, with ex- 
ceptions, between Chester, Ill., and Farmington, Mo.; between 
junction U. S. highway 61-67 and Missouri highway 25, and 
Jackson, Mo.; between Chester, Ill., and Patton, Mo., over reg- 
ular routes. 

Wisconsin (Wisconsin Rapids)—MC 1494, Sub. 3, Gross 
Common Carrier, Inc., extension. Certificate proposed. Gen- 
eral commodities, including express, except household goods 
and commodities in bulk, between specified points in Wis., over 
nine described routes, service to be limited to that which is 
auxiliary to, or supplemental of, rail service of the Soo Line, 
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with no service to any point not a station on the Soo Line, and 
no shipments to be transported between Minneapolis, St. Paul 
and Duluth, Minn., Ladysmith, Stevens Point, Neenah and Fond 
du Lac, Wis., or through to, or from more than one of said 
points, except that applicant shall be permitted to transport 
shipments between Stevens Point and Neenah, and between 
Stevens Point and Ladysmith. . 
South Dakota (Wagner)—MC 100243, Lowell Crabb and 
Ramon Jespersen, common carrier. Certificate proposed. Petro- 
leum products, in bulk, in tank trucks, from Superior, Neb., 


_ and refining and distributing points in Kansas to Wagner, S. 


D., and all points in S. D. within 30 miles of Wagner, over 
irregular routes. Rail carriers protested the application, but 
the joint board said that the Motor Carrier act contemplated 
transportation both by highway and rail, and that the Com- 
mission had, in many cases, held that the public was normally 
entitled to an adequate system of transportation both by high- 
way and rail. 

Indiana (Burket)—MC 93035, Sub. 3. Danzel Nelson, ex- 
tension. Certificate proposed. Live stock, in truckload lots, 
from Louisville, Ky., to Elkhart, Ind., and from Kosciusko, Elk- 
hart, Fulton, Marshall, Noble, Allen, Huntington and Wabash 
counties, to points in a described area of Ohio; empty drums, 
in truckload lots, from Chicago to points in a described area of 
Ind., and points within 25 miles of and including Archbold, 
Wauseon, Bryan, Fostoria, Defiance, Carey, Mansfield, Marion, 
Columbus, Youngstown, Lima and Wapakoneta, Ohio; used 
empty egg cases, set up, in truckload lots, from Chicago to 
Burket, Ind.; live stock, from Chicago to points in Kosciusko 
county, Ind. 

New Hampshire (Wilton)—MC 84234, Sub. 1, Eastern Ex- 
press Co., Inc., extension. Certificate proposed. Heavy ma- 
chinery, requiring special equipment, between points in N. H., 
on the one hand, and, on the other, points and places in Conn., 
Me., Mass., N. Y., R. I. and Vt.; rough granite, between points 
in Hillsboro county, N. H., on the one hand, and, on the other, 
points in Mass.; lumber, shooks, boxes (wood), between points 
in N. H., on the one hand, and, on the other, points in Mass., 
over irregular routes. 

Missouri (Kansas City)—-MC 71982, Sub. 1, J. C. Fleming, 
extension. Certificate proposed. General commodities, with 
exceptions, between Phillipsburg, Kan., and Kearney, Neb., 
over a described route. 

Texas (Wichita Falls)—MC 30091, Sub. 9, L. F. Miller 
and F. D. Miller, extension. Certificate proposed. General 
commodities, with exceptions, between various Texas points, 
over regular routes. The report recommended that the Com- 
mission, on its own motion, grant temporary authority for the 
transportation of dangerous explosives, and of general com- 
modities, over certain specified regular routes, between various 
Texas points. 

Massachusetts (Springfield)—-MC 27583, Sub. 3, Leonard 
E. Belcher, Inc., extension. Certificate proposed. Petroleum 
products, in tank trucks, from Providence, R. I., Hartford, East 
Hartford, Portland, Rocky Hill, Cromwell and New Haven, 
Conn., to Brattleboro, Vt., Athol, Mass., and points in Franklin, 
Hampden and Hampshire counties, Mass., over irregular routes. 

New Hampshire (North Haverhill)—MC 2892, Sub. 3, 
Roland C. Ames, extension. Certificate proposed. Ice cream, 
ice cream mix, in jugs, and processed milk, from Bradford, Vt., 
to Norwich and Hartford, Conn., and Claremont, N. H., over 
irregular routes through Mass.; empty containers, on return 
movements. 

Kentucky (Princeton)—-MC 375, Sub. 2, Wm. G. Pickering, 
extension. Denial of certificate proposed. General commodi- 
ties, with exceptions, between Morton’s Gap, Ky., and Edgoten, 
Ky., over a specified route, serving the Kentucky-Tennessee Ar- 
mored Division Camp located at Edgoten and near Clarksville, 
Tenn., serving the intermediate points of Mannington, Empire, 
Crofton, Kelly and Masonville, Ky. 

Massachusetts (Haverhill)—-MC 103539, C. F. Jameson, 
Ltd., contract carrier. Permit proposed. Fibreboard, and fibre- 
board products, from Milton, N. H., and Amesbury, Mass., to 
points in Conn., Me., Mass., Md., N. H., N. J., N. Y., Pa. and 
Va.; materials and supplies used in the manufacture of fibre- 
board and fibreboard products from points in the described 


destination territory, to Milton and Amesbury, over irregular 
routes. 


New York (New York)—MC 66562, Sub. 447, Railway 
Express Agency, Inc., extension. Certificate proposed. General 
commodities, moving in express service, between Wellsburg, 
W. Va., and Bethany, W. Va., over a prescribed route. 

Ohio (Akron)—MC 47538, common carrier, embracing MC 
11315, Same, contract carrier application; MC 52844, Luther 
E. Moore, dba Akron-Cleveland-Dover and Mansfield Express 
Common Carrier Application; and MC 30311, Sub. 2, Freight, 
Inc., Common Carrier Application, Extension. Certificates pro- 
posed. Continuance of operation in MC 47538, general com- 
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modities, with exceptions, between Akron, Ohio, and other 
points in Summit county, Ohio, over irregular routes; in MC 
52844, continuance of operation as successor in interest to 
applicant in MC 47538. Dismissal of proceeding in MC 11315 
proposed. Denial of application proposed in MC 30311, Sub. 2. 

Pennsylvania (Quakertown)—MC 32598, Sub. 1, Franklin 
V. Shelly and Oliver H. Shelly, Administrators of the Estate 
of Frank G. Shelly, extension. Certificate proposed. Unmanu- 
factured agricultural commodities, from Quakertown, Pa., and 
points within 10 miles thereof, to Camden, N. J., over irregular 
routes, serving no intermediate or off-route points; empty 
containers, on return movements. 

Illinois (Chicago)—-MC 2181, Sub. 19, Burlington Trans- 
portation Co., extension. Certificate proposed. General com- 
modities, with exceptions, over U. S. highway 6 between its 
points of intersection with Nebraska highway 46, and un- 
numbered highway, located four miles southwest of Atlanta, 
Neb., as an alternate route, for operating convenience only. 

Ilinois (Chicago)—-MC 954, Sub. 12, Mid-States Freight 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between Hoboken, N. J., and the junction 
of New York highway 32 and U. S. highway 9W, over a pre- 
scribed regular route, and return over the same route, as an 
alternate route, for operating convenience only. 

Kentucky (Elsmere)—MC 503, Sub. 5, Dixie Traction Co., 
extension. Passengers and their baggage, express, and news- 
papers, in the same vehicle with passengers, between Florence, 
Ky., and the proposed site of the Boone county, Ky., airport; 
between Erlanger, Ky., and the same proposed airport, over 
prescribed routes, serving all intermediate points. 

Maine (Portland)—-MC 100223, Sub. 2, Hodgson Transpor- 
tation Co., extension. Denial of certificate proposed. House- 
hold goods and furniture between points in Me., on the one 
hand, and points in Vt., N. Y., N. J., Pa., Del., Md. and D. C., 
on the other. 

West Virginia (Parkersburg)—-MC 89256, Sub. 1, Robert 
McGowan, extension. Permit proposed. Such commodities as 
are sold by chain retail and mail order department stores, from 
Marietta, O., to points in Wood and Pleasant counties, W. Va., 
and returned or rejected shipments in the reverse direction. 

New Jersey (Malaga)—-MC 52579, Sub. 6, Frank Parave, 
extension. Certificate recommended. Garments and wearing 
apparel on hangers, and hangers, between Chicago, IIl., on the 
one hand, and New York, N. Y., Philadelphia, Pa., and Vine- 
land, N. J., on the other. 

Kentucky (Covington)—-MC 50959, Sub. 11, Cincinnati, 
Newport & Covington Railway Co., common carrier. Certifi- 
cate proposed. Passengers, baggage, express and newspapers, 
between Cincinnati, O., and Boone county airport site, Boone 
county, Ky. 

Indiana (Chesterton)—MC 47249, Sub. 1, Raymond E. 
Rhoda, extension. Certificae proposed. Live stock, agricultural 
commod ities, and farm machinery, between points in Ind. and 
Ill., also farm supplies and equipment from points in Wis., Ill. 
and O., to points in Ind. 


Ohio (Bellaire)—-MC 40600, Sub. 2, Frank J. Hathaway, 
extension. Certificate proposed. Packing house products from 
Steubenville, O., to points in that part of Ohio on and south of 
U. S. highway 22, on and east of Ohio highway 9, and on and 
north of Ohio highway 148, and empty metal containers there- 
for, and rejected shipments, in the reverse direction, as off- 
route points in connection with applicant’s presently authorized 
operations. 

New Brunswick, Canada (North Lake)—-MC 102867, Laurel 
E. Higgs, common carrier. Certificate proposed. Pulpwood, 
lumber and firewood from the international boundary of the 
U. S. and Canada to Houlton, Danforth, Forest Station, Orient 


and Vanceboro, Me., via the international gateways at or near 
those points. 


MOTOR FINANCE CASES 

MC F-1937, Watson Bros. Transportation Co., Inc., purchase—Alex 
S. Schreiner, embracing No. MC F-1941, Watson Bros. Transportation 
Co., Inc., lease—Elden Ruhl. 1. Purchase by Watson Bros. Transporta- 
tion Co., Inc., of Omaha, Neb., of operating rights and property of 
Alex S. Schreiner, doing business as Schreiner Truck Line, of Hastings, 
Neb., approved and authorized, subject to condition. 2. Lease by 
Watson Bros. Transportation Co., Inc., of operating rights of Elden 
Ruhl, doing business as Ruhl Transfer, of David City, Neb., approved 
and authorized. 

MC F-2049, George F. Drummey, purchase—Jacob E. Crumet. Ap- 
plication for authority under section 210a(b) of George F. Drummey, 
doing business as Drummey Cartage Company, of South Bend, Ind., for 
temporary operation of motor carrier rights and properties of Jacob 
E. Crumet, also of South Bend, granted December 30, 1942, subject to 
conditions. 

MC F-2053, Consolidated Freightways, Inc., lease—R-B Freight 
Lines, Inc. Application for authority under section 210a(b) of Con- 
solidated Freightways, Inc., of Portland, Ore., for temporary operation 
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of a portion of the motor carrier rights of R-B Freight Lines, Inc., 
of Aberdeen, N. D., granted Dec. 31, 1942, subject to conditions. 

MC F-2050, Leamon Resler et al., purchase—Henry B. Miner. Ap- 
plication for authority under section 210a(b) of Leamon Resler and 
Dean Resler, doing business as Resler Truck Line, of Denver, Colo., 
for temporary operation of motor carrier rights and properties of Henry 
B. Miner, doing business as H. B. Miner Transportation Company, also 
of Denver, granted Dec. 31, 1942, subject to conditions. 


MC F-2045, System Freight Service, purchase—S. O. Dimmick. Ap- 
plication for authority under section 210a(b) of System Freight Serv- 
ice, of Los Angeles, Calif., for temporary operation of motor carrier 
rights of S. O. Dimmick, doing business as United Forwarders, also of 
Los Angeles, granted Dec. 31, 1942, subject to conditions. 


MC F-2021, Frisco Transportation Company, purchase—Missouri 
Transportation Company, embracing No. MC F-2022, Frisco Transporta- 
tion Company, purchase—William B. Mayers. Purchase by Frisco 
Transportation Company, of St. Louis, Mo., of operating rights of Mis- 
souri Transportation Company, of Springfield, Mo., and certain operat- 
ing rights of William B. Mayers, doing business as Mayers-National 


Truck Line, of Lyon, Miss., approved and authorized, subject to con- 
ditions. 


MC F-1973, Leonard J. Russell (Effie May Russell, executrix), lease 
—E. S. Kranz. Lease by Leonard J. Russell (Effie May Russell, execu- 
trix), doing business as Russell Freightways, of Casper, Wyo., of cer- 
tain operating rights of E. S. Kranz, of Denver, Colo., approved and 
authorized. 


MC F-1933, Black Motor Lines, Inc., lease—Southeast Arkansas 
Freight Lines, Inc. Lease by Black Motor Lines, Inc., of El Dorado, 
Ark., of certain operating rights of Southeast Arkansas Freight Line, 
Inc., of Pine Bluff, Ark., approved and authorized, subject to condition. 


MC F-1854, A. F. Posnik, purchase—Petroleum Transportation 
Corp. of Indiana, embracing No. MC F-1855, Michigan Transportation 
Company, merger—Frank Lis. 1. Purchase by A. F. Posnik, doing 
business as A, F. Posnik & Co., of Detroit, Mich., of operating rights 
and property of Petroleum Transportation Corp. of Indiana, also of 
Detroit, approved and authorized, subject to condition. 2. Merger in 
Michigan Transportation Company, also of Detroit, of operating rights 
and property of Frank Lis, doing business as Frank Lis & Company, 
also of Detroit, approved and authorized, subject to condition. 


MC F-1437, George F. Callahan et al., control—Clark-Callahan, Inc. 
Application of George F. Callahan, Sr., of Pittsburgh, Pa., George F. 
Callahan, Jr., of Ingomar, Pa., James P. Clark, and William J. Clark, 
both of Philadelphia, Pa., to acquire joint control of Clark-Callahan, 
Inc., of Pittsburgh, through ownership of its outstanding capital stock, 
dismissed. 

MC F-1913, Fitterling Transportation Company, Inc., purchase— 
Kansas City-Illinois Express, Inc. Purchase by Fitterling Transporta- 
tion Company, Inc., of South Bend, Ind., of certain operating rights of 
Kansas City-Illinois Express, Inc., of Kansas City, Mo., approved and 
authorized, subject to condition. 

MC F-1994, Motor Freight & Transportation Corporation, purchase 
—Rocco Piteo and Joseph Piteo. Purchase by Motor Freight & Trans- 
portation Corporation, of Jersey City, N. J., of operating rights of 
Rocco Piteo and Joseph Piteo, a partnership, doing business as Piteo’s 
Silver Arrow City Lines, of New York, N. Y., approved and authorized, 
subject to condition. 


MC F-1694, The Santa Fe Trail Transportation Company, purchase 
—Peoria-Rockford Bus Company. Time within which authority granted 
in report and order of July 3, 1942, may be exercised extended to April 
1, 1943. 

MC F-1990, Dalby Motor Freight Lines, Inc., lease—Doak Hearne. 
Lease by Dalby Motor Freight Lines, Inc., of Lubbock, Tex., of op- 
erating rights and certain property of Doak Hearne, doing business as 
Seagrave Truck Line, of Seagraves, Tex., approved and authorized, 
subject to condition. 


MC F-1954, Harry E. Reynolds and Norman Nold, purchase—Roh- 
weder Truck Lines, Inc., embracing No. MC F-1955, Rohweder Truck 
Lines, Inc., purchase—Harry E. Reynolds and Norman Nold, and No. 
MC F-1960, Harry Hess, purchase—Rohweder Truck Lines, Inc. 1. Pur- 
chase by Harry E. Reynolds and Norman Nold, partners, doing busi- 
ness as Tri-State Transportation Company, of Sioux Falls, S. D., of 
certain operating rights of Rohweder Truck Lines, Inc., of Pipestone, 
Minn., and purchase by latter of certain operating rights of the former, 
approved and authorized. 2. Purchase by Harry Hess, doing business 
as Hess Motor Express, of Pipestone, Minn., of certain operating rights 
of Rohweder Truck Lines, Inc., approved and authorized, subject to 
condition. 

MC F-1935, Pierce Auto Freight Lines, Inc., purchase—Floyd H. 
Johnson (G. H. Johnson, administrator). Purchase by Pierce Auto 
Freight Lines, Inc., of Medford, Ore., of certain operating rights of 
Floyd H. Johnson (G. H. Johnson, administrator), doing business as 
Medford-Crescent City Truck Lines, of Grants Pass, Ore., approved 
and authorized, subject to condition. 

MC F-2047, Gateway City Transfer Co., Inc., lease—Gateway Trans- 
portation Co. Application for authority under section 210a(b) of Gate- 
way City Transfer Co., Inc., of La Crosse, Wis., for temporary opera- 
tion of motor carrier rights of Gateway Transportation Co., of Chi- 
cago, Ill., denied Dec. 29, 1942. 

MC F-2051, Watson Bros. Transportation Co., Inc., lease—Muarise 
Young. Application for authority under section 210a(b) of Watson 
Bros. Transportation Co., Inc., of Omaha, Neb., for temporary opera- 
tion of certain motor carrier rights of Maurise Young, doing business 
as Young Transfer Lines, of Lexington, Neb., denied Dec. 29, 1942. 
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MC F-2030, Interstate Motor Freight System, Inc., of Indiana, pur- 
chase—Wesson Company. Application, as amended, for authority under 
section 210a(b) of Interstate Motor Freight System, Inc., of Indiana, 
of Indianapolis, Ind., for temporary operation of certain motor-carrier 
rights and properties of Wesson Company, also of Indianapolis, granted 
Dec. 29, 1942, subject to condition. 

MC F-1947, Columbia Terminals Co., control—Dyer & O’Hare Hau- 
ing Co. Acquisition by Columbia Terminals Co. of St. Louis, Mo., 
of control of Dyer & O’Hare Hauling Co., also of St. Louis, through 
purchase of capital stock, approved and authorized, subject to condition. 

MC F-2057, Norfolk Southern Bus Corporation, purchase—Hampton 
Roads Transportation Company, Inc. Application for authority under 
section 210a(b) of Norfolk Southern Bus Corporation, of Norfolk, Va., 
for temporary operation of a portion of the motor-carrier rights of 
Hampton Roads Transportation Company, Incorporated, also of Nor- 
folk, granted Jan. 6, with condition. 


Rail and Ocean Divisions 


The Commission has postponed from Jan. 1 to March 1 
the effective date of its order in No. 27969, Agwilines, Inc. 
(Clyde-Mallory Lines) et al. vs. Akron, Canton & Youngstown 
Railway Co. et al., prescribing divisions of joint through rates 
between Atlantic seaboard territory and the southwest via north 
Atlantic ports and Texas and Louisiana Gulf ports on rail- 
ocean, ocean-rail, and rail-ocean-rail traffic. 

Official territory and southwestern rail defendants recently 
asked for recission of the order or postponement. The former 
asked for indefinite postponement or to a date six months after 
the termination of the war, while the latter asked for post- 
ponement for not less than six months to permit the filing of 
a petition for modification of certain objectionable provisions 
of the order (see Traffic World, Jan. 2, 1943, p. 16). The 
official territory rail lines in their petition, which followed 
the southwestern lines’ petition, said the record in the pro- 
ceeding did not reflect present conditions, traffic, transporta- 
tion or economic, and it could not be assumed that it would 
reflect postwar conditions. If the order was not vacated, they 
said, the eastern lines, as well as the complainant water lines, 
would desire certain modifications, declaring that the pre- 
scribed divisions did not provide adequate compensation for 
heavy terminal expense at the north Atlantic ports and did 
not take into proper account the element of relative costs of 
service. 

Protestant water lines, Bull Steamship Line, Pan-Atlantic 
Steamship Corporation, and Southern Steamship Co., in reply 
to the southwestern rail lines’ petition, said it was obvious that 
“the railroad petitioners do not have any hopes of the Com- 
mission rescinding its order but were using their petition as an 
alternative for securing an additional postponement of the 
order.” 

It would be a serious matter, the protestants said, if the 
divisional adjustment prescribed was not in effect at the time 
of resumption of steamship operations, and added that, while 
the ship lines were not presently operating between north 
Atlantic and Gulf ports, they had applied for and obtained 
certificates of public convenience and necessity and had full 
intentions of resuming operations after their vessels had served 
their purpose in furtherance of the war effort. If the Com- 
mission felt that defendants’ petition justified postponement 
of the effective date of the order for the purpose of publishing 
the “division sheet,” protestants said they were agreeable to 
a postponement of not more than sixty days. 


COMMISSION WATER ACTION 


By an order, the Commission, division 4, has dismissed 
W-807, Stone Towing Line, Contract Carrier Application, for a 
permit to continue operation as a contract carrier by water. 
The Commission said it appeared that on and since Jan. 1, 1940, 
applicant had been engaged in the towage of dredges and oil 
barges; that such transportation by applicant was not subject 
to part III of the act by reason of the order of Oct. 29, 1941, 
in Ex Parte 147, Towage of Floating Objects, and the exemp- 
tions provided in section 303 (b) or (d). It found that the 
only other operation in which applicant had been engaged was 
the performance of towage for carriers by water; that applicant 
merely provided the motive power under the direction of the 
common or contract carrier employing his services; and that 
such towage for other carriers incidental to transportation sub- 
ject to the act, was not subject to part III by reason of the 
exemption provided in section 303 (f) (2) thereof. 


WATER DEPRECIATION RATES 


The Commission, in accordance with the provisions of the 
uniform system of accounts for carriers by water, order of Dec. 
11, 1941, has issued sub-orders WD12, WD13 and WD14 pre- 
scribing depreciation rates applicable to the transportation of 
property by the American Barge Line Co., Union Barge Line 
Corporation, and West Coast Steamship Co., respectively. 
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January 9, 1943 


Rate Increase Removal 


Acting on the petitions of the Office of Price Administration 

and others in Ex Parte 148, Increased Railway Rates, Fares, 
and Charges, 1942, the Commission has reopened the proceed- 
ing for further hearing and for reconsideration. 
The further hearing will begin February 2 in Washington 
at 9 a. m. before Commissioners Aitchison, Mahaffie and 
Splawn. The hearing will be followed by oral argument, with- 
out briefs, before the Commission, as soon as practicable after 
the close of the further hearing, according to announcement 
that will be made in the course of the hearing. 

The Commission’s order specified that the proceeding was 
reopened for further hearing and for reconsideration: 


(1) for the purpose of supplementing and making current the 
record herein; (2) with respect to the matters of fact alleged and the 
prayers contained in the several petitions for reopening or for recon- 
sideration now on file herein, and of the answers thereto; and (3) and 
upon the record as supplemented and made current to consider what, 
if any, change should be made in the findings and conclusions of the 
report hereinbefore made, and of the various orders, authorizations, 
and approvals heretofore made in this proceeding, and whether the 
same shall be continued, modified in any respect, suspended, or termi- 
nated, and to enter any appropriate order or orders in the premises. 


Briefs and written arguments would not be expected, 
except in lieu of oral argument, said the Commission. In the 
absence of objection, said the Commission, it would take 
official notice of facts set forth in its current statistical publi- 
cations and the weekly bulletin on revenue freight loading 
issued by the car service division of the Association of American 
Railroads. 

The Commission issued an appendix to its notice, setting 
forth special instructions and rules of procedure to be fol- 
lowed by parties who participate in the further hearing. 

Under the heading of simplification of presentations, the 
Commission said that, in order to conserve time and avoid 
expense and travel, as well as the inconvenience of attendance 
on the hearing in a congested city, it was strongly urged that 
persons finding themselves with common interests in the pro- 
ceeding should, to the greatest possible extent endeavor to 
consolidate their presentation of testimony and arrange for 
cross-examination by as few counsel as possible. It said the 
same course should be followed on oral argument. All persons 
who could do so should tender verified statements in lieu of 
appearing personally, it said. 

In the preparation. of exhibits, the Commission said Rule 84 
of the rules of practice should be followed. At least 150 copies 
of each exhibit should be prepared, it said. Witnesses who 
expected to read from a written statement must comply with 
Rule 77 of the rules of practice. This rule provides that such 
statements shall not include argument and that before they are 
read copies shall be delivered to specified parties. Evidence in 
the form of verified statements (affidavits) without personal 
appearance of the affiant as a witness will be received in the 
absence of objection under specified conditions. 

Persons who desire to be heard, said the Commission, 
would facilitate the arrangements necessary by sending notice 
to it of their intention so as to reach it in Washington on or 
before January 29. Such notices, said the Commission, should 
state the number of witnesses and the approximate amount of 
time necessary to the presentation of direct testimony. It said 
if such notices were given generally and sufficiently in advance, 
the Commission would endeavor to program the testimony so 


that witnesses might know on what day their testimony might 
be given. 


Disposition of Increases 


In the closing paragraph in its appendix, the Commission 
made the following statement: 


Request to produce certain testimony and to discuss the same in 
argument: The Commission requests the applicants and other parties 
in the presentation of evidence and argument on further hearing to 
discuss the desirability, feasibility, and legality of a requirement that 
the revenue received by them from the authorized increases in rates, 
fares, and charges, heretofore or hereafter made, shall be kept sepa- 
rate from other operating income of applicants, and be expended 
solely for additions and betterments to the operating plant or for the 
reduction of funded or unfunded debt. 


Railroads, it was believed, would not object to agreeing 
to keep separate revenue from authorized increases in rates, 
fares and charges and to expend such income for additions and 
betterments to the operating plant or for the reduction of 
funded or unfunded debt, as suggested by the Commission. 

. Some rail officials pointed out in that connection that the 
increased revenue obtained from the rates, fares and charges 
authorized in Ex Parte 148—estimated at $357,000,000 for 1942 
it the increases had been effective throughout that year—cer- 
tainly was not of such amount that it could not be easily ab- 
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sorbed in expenditures for additions and betterments or for 
reduction of debt as the railroads annually spent more than 
that for such purposes. 

One point was made, however, against the Commission im- 
posing such a condition in a decision on further hearing in Ex 
Parte 148, on the ground that the Commission did not have the 
power to impose it. It would be preferable, it was said, for 
railroads voluntarily to agree to set aside the income as sug- 
gested without having an order made. 

The executive committee of the National Industrial Traffic 
League will meet in Chicago Jan. 14 to consider matters re- 
lating to reopening of Ex Parte 148. Members of the commit- 
tee expect to confer there with chief traffic officers of the 
railroads who asked for a conference. 

The Idaho State Grange, Idaho Farm Bureau Federation, 
Idaho Rate Association, State of Idaho, and the State Com- 
mission of Idaho filed a joint memorandum with the Commis- 
sion in Ex Parte 148, saying they joined in, ratified and adopted 
as their own, to the same extent, the petitions of the Office of 
Price Administration and the Secretary of Agriculture for re- 
opening, reconsideration and modification of the order, so as to 
vacate the permissive authority for the increased rates, fares 


and charges dated March 2, 1942 (see Traffic World, Dec. 12, 
p. 1413). 





INCREASES IN TEXAS RATES 


The Commission has issued a corrected order in No. 28846, 
Increases in Texas Rates, Fares, and Charges, the effect of 
which is to add “pulpwood” to those commodities on which 
the order does not require or authorize changes in intrastate 
rates in Texas (see Traffic World, Jan. 2, 1943, p. 7-8). 


PASSENGER FARE INCREASES 


The railroads parties to the original petition in Ex Parte 
148, Increased Railway Rates, Fares and Charges, 1942, have 
petitioned the Commission for an amendment to that portion of 
the Commission’s (passenger fare) order which related to the 
disposition of fractions. The requested amendment, said the 
petition, had to do only with an extension of time within 
which the carriers might continue to use optional methods for 
disposing of fractions from Jan. 20 to June 1. 

The petition said that-the task of revising passenger fare 
tariffs so that they would state the fares in dollars and cents 
had been practically completed, with the exception of a limited 
number of tariffs, listed in an appendix. The tariffs comprised, 
for the most part, fares from eastern points to points west of 
Chicago and St. Louis, said the petition. It was the intention 
of the carriers, it said, to file immediately appropriate sixth- 
section applications ‘“‘seeking authority to continue the use of 
master conversion table tariffs in connection with this limited 
number of tariffs to June 1, 1943.” 





Pooling of Revenues 


Senator Reed, of Kansas, has announced he will reintro- 
duce in the Seventy-eighth Congress S. 2163, providing for 
amendment of section 5 (1) of the interstate commerce act to 
give the Commission power to require pooling of the avails of 
general increases in rates, fares or charges. 


The senator made public a letter he had written to Com- 
missioner Mahaffie, of the Commission, ‘“‘to reduce to definite 
form the ideas which are back of S. 2163.” Copies of this let- 


ter were sent, said he, to others believed to have views on the 
subject. Said he: 


I start first with what is necessary to constitute the most efficient 
and economical ‘‘national transportation system.’’ In such a system, of 
course, the railroads have a most important part. 

Coming now to the railroads: We have always had and have now 
what are known as ‘‘weak railroads.’’ So—I ask the following ques- 
tions: What is a weak railroad? Why is a weak railroad? Are all 
or part of these weak railroads essential to a national transportation 
system? If the answer to the question immediately above is in the 
affirmative what steps shall be taken to incorporate them into a na- 
tional transportation system on a basis that is fair to the public and 
to the railroad portion of the national transportation system con- 
sidered as a whole? ’ 

I think the answers to the above questions are important and 
justify an earnest effort on the part of all of us interested and those 
of us who carry an immediate responsibility to obtain correct answers. 

In a consideration of the problem, I think that one must have 
information on these points: Capitalization; property investment ac- 
count; rate making value; density of traffic; efficiency of management. 

There are a number of factors which enter into the efficiency of 
management. The ‘‘operating ratio’’ is, of course, an overall figure 
and perhaps the best overall figure. On the other hand, the operating 
ratio, along with the density of traffic, might be affected by the pro- 
portion of main line and branch line mileage. Both of these factors 
might be different in thé case of the Kansas City Southern, the West- 
ern Pacific, and the Nickel Plate, which have large main line mileage 
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as compared to most railroads and some that might have an undue pro- 
portion of branch line mileage. 

In considering the railroad operating and revenue situation, an 
analysis would have to be made out on ‘‘maintenance expenses.’’ This 
item varies with conditions and sometimes is used to affect net operat- 
ing income. 

I am asking all of the gentlemen whom this reaches to give me 
their ideas of a method of analyzing ‘‘weak railroads’’ situation and 
also analyzing revenue and operating conditions in general so as to 
produce a fair and reasonable picture that would be useful to a com- 
plete understanding, at least to an understanding as nearly complete 
as can be obtained. 


Senator Reed said that as had been developed in conver- 
sations between Commissioner Mahaffie, Senator Wheeler and 
himself, ‘‘“Senator Wheeler and I are desirous of proceeding in 
a constructive way to consider various phases of the railroad 
situation in the Seventy-eighth Congress and to offer legisla- 
tion touching upon important phases. To do so we may intro- 
duce several bills which would furnish a basis for obtaining 
the views of all the interested parties through hearings before 
the Senate interstate commerce committee or a subcommittee 
thereof.” 


COMMUTATION FARES 

The Chicago and North Western obtained a temporary 
injunction in the Cook county, Ill., superior court, January 4, 
restraining the Illinois Commerce Commission and _ Illinois 
officials from interfering with the company’s plan to increase 
by 10 per cent its charges for several classes of multiple-ride 
commutation tickets in the Chicago suburban area. 

Nye F. Morehouse, assistant general counsel for the com- 
pany, at a hearing before Judge U. S. Schwartz of the superior 
court, said the company had been ordered by the Illinois com- 
mission to cancel a 10 per cent increase in four types of com- 
mutation tickets that had been in effect since March 8, 1941, 
and had denied to the railroad the right to make a new increase 
on two additional types of commutation fares. The company 
had increased some fares March 8 under protection of an injunc- 
tion granted by the federal district court, but that injunction 
might no longer apply, he said, because a new order of the 
Illinois commission had been issued in December. The petition 
for injunction was opposed by counsel for the Office of Price 
Administration and the attorney general for Illinois, whose 
position was the same as expressed last week in the Illinois 
Central’s similar injunction suit (see Traffic World, Jan. 2, p. 
15). The I. C. also obtained a temporary injunction in the 
superior court. 

Joseph Wright, general attorney, Illinois Central, said 
January 5 that increases in the company’s commutation fares 
would be made effective January 26, rather than January 6, 
so as to permit 30 days to elapse from the date the company 
notified the Office of Price Administration of the intention to 
make the increase and the time the increase shall become effec- 
tive. He said the extension would meet OPA requirements call- 
ing for 30 days’ notice of a general rate increase. 


Export Rates and U. 8. Shipments 


G. Lloyd Wilson, director of the division of rates of the 
Office of Defense Transportation, has written a letter to J. G. 
Stubbs, chairman, Transcontinental Freight Bureau, Chicago, 
Tll., asking for a determination by the railroads of the applica- 
bility of export rates to government shipments moving in other 
than common carrier steamships. 

The present export tariffs of the transcontinental lines, he 
pointed out, contained the following restrictions preventing the 
application of export rates on government traffic: 


That freight must not leave the possession of the rail carriers un- 
til delivered to common carriers by ocean. 

That specific destinations beyond Pacific Coast port of export must 
be shown in bill of lading or shipping order issued at time of shipment. 

Ocean space for carload freight must be secured and such space 
reservation, with a description of the freight, also a declaration of the 
first loading date of the vessel on which reservation has been made, shall 
be confirmed by the ocean carrier to the terminal line. 


Dr. Wilson said he was writing at the request of the War 
Department, Navy Department, procurement division of the 
Treasury Department, Department of Agriculture, Bureau of 
Foreign and Domestic Commerce of the Department of Com- 
merce, the Lease-Lend Administration, the Board of Economic 
Warfare and the O. P. A. Further, said he, the Comptroller 
General of the United States had requested that the O. D. T. 
rate division place the question before the Commission. 

It was the view of the government agencies, said he, that 
the restrictions set forth resulted in unreasonable rates on gov- 
ernment freight. Even under normal conditions, he said, the 
greater part of government property shipped to foreign ports 
was army and navy supplies and moved in army and navy 
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transports. Large quantities of “public property” were now 
being shipped under the lend-lease program, he continued, in 
such ships as could be made available, regardless of whether 
they were common carriers, tramps or transports. At the 
present time, said he, ocean transport was disrupted to the ex- 
tent that very few common carriers by ocean were operating 
= such and those that were had no established sailing sched- 
ules. 

“War conditions,” continued the letter, “will not permit 
showing foreign destinations on bills of lading or shipping re- 
ceipts nor allow information regarding ocean space or sailing 
dates to be given to terminal rail carriers at ports of export. 
It is apparent that these conditions make it impossible for gov- 
ernment shipping agencies to comply with the restrictive clauses 
in the rail carriers tariff so as to obtain the benefit of the ex- 
port rates. The service of rail carriers on government ship- 
ments is not of greater or lesser value than the same services 
performed for commercial shippers who can and do comply 
with the restrictions imposed by the rail carrier tariffs. 

“When the government ships goods for export, there can 
be no one to challenge its good faith if, subsequently, such 
goods are diverted to domestic use, and there can be no ques- 
tion that the government would pay the properly applicable 
domestic rates and charges under those circumstances.” 

Before placing the matter before the Commission as re- 
quested by the Comptroller General, said Dr. Wilson, he was 
requesting that the railroads give prompt consideration to 
withdrawal of the restrictions and otherwise making the tariff 
clear that the export rates applied on government shipments 
regardless of the kind of vessel in which they moved from 
Pacific Coast ports of export. 

“There would be no objection to a section 22 quotation 
which would produce the same effect but it would be neces- 
sary that the quotation contain no provisions against the ap- 
plication of the authorized land-grant deductions,” said he. 


0. P. A. and H. & M. Fares 


The emergency price control act of 1942 does not deprive 
the Commission of its primary power and duty to determine 
the reasonableness and lawfulness of any proposed increase in 
the rates and fares of a common carrier in accordance with 
the provisions of the interstate commerce act. At most, it con- 
stitutes a declaration of public policy to which it is, of course, 
to be assumed the Commission will give due consideration in 
determining whether any such increase in rates or fares should 
be permitted. 

The foregoing declarations were made by the Hudson & 
Manhattan Railroad Co. in a brief in I. and S. No. 4394, Pas- 
senger Fares of Hudson & Manhattan Railroad Co., replying 
to a brief filed on behalf of the Office of Price Administration 
and the Director of Economic Stabilization opposing the rail- 
road’s proposal to increase from 8 to 10 cents the fare on its 
downtown line between its Hudson Terminal Station, New York, 
and its stations in Jersey City and Hoboken, N. J. (see Traffic 
World, Dec. 26, p. 1511). 

The railroad said the fare increase neither could result, nor 
substantially tend to result in inflation or increased living costs 
and “that any conceivable tendency toward either inflation or 
increased living costs would be so negligible that it must be 
deemed not to be within the concern of the emergency price 
control act.” This issue of increased living costs, said the rail- 
road, was the only issue with which the Commission was ac- 
tually concerned and the O. P. A. brief did not touch thereon. 

An increase in passenger fares, unlike an increase in freight 
rates, said the railroad, would in itself seem ordinarily to tend 
toward deflation rather than toward inflation, since the initial 
effect of such increase would be to take money and, therefore, 
purchasing power, out of the commodity market. 

Furthermore, declared the railroad, “it is obvious that the 
Price Administrator has failed to appreciate that, in any event, 
the only effect of the proviso of the first section of the act of 
Oct. 2, 1942, is merely to confer upon him the right to such 
notice and consent to intervention and that he is not, as he 
obviously conceives, thereby required actually to intervene and 
to oppose every increase in any rate of a common carrier, with- 
out, as here, the slightest attempt first to determine whether 
such proposed increase could in fact result in inflation or in- 
creased living costs within the purview of the emergency price 
control act.” 





RAIL DEPRECIATION RATES 


In accordance with the provisions of the uniform system 
of accounts for steam railroads, the Commission, by sub-or- 
ders Nos. 715, 17-A, 94-B and 607-C, has prescribed depreciation 
rates applicable to the equipment of the Albany & Northern, 
Canton, Chicago & Calumet and the Pittsburgh, Lisbon & 
Western, respectively. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reprouuced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2159, the Commission has suspended from 
December 30 until July 30 the operation of certain schedules 
as published in supplement No. 11 to MF I. C. C. No. 51 and 
supplement No. 10 to MF I. C. C. No. 52 of W. G. Clayton, Jr., 
Agent, Buffalo, N. Y. The suspended schedules provided for the 
non-participation of one carrier in certain rates on building, 
paving and roofing materials and proposed to establish new 
or increased individual-carrier minimum class rate stops and 
other changes affecting the application of joint rates on traffic 
the movement of which involved the routes of certain carriers. 

In I. and S. M-2160, the Commission has suspended from 
December 30 until July 30, the operation, in part, of first 
revised pages Nos. 49-O and 49-P, and 15th revised page 50-B 
to tariff MF I. C. C. No. 1 of the Continental Transportation 
Lines, Inc., Pittsburgh, Pa. The suspended schedules propose 
to establish minimum class rates on traffic moving between 
points in central states, and between points in those states and 
points in middle Atlantic states. 

In I. and S. No. 5176, the Commission has suspended from 
January 1 until August 1, the operation of certain schedules 
as published in supplement No. 2 to Missouri Pacific Railroad 
Company’s tariff I. C. C. No. A-9213, supplement No. 7 to 
Texas and Pacific Railway Company’s tariff I. C. C. No. 3980, 
supplement No. 74 to Agent J. R. Peel’s tariff I. C. C. No. 3370, 
and many other tariffs. The suspended schedules propose to 
cancel transit arrangements on shipments accorded transit 
services at interior southwestern points and moving in con- 
nection with the Bull Steamship Line, Coast Transportation 
Co., Pan-Atlantic Steamship Corporation or Southern Steamship 
Co. (See Traffic World, Dec. 12, 1942, p. 1412). 

In I. and S. No. 5177, the Commission has suspended from 
January 1 until August 1, the operation of schedules as pub- 
lished in Agent L. E. Kipp’s tariffs, supplement 37 to I. C. C. 
No. 1480 and supplement 30 to I. C. C. No. 1483. The suspended 
schedules propose to increase the present east-bound trans- 
continental rates on canned goods, in carloads, from Pacific 
Coast territory to southeastern points, by amounts ranging 
from 9 cents to 23 cents a 100 pounds. (See Traffic World, 
Dec. 26, 1942, p. 1510). 

In I. and S. 5178, the Commission has suspended from 
December 31 until July 31, the operation of certain schedules 
as published in supplement No. 26 to Great Northern Railway 
Company’s tariff G. N. Ry. I. C. C. No. A-8016 and supplement 
No. 32 to Northern Pacific Railway Company’s tariff (N. P. 
Ry.) I. C. C. No. 9576. The suspended schedules propose to 
cancel less-carload volume commodity rates on agricultural im- 
plements from Minneapolis, Minnesota Transfer and St. Paul, 
Minn., to certain destinations in North Dakota, and to apply 
in lieu thereof higher class and commodity rates. 

In I. and S. 5179, the Commission has suspended from 
January 1 until August 1, the operation of certain schedules 
as published in supplement No. 48 to Agent W. S. Curlett’s 
tariff I. C. C. No. A-720. The suspended schedules propose to 
establish charges for transferring eastbound carload shipments 
of lumber from cars to vessels, lighters or barges at New York 
Harbor points (see Traffic World, Dec. 26, p. 1507). 

In I. and S. M-2161, the Commission has suspended from 
Jan. 4 until Aug. 4, the operation in part of tariff MF-I. C. C. 
No. 9 of Robert A. Watt and William H. Watt, doing business 
as Watt Bros., Central Falls, R. I. The suspended schedule 
proposes to establish a provision permitting the stopping in 
transit at not more than three points to partially unload truck- 
load shipments of paper and paper products moving from 
Bradford and Haverhill, Mass., to New York, N. Y., and nearby 
points in New Jersey. For this service a charge of $1.59 a 
stop is proposed for one or two stops, and $3.71 a stop for 
three stops. 

In I. and S. M-2162, the Commission has suspended from 
Jan. 4 until Aug. 4, the operation of certain schedules as 
published in various revised pages to tariff MF-I. C. C. No. 
6, and others, of Rocky Mountain Motor Tariff Bureau, Inc., 
Agent, Denver, Colo. The suspended schedules propose to 
establish various individual-carrier exceptions to the application 
of rates and rules, and increased commodity rates on artificial 
or imitation leather from and to points in Pacific Coast and 
eastern defined territories. 

In I. and S. M-2163, the Commission has suspended from 
Jan. 4 until Aug 4, the operation of. certain schedules as pub- 
lished on 13th revised page 69-A of tariff MF-I. C. C. No. 18 
(Gustave Stribling series) of Pacific Inland Tariff Bureau, Inc., 
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Agent, Portland, Oreg. The suspended schedules proposed to 
establish increased commodity rates, minimum weight 20,000 
pounds, on apples and pears from Salem, Portland and Hood 
River, Oreg., to San Francisco, Calif. A proposed rate of 61 
cents for 100 pounds, in lieu of a present rate of 53 cents for 
100 pounds, minimum weight 20,000 pounds, from Portland to 
San Francisco, is illustrative. 

In I. and S. M-2164, the Commission has suspended from 
Jan. 7, and later, until Aug. 7 the operation of certain provi- 
sions of supplements Nos. 49, 50, 52, 53 and 54 to tariff MF- 
I. C. C. No. 36 and of certain other tariffs of Eastern-Central 
Motor Carriers’ Association, agent, Akron, O. The suspended 
schedules propose to establish minimum class rates, minimum 
weight restrictions and other restrictions to the application of 
rates from trunk line and New England territories to central, 
western trunk line and southeastern territories, and in the re- 
verse direction, which generally result in increases. 


0. P. A. Rate Protests 


The Office of Price Administration has filed with the Com- 
mission a protest against proposed increases in supplement No. 
68 to I. C. C. No. 40, and supplement No. 40 to I. C. C. No. 41, 
issued by alternate Agent K. C. Bogue, filed by Southern Ports 
Foreign Freight Committee, Chicago, effective Jan. 16. Cer- 
tain increases, said the O. P. A. would be effected in Item No. 
6200 series of these supplements through change in the appli- 
cation of rates on balsa wood. It was proposed, said the pro- 
test, to amend import rates on balsa wood via all-rail and 
barge-rail, so that they would not apply shipside. The result, 
said the O. P. A. was that the importer of this commodity would 
be forced to pay handling charges at the ports. Charges, ac- 
coarding to its information, covering loading from shipside to 
cars averaged as high as $40 a car, the protest said. It added 
that respondents averred costs on this commodity exceeded 
costs of performing similar service for comparable commodi- 
ties. It should be observed, however, said O. P. A., that “‘re- 
spondents are not attempting merely to shift the difference in 
the cost as against other commodities, but rather is attempting 
to shift the entire cost.” 

Approximately 39 million feet of this product would be 
imported in 1943, said the protest, and that it was used ex- 
tensively in the construction of life rafts for use by the army 
and navy. A large percentage would move into central and 
western sections of the country on the rates published in the 
protested tariffs, said O. P. A., and these increases in cost 
would be borne by the United States. 

The O. P. A. has also filed a protest with the Commission 
involving supplement 12, N. Doe, agent, I. C. C. No. 475, ef- 
fective Jan. 15. It was proposed, said the protest, to cancel 
item Nos. 1655A and 1672, which would result, it said, in a 
substantial increase in rates on cotton and cotton linters in 
compressed bales, carload, minimum 25,000 pounds, from New 
York City stations of the New Haven, also from points within 
the free lighterage limits in New York harbor, to various des- 
tinations throughout New England. It was understood, said 
O. P. A., that there was from time to time a movement of im- 
ported cotton from New York to various mill points in the af- 
fected territory, and that there was probability of such move- 
ments in the future. 


HOUSEHOLD GOODS EXTENSION 

The applicant in MC 71820, Sub. 3, Parker Transfer ana 
Storage Extension, says the Commission is squarely confronted 
with the necessity of “determining whether the public is to be 
enabled to take advantage of the inherent merits of motor 
carrier household goods transportation, or whether the public 
is to be inconvenienced, disadvantaged, compelled to hire un- 
known carriers from far distant points, and to pay a higher 
transportation cost.” 

The statement was made in a petition for reconsideration 
of Examiner Virgil J. Livingstone’s recommended report, which 
proposed a grant of authority as to household goods between 
points in Minnesota within 80 miles of Sioux Falls, S. D., on 
the one hand, and points in Colorado, Illinois, Indiana, Iowa, 
Kansas, Minnesota, Missouri, Nebraska, North Dakota, Ohio, 
Oklahoma, Pennsylvania, Montana, Washington, Wisconsin and 
Wyoming. At the same time, the examiner recommended 
denial of authority for non-radial operation, saying that the 
applicant did not propose stationing equipment or establishing 
offices at distant points, and did not anticipate requests for 
service between distant points. 

In the petition for reconsideration, applicant asked what the 
Commission was going to do about a city of 42,000 people, 
the principal city in the more populous eastern half of the 
state, containing 642,000 people, in order that the public in that 
area might have the services of at least one carrier who could 
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take their goods to any state a family might desire to move 
to, without transfer of lading. No carrier with such authority 
now operated in the area, said the applicant. 

A proper understanding of the real nature of household 
goods transportation, the personal side of such transportation, 
the prime requisite of which was confidence in the carrier, and 
the fact that the closest agent of one of the “impersonal, 
national” organizations was 240 miles away, would result in a 
proper serving of the public interest, said the applicant. Literal 
adherence to the principles applicable to general commodity 
transportation would, it said, result in inconvenience and dis- 
advantage to the public. 


Moran Water Rights 


Saying that the cases involved “raise a very important 
question on the administration of the statute,” W. E. Hedger 
Transportation Corporation has filed petitions asking for recon- 
sideration of the decisions of division 4 of the Commission in 
W-12, Moran Towing & Transportation Co., Inc. Applications, 
embracing W-477, Moran Transportation Corporation Contract 
Carrier Application, and in W-237, Dauntless Towing Line 
Common Carrier Application. 

The decisions in the title cases, said the petitions, were 
contrary to the facts and contrary to the law, and added that 
when the 1940 act was under debate in Congress, “there were 
some who felt that the exempting provisions of the act would 
lose’ force and significance in the process of administration.” 

In W-12, division 4 of the Commission found operations by 
Moran Towing & Transportation Co. to be those of a common 
carrier, and found it entitled to continue operations under 
the “grandfather clause” as a common carrier by towing vessels 
in the performance of general towage between ports and points 
along the Atlantic Coast and inland tributary waterways, the 
New York barge canal system, the Great Lakes, and the Gulf 
of Mexico. Application of the company under section 303 (e) 
for exemption of contract carrier operations was dismissed 
(see Traffic World, Dec. 5, 1942, p. 1335), as was the application 
in W-477. What the petition referred to as the “key” para- 
graph of the report read as follows: 


The facts related above show that aplicant has been engaged in gen- 
eral towage services which are ordinarily performed by towing vessels, 
and the evidence shows that applicant did not attempt to restrict its 
services to those operations which have been exempted. If we were to 
deny the application, applicant would no longer be able to hold out an 
unlimited general towage service to the public, but would be required 
to confine its services to exempted operations. Such limitation would 
require that applicant circumspectly examine every tender of business in 
order to determine whether or not the transportation would be exempted, 
and would deprive the public of the unlimited services which have 
been available. 


Commissioner Miller dissented from the report so far as it 
granted applicant a certificate under the “grandfather” clause. 
The facts of record showed clearly, he said, that all the trans- 
portation in which applicant was engaged on and since the 
statutory date, was wholly exempt. He added that applicant 
had never filed tariffs with the Commission, and said it was 
reasonable to assume that if applicant was, during the critical 
period, holding itself out to perform non-exempt transporta- 
tion, it would have filed tariffs as required by the statute. 

The petition for reconsideration said petitioner denied that 
applicant had ever held out an unlimited general towing service 
to the general public, and cited a report of a field representative 
of the Commission to the effect that principals of the Moran 
company had informed the Commission’s representative that 
a search of the companies’ records revealed no transportation 
subject to the act. Services of the applicant, said the petition, 
had been of the highest selectivity and specialization. At the 
hearing on its exemption application, said the petition, “appli- 
cant stated that his services were so highly specialized, so 
unusual in their character, that it would be impossible to con- 
struct a tariff to cover them.” This, said the petition, “cer- 
tainly does not conform to any concept of a general holding 
out to serve the public indiscriminately as a common carrier.” 

The petition asked that, if a certificate as a “common 
carrier by towing vessels in general towage” was to be granted, 
the Commission so correct its report as to make it clear and 
certain that the certificate was granted because “the Commis- 
sion feels that it should be granted in spite of the fact that 
applicant, during the ‘grandfather’ period or since has not per- 
formed one single movement in respect of transportation made 
subject to the act.” Then, said the petition, the parties would 
be in position judicially to challenge the Commission’s action 
“on that one simple question of law.” 

“Since administration of the law is in its formative state 
and since exemptions of the character here involved are new 
the Commission should be as anxious as the parties to receive 
a judicial approval or rejection,” said the petition. 


TRAFFIC WORLD 


In the petition for reconsideration filed in W-237, Dauntless 
Towing Line Common Carrier Application, the Hedger company 
asked that, since the question of law involved was so similar, 
the legal discussion contained in the Moran petition be con- 
sidered “along with this petition in order to avoid needless 
repetition.” 

In the Dauntless proceeding the Commission, division 4, 
granted a certificate as to continuance of operation as a com- 
non carrier by towing vessels in the performance of general 
owage between ports and points along the Atlantic Coast and 
ts tributary waterways, the New York state barge canal 
system, the Great Lakes, and the Gulf of Mexico (see Traffic 
World, Dec. 5, 1942, p. 1336). 

Commissioner Miller dissented from the report, so far as it 
granted “grandfather” rights from and to ports on the Atlantic 
Coast and its tributary waterways south of Savannah, Ga., the 
Gulf of Mexico, the New York State barge canal system, and 
the Great Lakes. The record, he said, showed that applicant 
had performed nothing but exempt transportation between those 
ports on and since the statutory date. 

The instant petition quoted from a report of the field 
forces of the Commission which said that nothing but exempt 
transportation had been performed to the points mentioned by 
Commissioner Miller. The petition said that the Commission 
had no power under the act to grant operating rights for the 
haulage of general commodities where such authority was the 
equivalent of a grant of authority for entirely new operations. 
No such authority should be granted, it said, without proof of 
public convenience and necessity as required by the statute. 

The petitions said that there had been no formal hearing 
in W-12 and W-237. In the case of the Moran applications, it 
said, the only formal hearing was on applicant’s claim for 
exemption under 303 (e). But so far as the “grandfather case” 
was concerned, it said, there had been two investigations by 
field representatives of the Commission. The petition in the 
Dauntless proceeding said that the case had never been assigned 
for formal hearing before an examiner of the Commission. “On 
the contrary,” it said, “the authority granted is on the strength 
of an investigation made by the field forces of this Commission 
and embodied in a report. ...” 


K. C. S. SIGNAL REQUIREMENTS 


As the result of four “serious collisions” between trains 
on the line of the Kansas City Southern in the period from Aug. 
18, 1941, to May 25, 1942, at Shoreline, La., Holly, La., Joplin, 
Mo., and Acorn, Ark., the Commission has required the installa- 
tion of block signal systems on designated portions of the 
railroad. 

Such requirement is embodied in a report and order by 
division 3 in No. 28750, Sub. Nos. 3, 6 and 9, in the Matter of 
Installation of Block Signal or Other Systems Intended to Pro- 
mote Safety of Railroad Operation under section 25(b) of the 
Interstate Commerce Act—Kansas City Southern. Investiga- 
tions of the accidents, said the report, disclosed that a block 
signal system was not in use on the part of respondent’s railroad 
where the accidents occurred, and that had an adequate block 
signal system been in use those accidents would not have 
occurred. 

The railroad has been required to install a block signal 
system which complies with the specifications and requirements 
prescribed by the Commission’s order of April 13, 1939, on that 
part of its line extending between DeQuincy, La., and Beaumont, 
Tex., and between Joplin and McElhany, Mo., such installation 
to be completed on or before July 1, 1944. The order provides 
that if a centralized traffic control system is installed to meet 
“this requirement,” all hand-operated main track switches 
within the installation will be equipped with electric switch 
locks. The report stated that the proceeding would be held 
open for further consideration with respect to what block signal 
systems or other similar appliances, methods, or systems should 
be required to be installed on other portions of respondent’s line 
between Kansas City, Mo., and Port Arthur, Tex. 


STEAM ROADS ACCOUNTING CHANGES 


Effective Jan. 1, 1943, the Commission, division 1, has 
issued four orders modifying and amending accounts kept by 
steam roads subject to the provisions of the interstate com- 
merce act. The orders pertain to the following: Accounting 
bulletin No. 15, interpretations of accounting classifications; 
classification of operating revenues and operating expenses; 
classification of income, profit and loss, and general balance 
sheet accounts, and classification of investment in road and 
equipment. 

The Commission also, effective Jan. 1, 1943, has issued an 
order revoking valuation orders Nos. 4 and 22 relating to 
inventory of materials and supplies of steam roads, made and 
entered by the Commission under dates of June 25, 1914, and 
July 26, 1918, respectively. 
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Wrought Pipe to Southwest 


Vacation of the Commission’s order in I. and S. 4815, 
Wrought Pipe to the Southwest, prescribing rates on wrought 
pipe and fittings from points in official classification territory 
to the southwest, moving rail-ocean, rail-ocean-rail and ocean- 
rail, effective Feb. 8 on statutory notice, has been asked in a 
petition filed on behalf of all rail respondents in official classi- 
fication territory and all rail respondents in the western district, 
except, the petition says, the Texas & New Orleans, Missouri- 
Kansas-Texas, Missouri-Kansas-Texas of Texas, Texas & 
Pacific (and subsidiary lines including other short lines repre- 
sented by Robert Thompson), Louisiana & Arkansas, and the 
Kansas City Southern. 

The petitioners said they should not be required to make 
effective the rates as prescribed, declaring that steamer service 
between north Atlantic and Gulf ports had ceased ten months 
ago by reason of diversion of vessels to the war effort and that 
publication of tariffs would involve useless expense and wasted 
man-hours as water service in relation to rail service probably 
would be greatly different after the war when water service 
was resumed. 

If the Commission was of the opinion the order should not 
be vacated, the respondents asked that the effective date be 
set aside and the case held in abeyance until there was assur- 
ance that steamer service would be resumed, and a further 
hearing be held at the appropriate time to bring the record up 
to date so as to reflect the conditions that might exist as to 
ocean-rail transportation if and when such steamer service was 
resumed. If the Commission should not be disposed to grant 
either of the requests, then the respondents request that the 
order be postponed for at least six months so that if the rates 
must be established in compliance with the order “respondents 
may leisurely check in such rates so as to interfere as little 
as possible with the important matters that must be handled 
currently in our effort to fulfill our obligations in connection 
with the war effort.” 

The Commission, by Commissioner Mahaffie, postponed 
from Feb. 8 to March 10 the effective date of its order in I. 
and S. No. 4815, at the request of respondents. 


St. Louis Terminal Plan 
A joint brief of the Railway Labor Executives’ Association 


and the Brotherhood of Railroad Trainmen, as intervenors, has. 


filed in No. 28851, City of St. Louis, vs. Terminal Railroad As- 
sociation of St. Louis, et al. The brief said that the plan of 
the city of St. Louis, for the enforcement of which the city 
invoked the jurisdiction of the Commission to compel the Ter- 
minal to make certain changes in its operations, failed to meet 
the tests of public convenience and necessity, and was entirely 
impractical. The plan, said the brief, constituted a serious 
threat to the economical and expeditious movement of traffic 
to, from and through the St. Louis gateway, and that it would 
endanger the lives of railroad employes and of the public, 
would result in substantial loss of employment, and subject 
certain parts of the right of way to flood and high water. 

The Commission, said the brief, had no authority to order 
the defendants to effectuate the city’s plan and that, further- 
more, the plan was so indefinite, and created so many prob- 
lems incident to trackage agreements, terminal charges, ac- 
quisition of material, utilization of facilities, and regulation of 
train movements, that the Commission could not properly ap- 
prove it on the evidence which was introduced to support it. 
_ The brief said that, reduced to fundamentals, “the city 
is attempting to substitute for an entirely adequate and satis- 
factory terminal operation a plan which will be financially ad- 
vantageous to the city at the expense of an inferior service to 
the public.” The record, it said, disclosed that no shippers had 
complained about the service rendered by the terminal, and 
that all of the trunk line railroads affected by the operation 
were satisfied with the existing facilities and operation. Even 
the city, said the brief, “could find little fault with the opera- 
tion and admitted that the record for handling freight was 
reasonably good.” 

Briefs have also been filed by the city of St. Louis, and by 
the Jefferson National Expansion Memorial Association, the 
latter as an intervenor on permission of the Commission, in 
Support of the city’s plan. The briefs contended that removal 
of the so-called Merchants’ elevated line from along and in 
front of the memorial would prevent marring of the memorial 
which, they said, represented expenditures by the United States 
and by the city of St. Louis. The briefs said that the franchise 
under which the elevated tracks were constructed had expired, 
and that the right or franchise, under the original fifty-year 
limitation, had expired subject, at most, to a reasonable time 
for the removal of removable properties, 
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The defendants, Terminal Railroad Association of St. Louis, 
and St. Louis Merchants Bridge Terminal Railway Co., have 
filed a brief in No. 28851 in which they say that “the city’s 
whole case and plan are premised upon the Commission’s being 
able to compel the defendants to make these abandonments 
under section 1, paragraph 18-20, over the protest and legal 
resistance of the defendants.” 

These paragraphs, the brief said, contemplated solely 
voluntary action by carriers and could not be invoked by a 
party seeking to force abandonment by a carrier, and that the 
Commission “unquestionably would not be empowered to con- 
sider the complaint” under these paragraphs of section 1. 
Commission and Supreme Court decisions were cited in support 
of this opinion. 

The brief also said that neither did paragraph 21 of 
section 1 provide for any abandonments, but referred only 
to extensions. As to the extensions required by the plan of 
the city of St. Louis, the brief said, this paragraph did not 
cover a situation where the carrier “in order to extend its 
lines must abandon another line,’ that the trains sought to 
be rerouted under the plan were passenger trains, not trains 
in car service, and the Commission would have no jurisdiction 
to reroute these passenger trains. Even if the Commission had 
that power, said the brief, it could not reroute the passenger 
trains because such rerouting would require the defendant 
railroads to extend their services into new territory which they 
had not obligated themselves to serve. 

The Commission should not entertain jurisdiction of the 
complaint, said the brief, because of the established principle 
that a carrier could not be required to provide competition for 
itself, which would be the effect of the city’s plan, which 
required toll charges for railway traffic across a bridge owned 
by the city. The plan, said the brief, also involved taking 
property without condemnation proceedings and without just 
compensation, and that its execution would be detrimental to 
the war effort. 


TEXAS GRAIN RATES 


The Kansas-Missouri River Mills, and the Board of Trade 
of Kansas City, Mo., have filed with the Commission a joint 
reply to the exceptions to the examiner’s proposed report in 
No. 28770 and No. 28787, filed by the Texas Industrial Traffic 
League et al., and by the Corporation commission of Oklahoma. 

Quoting from the exceptions filed by the ‘‘Texas interests,” 
to the effect that it could not be assumed that the Commission, 
after the exhaustive investigation in Grain and Grain Products 
Within the Western District, 205 I. C .C. 301, would prescribe 
interstate rates between Texas points which would give Texas 
shippers a substantial advantage over shippers outs de the state, 
the instant brief said: 


The findings in that case with reference to the Texas rates were 
made after conference with the Texas commission, and it may be 
fairly assumed that they represent a compromise viewpoint, the Inter- 
state Commission expecting that the same basis of rates would be 
ordered by the Texas commission for intrastate application. 


“In that,” said the brief, “the Interstate Commission was 
disappointed,” and that “since it now appears plainly enough 
that the Texas Commission does not“expect to play fairly in 
the cooperative determination of proper rates, the Interstate 
Commerce Commission should prescribe the rates which it 
— proper without regard to what was done in the Grain 

ase.” 

As to the contention which the brief said was made by the 
Texas shippers and the Oklahoma commission, that the revised 
southwestern level was unreasonably high, the brief quoted 
from the report in No. 28846, Increases in Texas, Rates, Fares, 
and Charges (see Traffic World, Jan. 2, p. 7), to the effect 
that transportation conditions incident to the transportation of 
property and passengers within Texas were not more favorable 
than within the southwest generally, and were substantially 
the same as those from the adjoining states of Oklahoma, 
Louisiana, and Arkansas to Texas destinations.” 


AUTOMOBILES ON THE GREAT LAKES 

A petition for reconsideration and rehearing has been filed 
in W-592, T. J. McCarthy Steamship Co. Common Carrier Ap- 
plication, embracing W-729, Automotive Trades Steamship Co. 
Common Carrier Application. The Commission, division 4, by 
a report and order of Nov. 25, 1942, denied the applications 
both as to present and future public convenience and necessity, 
and as to “grandfather” rights. Commissioner Porter dissented. 
The petition said that if rehearing was granted, applicant would 
offer proof that the situation on the Great Lakes, with reference 
to the transportation of automobiles, had “vastly changed” 
since the hearing on the applications. It would show, the peti- 
tion said, that all fourteen of the vessels of the Great Lake 
Transit Corporation had been requisitioned by the War Ship- 
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ping Administration; that five of the larger vessels of the 
Nicholson Universal Steamship Co. had been converted into 
bulk carriers by the W.S.A., and title acquired by the govern- 
ment; that the only special automobile carrier of the Detroit 
& Cleveland Navigation Co. had been requisitioned by the 
W.S.A. and converted for ocean service. 

Applicant would show also, said the petition, that it had 
actually transported 950 automobiles from Detroit to Buffalo 
in the season of 1942 at the urgent request of the motor trans- 
port service of the Ordnance Department of the army, “there 
being no other available water service to handle the traffic,” 
and that the motor transport service had offered petitioner 
other motor vehicles to transport, and had offered the only 
other companies with available automobile vessels additional 
business which they were unable to transport with existing 
facilities. It would show, also, said the petition, that under 
normal conditions on the Great Lakes, petitioner would be 
unable to find any use for its ships in the bulk trade. Future 
public convenience and necessity required such operations, also, 
said the petition, stating that approximately 85 per cent of 
the motor vehicles are shipped from Detroit by water. 


FREIGHT FORWARDER APPLICATION 


In FF 155, B. Tarkington Dowden, doing business as Pack- 
age Fast Freight, of Los Angeles, Calif., has made application 
to the Commission for a permit authorizing operations as a 
freight forwarder in the transportation of general commodities, 
with exceptions, from Los Angeles, Calif., to points in all states 
of the United States, except California. 


SAFETY AND LOCOMOTIVE INSPECTION REPORTS 

. The Commission has issued the report of the director of 
its Bureau of Safety and the thirty-first annual report of the 
director of its Bureau of Locomotive Inspection for the fiscal 
year ended June 30, 1942. Copies of the reports may be 
obtained from the Superintendent of Documents, U. S. Govern- 
ment Printing Office, Washington, D. C., for 10 cents each. 


BOSTON TERMINAL REORGANIZATION 

The executive committee of the Institutional Group for 
Boston Terminal Bonds has filed with the Commission a mo- 
tion to set aside its order for a hearing in Finance No. 12625, 
Boston Terminal Co. Reorganization, and to dismiss the ‘“‘so- 
called plan of reorganization for the Boston Terminal Company 
filed by the debtor herein on Nov. 18, 1942 . . . as not being in 
compliance with the mandatory provisions of section 77 of the 
bankruptcy act, and as being prima facie impracticable.” 


CLEMENT ON WABASH BOARD 


In Finance No. 10116, Sub. 2, the Commission has author- 
ized M. W. Clement, president of the Pennsylvania, to hold the 
position of director of the Wabash. 


TRI-CITIES COMMERCIAL ZONE 


The Commission has issued a notice adopting as its own, 
effective Jan. 1, the recommended order of Examiner F. W. 
Denniston in MC C-329,. Davenport, Ia.-Rock Island and Mo- 
line, I1l., Commercial Zone, defining the zone in which motor 
interstate transportation, not in continuous shipments to or 
from a point outside the zone, will be partially exempt from 
regulation under section 203 (b) (8) of the interstate com- 
merce act (see Traffic World, Dec. 5, 1942, p. 1341). No ex- 
ceptions to the report and order of the examiner were filed 
within the 20-day period allowed, the notice stated. 


UNION PACIFIC NOTES 


The Union Pacific Railroad Co., in Finance No. 14074, has 
asked the Commission for authority to issue $4,100,098.42 prin- 
cipal amount of notes, maturing in monthly installments, to be 
issued to holders of six conditional sales contracts covering the 
purchase of 39 Diesel locomotives and five steam locomotives. 
The notes, said the petition, would be issued to the holder of 
each of the purchase contracts, the notes to be dated Jan. 1, 
1943. Authority was also asked to enter into supplemental 
agreements with the holders of the conditional sales contracts, 
amending them to provide for the issuance of the notes, and 
to provide that all payments on the notes or on the corre- 
sponding contracts would apply in reduction of the amount 
due “under the other, and that the holder of the note and of 
the corresponding contract will not transfer either without 
the other.” 

“Applicant computes its exemption under the excess profits 
tax law on the invested capital basis,” said the petition. ‘“Un- 
der the excess profits tax law applicant can include in its in- 
vested capital 50 per cent of its borrowed capital, provided 
the indebtedness is evidenced by a bond, note, bill of exchange, 
— certificate of indebtedness, mortgage, or deed of 
rust.” 
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It was estimated, said the petition, that in 1943 the inclu- 
sion of this indebtedness in borrowed capital would result in 
a net saving to the applicant of approximately $30,000, and that 
there would be substantial savings in any subsequent year in 
which applicant would be subject to excess profits taxes. 

The petition said the applicant believed that the debt in- 
curred under such conditional contracts was borrowed capital 
within the spirit of the excess profits tax law, “though there 
is some question whether it is within the letter thereof.” Such 
financing, it said, should not be penalized by any doubt as to 
whether the indebtedness incurred was “borrowed capital” and 
that it would be in the public interest to issue the notes in 
order to remove any possible doubt that the indebtedness was 
borrowed capital. 


LUMBER AND FRUITS TO C F. A. 


Briefs have been filed in I. & S. No. 5120, Routing Lumber 
and Fruits, South to C. F. A., by Southern Hardwood Traffic 
Association, and by the Indiana Chamber of Commerce, as 
protestants. A brief in protest has also been filed on behalf of 
“various southeastern lumber shippers” by C. Eugene Fowler, 
of Birmingham, Ala. 

The suspended tariffs were published to become effective 
May 24, 1942, postponed to Dec. 16, and now automatically 
suspended by notice in the tariffs. The tariffs, said the briefs, 
proposed to subject rates on lumber from southern and south- 
western territory, and rates on fruits and vegetables from 
Florida, to the routing provisions published by Agent B. T. 
Jones in routing guide No. 560-A, I. C. C. 3665, for application 
to those commodities within central freight association terri- 
tory. 

Generally, the protestants contended that the practical ef- 
fect of the suspended schedules would be to deprive shippers 
of the statutory right to route their freight, and allegel viola- 
tions of sections.1, 2, 3, 4, and 6 and 15 of the act. Protestants 
also contended that the routing guide would enable the carrier 
within central territory to control the route from the gateway 
so as to give that carrier the longest possible haul. 


I. C. C. CARRIER ORDER UPHELD 

Saying that it was primarily a “matter for the expert 
judgment of the Commission . . . to determine whether the 
volume of cross-haul shipments was substantial enough to 
warrant a finding of bona fide operation in non-radial or 
cross-haul service prior to June 1, 1935,” and that on the 
evidence it could not say that the Commission’s order was 
“arbitrary, or capricious, or patently erroneous,” a three-judge 
statutory court of the district of Massachusetts refused to 
enjoin the Commission’s order in MC 78344, Paul Goncz Com- 
mon Carrier Application. 

In that order, the Commission granted authority for the 
continuance of irregular route radial operations, transportinz 
household goods, between points in Essex, Middlesex, Plymouth, 
Norfolk and Suffolk counties, Mass., on the one hand and, 
on the other, points in 26 states and the District of Columbia. 
Applicant, said the decision, had asked for authority to conduct 
irregular route non-radial operations between points in the 
26 states and D. C. 

The decision cited United States vs. Carolina Freight Car- 
riers Corporation, 215 U. S. 475, to the effect that the purpose 
of the ‘““‘grandfather clause’ was to assure those to whom 
Congress had extended its benefits “substantial parity between 
future operations and prior bona fide operations.” What 
applicant had sought, said the decision, was authority which 
would have given him ‘‘an extremely valuable franchise under 
which he might have established terminals in scores of cities 
and operate a fleet of trucks, after the manner of tramp 
steamers, criscrossing an area embracing about one-third of 
continental United States.’’ The Commission, said the court, 
was free to conclude that such operations would not be on a 
“substantial parity” with the limited operations which he was 
conducting prior to the “grandfather” date. 

The court case was docketed as civil action No. 2110, Paul 
Goncz, doing business as National Movers of Boston, vs. Inter- 
state Commerce Commission and the United States of America. 


MOTOR “GRANDFATHER” RIGHTS 

Spring Valley Motor Coach Co., Inc., and Rockland 
Coaches, Inc., have filed a joint complaint in the southern dis- 
trict court for New York, asking the court to enjoin enforce- 
ment of the Commission’s order in MC 59730, Ramapo Valley 
Rapid Transit Corporation Common Carrier Application. The 
complaint said that, in spite of the Examiner’s recommenda- 
tions, the Commission, division 5, had granted authorization 
of charter service by Ramapo to all points in New Jersey, for 
which no sufficient testimony had been offered at the hearing. 

The case was docketed in the district court as Civil Action 
No. 20-137, Spring Valley Motor Coach Co., Inc., and Rockland 
Coaches, Inc., vs. United States of America and Interstate Com- 
merce Commission. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court, Special Term. Albany County.) The 
nature of a foreign motor carrier’s transactions, so regularly 
conducted as to become the basis for a claim that it was in 
bona fide operation as a common carrier within Public Service 
Law, constituted “doing business” within meaning of statute 
requiring such corporation to obtain from the Secretary of 
State a certificate of authority to do business within state. 
General Corporation Law, Sec. 210; Public Service Law Sec. 
63-k, subd. 1. 

A technical violation of statute does not necessarily exclude 
a corporation from classification of ‘“‘bona fide operation” within 
statute relieving motor carriers of necessity of showing con- 
venience and necessity for authorization to maintain service if 
they were in bona fide operation on February 1, 1938. Public 
Service Law, Sec. 63-k, subd. 1. 

The operation of a common carrier on public highways in 
defiance of statute requiring foreign corporation doing business 
in state to obtain from Secretary of State a certificate of 
authority to do business within state may in some circumstances 
be deemed an operation not in good faith precluding classifica- 
tion within group of motor carriers relieved of necessity of 
showing convenience and necessity for authorization to main- 
tain service if they were in bona fide operation on February 1, 
1938. General Corporation Law, Sec. 210; Public Service Law, 
Sec. 63-K, subd. 1. 

The provision of statute relieving motor carriers of neces- 
sity of showing convenience and necessity for authorization to 
maintain service if they were in “bona fide .operation” on 
February 1, 1938, does not mean solely that carrier intended 
regularly to act as a common carrier at specified times and 
places but means also that operation must have been conducted 
in reasonable conformity with the statutes. General Corpora- 
tion Law, Sec. 210; Public Service Law, Sec. 63-k, subd. 1. 

A determination by Public Service Commission that foreign 
motor carrier which did business within state in violation of 


statute did not by the acts constituting such violation show a 


“bona fide operation” and hence was not entitled to be relieved 
of necessity of showing convenience and necessity for authoriza- 
tion to maintain service because carrier was not in bona fide 
operation on February 1, 1938; was not unreasonable. General 
Corporation Law, Sec. 210; Public Service Law, Sec. 63-k, 
subd. 1. (Greyvan Lines, Inc. v. Maltbie, 37 N. Y. S. 988). 

(Supreme Court, Special Term, Albany County.) Applicant 
seeking authority to operate as common carrier by motor 
vehicle without showing public convenience and necessity had 
obligation of satisfying the Public Service Commission that the 
applicant was in bona fide operation as a motor carrier on 
February 1, 1938. Public Service Law, Sec. 63-k. 

Where applicant seeks authority to operate as a common 
carrier by motor vehicle without showing public convenience 
and necessity on ground that it was in bona fide operation on 
February 1, 1938, it is essential to show that the past operation 
was in “good faith’ which term is not limited in scope to a 
mere intent to serve a described territory at regular time and 
there is necessarily imported into the terms a requirement for 
compliance with the laws of the sovereign whose statute it 
is that creates the benefit. Public Service Law, Sec. 63-k. 

Where applicant sought authority to operate as common 
carrier by motor vehicle without showing of public convenience 
and necessity on theory that it was in bona fide operation on 
February 1, 1938, but the applicant’s operation was unlawful, 
denial of authority to operate as a common carrier was proper 
since the past operation was not in “good faith.’’ Public Service 
= “‘~- 63-k; Vehicle and Traffic Law, Secs. 11, 12 and 51, 
subd. 3. 

_ In proceeding for authority to operate as a common car- 
rier by motor vehicle without showing public convenience and 
necessity on theory that applicant was in bona fide operation 
as a carrier on February 1, 1938, the Public Service Commission 
had power to grant a rehearing after 30 days from the service 
. — for good cause shown. Public Service Law, Secs. 22, 


In proceeding for authority to operate as a common carrier 
by motor vehicle without showing public convenience and neces- 
sity, on theory that applicant was in bona fide operation as 
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a carrier on February 1, 1938, a presumption attached to order 
of Public Service Commission granting rehearing that commis- 
sion was satisfied that reasons existed for its action. Public 
Serv:ce Law, Secs. 22, 63-k. 

In proceeding for authority to operate as a common carrier 
by motor vehicle without showing public convenience and 
necessity on theory that applicant was in bona fide operation 
as a carrier on February 1, 1938, the Public Service Commission 
had jurisdiction to revoke certificate on rehearing. Public 
Service Law, Secs. 22, 63-k. ; 

In proceeding for authority to operate as a common carrier 
by motor vehicle without showing public convenience and 
necessity on theory that applicant was in bona fide operation 
as a carrier on February 1, 1938, the Public Service Commis- 
sion denying such application was not required to pass upon 
public convenience and necessity. Public Service Law, Sec. 
63-k. (Liberty Fast Freight Co. v. Maltbie, 37 N. Y. S. 2d 1000.) 





ee 
Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Superior Court of Pennsylvania.) Whether carrier agreed 
to carry and deliver in good condition plate glass as contended 
by shipper, or whether driver of carrier’s truck which was not 
adapted for carrying glass refused to do so after discovering 
that glass had been loaded on truck and moved truck only at 
insistence of shipper’s supervisor and after declining respon- 
sibility for safety of the glass, was for jury. (National Car- 
loading Corporation v. Lee, 28 A. Rep. 2d 811.) 





(Municipal Court of City of New York, Borough of Man- 
hattan, Fourth District.) Generally, the shipper has the burden 
of proof on issues involving common law or contract exceptions 
to the absolute liability of a common carrier. 

Under bill of lading providing that “except in cases of 
negligence of a carrier, and the burden to prove freedom from 
such negligence shall be on the carrier, the carrier shall not 
be liable for loss resulting from a defect in the property,” the 
carrier has the burden of proof of issues involving common 
law or contract exceptions to the carrier’s absolute liability. 

Where vegetables were shipped under bill of lading pro- 
viding that ‘‘except in cases of negligence of the carrier and 
the burden to prove freedom from negligence shall be on the 
carrier, the carrier shall not be liable for loss resulting from a 
defect in the property,” the shippers were entitled to recover 
for depreciation during transit, if the jury were unable to say 
that the proof showed that the carrier was not negligent. 

In shipper’s action against carrier for depreciation in 
vegetables shipped under bill of lading providing that ‘‘except 
in cases of negligence of a carrier, and the burden of proving 
freedom from such negligence shall be on the carrier, the car- 
rier shall not be liable for loss resulting from a defect in the 
property,” charge requiring preponderating proof of the car- 
rier that no negligence on his part caused or contributed to 
shippers’ loss was proper. 


In shippers’ action against carrier for depreciation in vege- 
tables shipped under bill of lading providing that “except in 
cases of negligence of the carrier, and the burden of proving 
freedom from negligence shall be on the carrier, the carrier 
shall not be liable for loss resulting from a defect in the prop- 
erty,” the carrier was not entitled to instruction that shippers 
had burden of proof on the whole case, and charge requiring 
finding for carrier if jury were unable to find what caused the 
loss, after having eliminated the perishable nature of the cargo 
as the cause. (Kodish v. Pennsylvania R. Co., 37 N. Y. S. 1014.) 


(Supreme Court of Errors of Connecticut.) Where trial 
was subsequently had in which the same legal issues were in- 
volved as upon demurrer to the complaint, overruling of de- 
murrer did not harm defendant. 

Either bailor or bailee may bring an action for an injury 
to or for conversion of bailed property, although a recovery 
by one will bar an action by the other. 

Where action is brought by a bailee for his special interest 
in converted property and interest of bailor, bailee retains 
value representing his special interest and holds balance in 











68 


trust for bailor, but if bailee sues for his special interest, bailor 
may recover damages representing value of his property. 

Since bailee’s right to recover against converter for con- 
version of bailed property is based upon possession or special 
property, pendency of shipper’s suit against plaintiff common 
carrier and another for negligent loss of a package did not 
render trial of plaintiff’ s suit against alleged converter of 
package “premature” and recovery of full damages, illegal on 
ground that shipper’s suit was conclusive evidence of with- 
drawal of consent and that the basis of bailee’s right to sue 
was the consent of the owner. 

Where plaintiff common carrier sought damages from con- 
verter of goods shipped with carrier, converter could not com- 
plain of pendency of shipper’s suit against plaintiff and another 
to recover damages for negligent loss of the package, since 
plaintiff's recovery could be pleaded in bar in any action by 
shipper against converter. 

A general objection to admission of evidence will not avail 
on appeal, if the evidence is admissible for any purpose. 

General objection to admission of evidence would not avail 
upon appeal, where no ground of objection was stated on the 
trial, the evidence was relevant, and had objection been made 
upon the ground stated, an opportunity would have been given 
plaintiff to reach the same testimonial result. (Railway Exp. 
Agency v. Goodman’s N. Y. & C. Exp. Corp. 28 A. Rep. 2d 869.) 





(Court of Appeals of Alabama.) Under bill of lading pro- 
viding for transportation and delivery of carload of green 
beans, it was duty of carrier to transport and delivery without 
negligence and within a reasonable time. 

Under bill of lading providing for transportation and de- 
livery of carload of green beans, the duty to deliver after 
transportation was coextensive with the duty to transport. 

Where shipper proved delivery to initial carrier of car- 
load of green beans in good condition to be transported in 
iced refrigerator car, that when received by consignee beans 
were in a defective condition due to delay in transporting and 
delivery, that there was delay of about six hours and 20 
minutes between time of scheduled arrival and actual arrival 
of beans and that as a proximate result of the delay the 
shipper suffered the damages sued for, whether there was 
unreasonable delay in delivery of beans was for jury. 

Where there is a conflict in the evidence, or in the reason- 
able tendencies thereof, the affirmative charge should not be 
given. (Alabama Great Southern R. Co. v. Davidson, 10 Sou. 
Rep. 2d 414.) 


TELEGRAPHS AND TELEPHONES 


(Superior Court of Delaware. New Castle.) Damages for 
breach of contract are confined to such as may fairly and 
reasonably be considered as arising naturally from such breach 
itself, or such as may reasonably be supposed to have been in 
contemplation of both parties at time they made contract as 
probable result of breach. 

A telegraph company in so far a “common carrier” as to 
be bound to serve all people alike and to exercise due care 
in the discharge of its public duties. 

A telegraph company is bound to act with reasonable dis- 
patch independent of the contractual relations which it may 
assume with those dealing with it. 

In cases of torts not amounting to willful or wanton 
wrongs, wrongdoer is liable only for such injurious con- 
sequences as in surrounding circumstances of particular case 
might have been forseen or anticipated by him as likely to 
follow his negligent acts. 


The rule that damages for telegraph company’s breach 
of contract are confined to such as may fairly and reasonably 
be considered as arising naturally from breach itself, or such 
as may reasonably be supposed to have been in contemplation 
of both parties when they made contract as probably result 
of breach, applies also to telegraph company’s tort liability 
for omissive breach of duty. 

The question of proximate cause and proximate con- 
sequences is usually for jury, as it is generally a mixed ques- 
tion of law and fact. 

Where reasonable men will not differ as to inference to 
be drawn from undisputed facts, it is duty of court to deter- 
mine question of proximate cause and proximate consequence 
as a matter of law. 


A telegraph message from husband to wife reading, “Best 
Store Furniture Expect Steady Plant Job Here Come Quickly,” 
gave telegraph company no notice of probable injurious con- 
sequences from delay in delivering message, and, in absence 
of such notice, husband and wife could not recover difference 
between proceeds of sale of furniture and cost of replacing it 
where wife had notified husband that she would sell furniture 
unless promptly notified not to do so and wife sold furniture 
during two day delay in delivery of message. (Clemens v. 
Western Union Telegraph Co., 28 A. Rep. 2d 889.) 


TRAFFIC WORLD 


Anti-Trust Rate Probe Off | 


Department of Justice Postpones Action on Three | 


Proposed Indictments at the Request of the Office 
of Defense Transportation and the War and 
Navy Departments—Grand Jury Discharged 


Judge John P. Barnes in the federal court at Chicago 

January 4 discharged the special grand jury which, for 
more than three months, had been delving into the rate-making 
activities of the railroads, the motor lines, and their rate 
bureaus (see Traffic World, December 12, 1942, p. 1409). 
were no indictments. 

After the dismissal, Daniel B. Britt, head of the Chicago 
office of the anti-trust division of the Department of Justice, 
and Arne C. Wiprud, chief of the division’s transportation sec- 
tion, issued a statement prepared by Attorney General Francis 


Biddle in which the Attorney General said that he was “‘acced- | 


ing to the request of the secretaries of War and Navy and the 
Office of Defense Transportation, that indictments prepared 
pursuant to evidence presented to a grand jury in Chicago, in- 
volving abusive and coercive practices in the private fixing of 
rates by motor and rail carriers, be postponed.” 

Although the implication in that statement and in a letter 
from the Attorney General to Secretary Stimson, that the 
latter’s “request that the indictments as drafted be not sub- 
mitted to the grand jury at this time,” was that an attempt 
might be made to return them after the war, prospects of such 
future action seemed remote, in view of what Director East- 
man said in his letter to the Attorney General. That letter not 
only asked postponement, but pointed out the dangers in the 


effect the indictments might have on the existing methods of | 


rate-making, which were operating efficiently. In addition, any 
future attempt to return such indictments, now that the jury 
that spent so much time in the investigation had been dissolved, 
would entail laying the entire matter before another grand jury 
and persuading that jury to ask for indictments. 

The “requests” referred to by the Attorney General were 
contained in the letter to him from Director Eastman and a 
joint letter from Secretary of War Stimson and Acting Secre- 
tary of the Navy Forrestal. They indicated that the anti-trust 
division had prepared three indictments. The first was intended 
to indict eleven motor carrier rate bureaus, one bureau com- 


mittee, and forty-six individual officers or representatives of 


motor carriers; the second, one rail tariff association, four com- 
mittees of that association, and fifty-nine individual officers 
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and employes of twenty-nine railroads; the third, one motor | 


and one rail tariff bureau and ten individual representatives 
of rail and motor carriers. The anti-trust division representa- 
tives at Chicago refused to name the railroads, motor carriers, 
rate bureaus, or individuals involved. 


Agree on One Count 


Director Eastman and the two secretaries agreed that one 
of the counts in the first mentioned proposed indictment might 
well be the basis for immediate prosecution. According to 
Director Eastman’s letter, that count “alleged that a strike was 
fomented for the purpose of coercing a motor carrier to in- 
crease a rate.” He added that he would “approve an indictment 
limited to this charge and to the persons who actually partici- 
pated in the coercive conduct.” The joint letter of Secretary 
Stimson and Acting Secretary Forrestal said much the same 
thing about that single count. In acknowledging the 1étter, 
Attorney General Biddle said that the “basic conspiracy” in 
that count was the prevention of the publication of an in- 
dependent rate, that “the strike was only one of the means of 
enforcing that conspiracy,” and that “it would not be possible 
to draw an indictment which contained only the means used 
and did not describe the basic plan.” 


Eastman Defends Rate Bureaus 


Director Eastman’s letter to the Attorney General was 
written December 11, after he had examined the proposed 
indictments. They had been submitted to him with the under- 
standing that they would not be presented for return unless 
and until they had his approval. 

He said the proposed indictments ‘‘went far beyond the 
punishing of flagrant abuses of the joint method of raté initia- 
tion, to which it was agreed the Department of Justice action 
was to be confined.” In his opinion, he said, the indictments 
“would challenge the whole system of joint rate initiation, 
which system is of such great value to us during the war, and 
would have other serious repercussions upon our already over- 
taxed transportation systems and their personnel.” He said it 
was his “considered judgment that these indictments should 
not be returned,” and gave the following reasons: 


First, even if trials of the cases were postponed until after the 
war, the mere return of the indictments would, doubtless, result in 
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refusal of carriers of all classes to meet jointly with representatives 
of governmental departments and agencies in respect of the many 
necessary rate adjustments which abnormal war conditions require. 
The publicity emanating from Chicago upon the inception of the grand 
jury investigation produced that result, and seriously impeded our ef- 
forts at rate negotiation, until carriers generally had gained the im- 
pression that no general attack upon their joint practices under the 
anti-trust laws was to be made. A revival of their apprehension at 
this time would create a most serious and perhaps a lasting situation 
in the light of the war effort. 

Second, carriers and all of their personnel are straining every 
fiber to carry out the tremendous war-time transportation task. Many 
people think that indictment is tantamount to conviction in the public 
mind, and consequently are liable to worry about the mere bringing 
of the charge even though it be unfounded. Their minds and efforts 
should not now be taken from the vital work at hand. From this view- 


point, too, I think the return of the indictments would be a serious 
mistake. 


As you know, the statute of limitations, in respect of offenses 
against the anti-trust laws, has been extended for the period of the 
war, so that there would be slight, if any, prejudice to the govern- 
ment’s position if all of the matters treated in the indictments. . 
were permitted to lie dormant until the war’s end. Certainly, if there 
were any such prejudice, it would not compare in importance with the 
harm which present return of the indictment would cause. 


As I have stated to you before, my long experience with rate 
matters has convinced me that joint consideration of proposed rate 
changes by carriers and ensuing joint action in rate initiation have 
many advantages, both to the government and to the public generally. 
These advantages should not be lost in times like these, even though 
there may be some objectionable features in the existing procedures 
of some of the rate bureaus. These features should be cured by In- 
terstate Commerce Commission regulation, or by new legislation, but 
not by criminal prosecution or other court action. 


War and Navy Departments Object 


The joint letter to Attorney General Biddle from Secretary 
Stimson and Acting Secretary Forrestal said the proposed in- 
dictments went beyond the scope agreed on between representa- 
tives of the War and Navy Departments with the Attorney 
General in a conference that resulted in a public statement by 
the Attorney General to the effect that the investigation was to 
be confined “to flagrant abuses of the rate bureau method of 
rate initiation, such as coercive action in the nature of boycotts 
or the fomenting of strikes” (see Traffic World, November 14, 
1942, p. 1158). This conference and the public statement of the 
Attorney General followed “certain newspaper publicity re- 


lating to the grand jury investigation at Chicago,” the letter 
said. 


It added that rate bureaus had been in existence for many 
years in the railroad field and for a shorter period in the truck 
field and that they afforded ‘‘machinery essential to the war 
effort.” Carriers, “heavily burdened with the transportation of 
troops and war supplies,” had “several hundred thousand 
separate rates” on file, in which the War and Navy departments 
required constant adjustment, as well as the frequent estab- 
lishment of new rates. It would be “a practical impossibility 
to take up with each individual railroad or motor carrier the 
initiation of such changes and adjustments,” it added. The 
proposed indictments alleged in effect “that the conference 
method of rate initiation is a violation of the anti-trust laws,” 
it continued, and they, therefore, attacked “the rate bureau 
system as such.” 


The return of the indictments, “would cause such appre- 
hension on the part of common carriers that it would be 
difficult, if not impossible, to continue the rate bureaus in 
existence to serve the Army and Navy during the war,” it said, 
continuing: 


The action would also distract the carriers from devoting their 
attention to the severe load placed upon them by the war. 

While the issuance of a certificate is being considered by the 
chairman of the War Production Board, under Section 12, of Public 
Law 603, enacted June 11, 1942, which would exempt certain future 
rate bureau action from the anti-trust laws, such certificate, if it 
followed the return of the proposed indictments, would not be sufficient 
to continue the rate bureaus in efficient operation for all purposes .. . 

It appears preponderantly clear to us that the program of the 
war effort would be impeded by the return of the indictments at this 
time and that their return would seriously interfere with the prose- 
cution of the war. Under the agreement which we entered into, we, 
therefore, request that the indictment as drafted be not submitted 
to the grand jury for return at this time... 

Regulation of the rate bureaus and elimination of improper prac- 
tices are important subjects which may require action by the Inter- 
State Commerce Commission under present laws, or appropriate new 
new legislation, if the same is needed. As Congress has extended the 
Statute of limitations, no harm will result from the postponement of 


the indictment at the present time pending further consideration of 
the subject. 
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C. & N. W. Motor Rights 


Charles M. Thomson, as trustee for the C. & N. W., has filed 
a complaint in the northern Illinois district court, eastern divi- 
sion, asking the court to set aside and enjoin an order entered 
by the Commission in MC 42614, Chicago & North Western 
Railway Co., Common Carrier Application, reported in 31 M. 
C. C. 299. That order, said the complaint, denied authority for 
“grandfather” operations, but granted certificates for certain 
other operations. 

The proceedings involved motor operations auxiliary to or 
supplemental of, and coordinated with the applicant’s railway 
service, said the complaint, and called attention to the fact that 
Commissioner Eastman had dissented, and had said the “grand- 
father’ application should be granted for reasons expressed by 
him in Missouri Pacific Railroad Co., Common Carrier Applica- 
tion, 22 M. C. C. 321. In that case, said the complaint, Mr. 
Eastman had pointed out, “under contractual arrangements 
practically identical with those set up in this complaint, that 
the applicant railroad was the carrier, assuming full responsi- 
bility as to all the duties and obligations to the shippers, and 
that this providing of the motor vehicular service through the 
means of ‘independent contractors’ came within the category 
of an ‘other arrangement’ contemplated and authorized by sec- 
tion 203(a) (14) of the act. 

The report and order of the commission, said the com- 
plaint, were unreasonable, arbitrary, contrary to law and the 
undisputed evidence of the record, and in excess of the Com- 
mission’s powers, “fundamentally because it misinterprets and 
misapplies the act in two vital respects: (1) It denies meaning 
and effect to specific words in section 203(a) (14); and (2) reads 
into that section standards not included therein by the Con- 
gress.” The Commission’s decision was basically erroneous and 
contrary to law, said the complaint, in assuming that a common 
carrier must own the vehicles outright or obtain them by what 
was equivalent to a lease. 

The case was docketed in the district court as Civil Action 
No. 4955, Charles M. Thomson, as Trustee of the Property of 
Chicago and North Western Railway Co., vs. United States of 
America and Interstate Commerce Commission. 


Non-Radial Truck Rights 


A complaint to enjoin the enforcement of, and to annul, 
the order of the Commission in MC 14658, National Movers of 
New York, Inc., Common Carrier Application, has been dis- 
missed by a three-judge statutory court in the Southern New 
York district. The order, said the decision, denied continuance 
of irregular route non-radial operating authority, while grant- 
ing authority for radial operation in the transportation of 
household goods to and from a described base area within the 
states of New York and New Jersey, on the one hand, and 29 
states and the District of Columbia on the other hand. 


Complainant, said the decision, conceded the facts as found 
by the Commission, but insisted that in interpreting them and 
applying the law it acted arbitrarily and capriciously. From 
the exhibits before the Commission, the decision said, it 
appeared that only 9 out of 140 trips made by the applicant’s 
trucks between Jan. 1, 1934, and June 1, 1935, were radial 
hauls, terminating in only 8 of the 30 states in which the 
applicant claimed to have furnished non-radial service on the 
“srandfather” date. For the three years prior to Jan. 1, 
1934, the decision said, only 8 or 9 trips out of 344 were found 
to be non-radial hauls, and continued: 

“Upon so meager a showing as this we cannot hold that 
the Commission was not warranted on the evidence before it 
in denying grandfather rights throughout the vast territory 
for which the applicant claimed them—a territory embracing 
all of the United States east of the Mississippi River and several 
states west of it.” 


The decision said that the plaintiff argued that the number 
of hauls had never been used as a measuring rod in the case 
of carriers of household goods, and that proof by an applicant 
of a holding out of its readiness to serve within a territory, 
plus actual operations to some points therein, had been recog- 
nized as sufficient to warrant granting of a non-radial certificate. 

“The argument does not convince us,” said the decision. 

It was clear, it said, that a mere holding out would not 
alone suffice, and that determination of the scope of the holding 
out and weighing of the substantiality of the applicant’s opera- 
tions were primarily for the Commission. Its judgment was 
entitled to respect the decision said, and indicated the limitation 
of a court’s power of review by quoting from Virginian Ry. vs. 
United States, 272 U. S. 658, to the effect that it was beyond 
the court to consider the weight of the evidence before the 
Commission, the soundness of the reasoning by which its con- 
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clusions were reached, or whether the findings were consistent 
with those made by it in other cases. 

The case was docketed in the federal court as Civil Action 
No. 19-352, National Moving & Warehouse Corporation vs. 
Interstate Commerce Commission and United States of America. 
The decision noted that the application was filed by National 
Movers of New York, Inc., but that, by permission of the Com- 
mission, the original applicant was succeeded by A. Andre & 
Son, Inc., and the latter was in turn succeeded by the National 
Moving & Warehouse Corporation. 


Ann Arbor Receivership Ends 


Federal Judge Frank L. Kloeb, in the district court for the 
western division of the western district of Ohio, terminated the 
eleven-year receivership of the Ann Arbor Railroad Company, 
December 31, 1942, by an order effective the following day, re- 
leasing the receivers and requiring them to turn over all carrier 
properties in their custody to the company. The receivership 
ended without reorganization. Under the order, the carrier 
properties were returned to the company without foreclosure 
proceedings or the formation of a new corporation to take over 
and operate the railroad. 

Under the program approved by the Commission and the 
court, the receivers have paid off all allowed claims against 
the company and have reacquired or paid off all of its indebted- 
ness except $7,000,000 in first mortgage bonds on which 4 per 
cent interest has been paid throughout the receivership term. 
These bonds, which mature in July, 1995, remain undisturbed. 
Second mortgage improvement and extension bonds in default 
have been reacquired and the mortgage will be discharged 
promptly under the program set up. The company’s capitaliza- 
tion will consist of the first mortgage bonds, an issue of $4,000,- 
000 in 5 per cent non-cumulative preferred stock, and $3,250,000 
in common stock. Its total fixed charges will be $305,000 a year, 
consisting of $280,000 interest on the first mortgage bonds and 
rents on leased road and equipment of $25,000. In 1940, the 
railroad earned its fixed charges 1% times, and in 1941, 2.24 
times. 

At a meeting of the company’s executive committee in St. 
Louis, where executive offices will continue as heretofore, Nor- 
man B. Pitcairn, president of the Wabash Railway Company, 
was elected president of the Ann Arbor Railroad Company. 
Vice-presidents elected were N. S. Brown; A. K. Atkinson, 
finance and accounting; G. G. Early, traffic, and G. H. Sido, 
operations. Other officers, agents and employes of the railroad 
under receivership, will continue in their positions. Mr. Pitcairn 
was one of the receivers of the railroad. Frank C. Nicodemus 
was the other. 


ELKINS ACT PROSECUTION 


The Commission has been advised that on December 31 
1942, a plea of’guilty was entered by the Stauffer Chemical Co., 
of Freeport, Tex., to an information filed in the United States 
District Court for the Southern District of Texas. On that 
plea a fine of $4,000 was imposed. 

The information contained four counts and, according to 
the Commission, charged the solicitation and acceptance of 
concessions in violation of section 1 of the Elkins act on ship- 
ments of ground sulphur transported from Freeport to New 
Orleans, La., for export, on which the transportation charges 
were paid on the basis of the actual weight of the shipments, 
whereas the applicable tariffs provided that the weights of such 
shipments were to be computed and paid on the basis of an 
80,000-pound carload minimum. 


ASSOCIATED TRANSPORT MERGER 


Associated Transport, Inc., New York City, has announced 
completion of the consolidation of seven large eastern motor 
carriers, authority for which was granted by the Commission 
and upheld by the recent decision of the three-judge court sit- 
ting in the southern district of New York (see Traffic World, 
Dec. 19, p. 1468). The motor carriers now an integral part of 
Associated Transport, Inc., said the corporation, were Consoli- 
dated Motor Lines, Inc., of Hartford, Conn.; McCarthy Freight 
System, Inc., of Taunton, Mass.; M. Moran Transportation 
Lines, Inc., of Buffalo, N. Y.; Barnwell Brothers, Inc., of Bur- 
lington, N. C.; Horton Motor Lines, Inc., of Charlotte, N. C.; 
Southeastern Motor Lines, Inc., of Bristol, Va., and Transporta- 
tion, Inc., of Atlanta, Ga. Merger of the four latter carriers 
was effected recently. Arrow Carrier Corporation, originally 
included in the proposed merger, was not taken over. 

The company said it would operate 3,500 vehicles over 
24,000 miles of unduplicated route extending from the Canadian 
border to the Gulf of Mexico, and west of Cleveland, Pittsburgh, 
Nashville and New Orleans. Connecting carriers, it said, served 
points as far west as Chicago and St. Louis. The officers are: 





TRAFFIC WORLD 


Herman D. Horton, chairman of the board; Burge M. Seymour, 
president; Everett J. Arbour, Robert W. Barnwell, and John J. 
McCarthy, vice-presidents; Alexis P. Scott, treasurer; John A. 
Sutton, controller, and Alex W. Chisholm, secretary. 


Rail Wage Mediation 


Mediation proceedings in the fifteen non-operating railroad 
brotherhoods’ demands for a 20 cents an hour wage increase, 
a 70-cent minimum hourly wage, and a closed shop began at 
Chicago, January 7, before George A. Cook, chairman of the 
National Med.ation Board (see Traffic World, Dec. 26, p. 1513), 

Chairman Cook met first, in the morning, at the Morrison 
Hotel, with B. M. Jewel, chairman of the railway employes 
division, American Federation of Labor, and heads of the fif- 
teen unions. In the afternoon he met at the Union Station with 
representatives of the trunk line railroads and Clarence A. 
Miller, vice-president and general counsel, American Short Line 
Railroad Association. Mr. Miller and Mr. Jewel said the em- 
ployes’ full demands on the class I carriers had also been made 
on the short lines. Mr. Miller said he would represent 28 mem- 
bers of his association in the conferences. 

The negotiating committee for the trunk line carriers is 
headed by Daniel Loomis, chairman, Association of Western 


Railways; H. A. Enochs, chief of personnel, Pennsylvania Rail- | 


road; and J. B. Parris, assistant vice-president, Chesapeake and 
Ohio. 

Under recommendations of a fact-finding board made last 
September (see Traffic World, Sept. 19, p. 659), minimum 
wages of non-operating employes on the short line railroads 
represented by Mr. Miller were fixed at 43 cents an hour. 





Annual Report of N. M. B. 








In the fiscal year ended June 30, 1942, there had been an | 


increase of 47 per cent in the backlog of cases awaiting action 
by the board, and this increase gave the board concern and sug- 


gested “the necessity of enlarging the staff of mediators as well |” 


as restoration to the board of its full active membership,” said 
the National Mediation Board in its eighth annual report to 
Congress. The report noted that one board member, Otto S. 
Beyer, had been on indefinite leave since January 12, 1942, to 


~ 


serve as director of the division of transport personnel of the | 


Office of Defense Transportation. 
David J. Lewis, chairman, and George A. Cook. 

The beard said that in the fiscal year 1942, it had recorded 
a new high in cases docketed and disposed of under the railway 
labor act, having received and docketed 419 applications for 
its services and having disposed of 370 disputes with peaceable 
settlement of those cases. The increase recorded in 1942 over 
the average for the 5-year period 1937-41, in cases docketed 
and settled, was 69 and 40 per cent, respectively, it reported. 
A 36 per cent increase in new applications had caused the 47 
per cent increase in the backlog of unsettled cases “in spite of 
the fact that the board and its staff of mediators were able to 
dispose of 22 per cent more disputes during 1942 than 1941,” 
the board said. 

Uninterrupted rail transportation service was an_indis- 
pensable need to a nation in peacetime, the board declared, add- 
ing that in time of war no part of the nation’s resources was 
more vital to the successful prosecution of the war than de- 
pendable, orderly and rapid rail transport service. It said the 
railway labor act as amended was “the most advanced piece of 
legislation in the nation today for the peaceful settlement of 
industrial disputes.” Only by subordinating all other objectives 
to the main task of winning the war, it continued, had rail 
management and operating personnel been able to achiece “the 
modern transportation miracle that has been wrought.” 

“Just as the railway labor act has served for more than 16 
years as an effective instrument for the orderly settlement of 
railway labor disputes in peacetime,” said the board, “so it is 
serving effectively with our nation at war. With strikes and 
threatened strikes in various industries causing considerable 
national concern during our recent defense program and our 
current war effort, the railroads and airlines have been notably 
free from such interruptions. Compared with thousands of 
disputes between men and management settled peaceably under 
the railway labor act during 1942, there were only two instances 
in which strikes occurred.” 


T. P. & W. Strike 


One of those strikes, the board said, involved slightly more 
than 100 employes on the Toledo, Peoria & Western. It ob- 
served that the strike ended March 21, 1942, when the fed- 
eral government began operation of the road. 

“This action,” it said, came only as a final resort after 
the management declined repeated requests of high government 
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officials, including the President, to submit the dispute to ar- 
bitration, which the employes agreed to do. This one strike 
was characterized by much bitterness and recrimination on 
both sides as wil as bloodshed and damaged property. In 
such conflicts, by a test of force, the entire community suffers. 
Thus, this strike serves to emphasize the desirability to the 
nation of the effective use of peaceful procedures in the settle- 
ment of industrial disputes.” 

The board, however, did not mention that it had not rec- 
ommended to the President the appointment by him of an 
emergency fact-finding board, as desired by the management 
of the T. P. & W. 

The second strike referred to, said the board, involved cer- 
tain employes of the Railway Express Agency. The board said 
the most prominent fact demonstrated by that dispute was “the 
inadequacy of the authority of the National Mediation Board 
under the railway labor act to deal with jurisdictional disputes 
between labor unions.” 

In 1942, said the board, more representation disputes than 
had been disposed of in any previous year were settled, the 
total being 141. It said it viewed with some concern “the 
tendency to divide established and well recognized crafts or 
classes.” Typical of such instances, it continued, were appli- 
cations to represent only a few selected occupations of an es- 
tablished craft or class or applications to represent employes 
of a craft or class at only one terminal or on only one division 
of a carrier whose lines might extend over hundreds of miles, 

“To permit such divisions would give rise to more divisions 
and sub-divisions,” it said. ‘Once the bars are down, there is 
no logical stopping place and such a course would ultimately 
defeat real collective bargaining as contemplated by the law.” 

The board said that in the first year of its operation a 
total of 3,021 labor agreements had been filed with it and that 
by June 30, 1942, the total of such contracts had increased to 
4,390. 

With respect to activities of the National Railroad Adjust- 
ment Board, the mediation board’s report showed that the total 
number of cases on hand and docketed for all four N. R. A. B. 
divisions in the year ended June 30 was 8,398, of which 2,814 
were cases docketed in the fiscal year 1942; that 2,080 cases 
had been disposed of, 904 having been decided without referee, 
835 with referee, and 341 having been withdrawn. Open cases 
on hand at the end of the fiscal year 1942 totaled 6,318, of 
which 963 had been heard. Referees had been appointed in 50 
separate instances, and the amount spent for salaries of ref- 
erees totaled $56,487.50, the report showed. 


SUSPENSION OF LABOR LAWS 


The Office of Defense Transportation, the Maritime Com- 
mission, the War, Navy and Labor Departments, the War Pro- 
duction Board and the War Manpower Commission in a state- 
ment prepared for state labor commissioners have advised 
against “blanket suspension of state labor laws.” They said 
that because of the effective use of power to grant variations to 
meet war emergencies state labor standards on hours and work- 
ing conditions had not interfered with war production since the 
War, Navy and Labor departments recommended Jan. 27, 1942, 
that state labor laws and regulations should be preserved un- 
less there was a definite showing of emergency needs. 


CHICAGO TRUCK WAGE DISPUTE 

Representatives of Chicago trucking companies and their 
drivers resumed their conferences on the employes’ wage de- 
mands, January 5, with B. M. Badenoch, conciliator for the 
Department of Labor, acting as mediator. The negotiations 
continued that day and until noon, January 6, when another 
recess was taken. A further meeting with Mr. Badenoch was 
set for January 8 (see Traffic World, Jan. 2, p. 20). 


TRUCK LINE EMPLOYE WAGE DATA 

_ The Labor Department’s Bureau of Labor Statistics has 
issued its bulletin No. 705, ““Wages and Hours of Union Motor- 
truck Drivers and Helpers—June 1, 1941.” National averages 
set forth in the bulletin had been announced earlier (see 
Traffic World, Oct. 10, p. 875). The bulletin in its final form 
contains average wage rates of truck drivers and helpers in 
individual cities as of June 1, 1942, including wage scales for 
various classifications of truck line employes in those cities. 


MARYLAND TRUCK LABOR DISPUTE 


The National War Labor Board has announced that, un- 
der terms of a decision rendered by it in a dispute involving 
the Labor Relations Council of the Maryland Motor Truck 
Association, Inc., and Local No. 557 of the International Broth- 
erhood of Teamsters, etc., employes of the 60 motor carriers 
constituting the association will receive wage increases av- 
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eraging 12 per cent. 
1,400 employes. 

Over-the-road drivers, said the board, would receive in- 
creases in each of 22 various trip rates to yield total wage 
increases of 15 per cent since Jan. 1, 1941, in accordance with 
the “Little Steel” formula adopted by the board. Regular 
city drivers would receive increases of $3.75 a week, extra city 
drivers increases of 8 cents an hour, and helpers increases of 
6 cents an hour, the board said. The present weekly rates, it 
said, were $32.50, $26.50 and $45 for city drivers, helpers, and 
over-the-road drivers, respectively. 


The board said the dispute involved about 


TP. & W. INJUNCTION CASE 


The circuit court of appezls at Chicago has been asked by 
the appellants in No. 7951, Toledo, Peoria and Western vs. En- 
terprise Lodge No. 27, Brotherhood of Railroad Trainmen, and 
individual officers of the lodge, to hold a further hearing in 
the matter. The lodge and its officers, appellants, seek an or- 
der from the appellate court reversing the order of the district 
court for the southern division of Illinois granting an injunction 
enjoining employes of the railroad from interfering with the 
company’s operations by violence. The appellate court af- 
firmed the lower court’s order December 16 (see Traffic World, 
Dec. 19, p. 1469). 





Ship Construction 


Merchant ship construction will exceed the 1943 goal of 
16,000,000 tons if American shipbuilders obtain the materials 
and equipment needed, Admiral Emory S. Land, chairman, 
Maritime Commission, and War Shipping Administrator, said 
at a press conference Jan. 5 in which he declared that existing 
shipbuilding capacity was 20,000,000 tons. 

Ship construction exceeded the President’s wartime direc- 
tive of 8,000,000 tons for 1942 when 746 ships of 8,090,000 dead- 
weight tons were put into service, said Admiral Land. That 
total, he said, did not include a number of vessels built for 
the armed forces nor 800 smail craft. As the year closed, he 
said four ships were being delivered daily, a schedule reached 
a month in advance. Ships were now being built at the rate 
of 14,400,000 tons a year and the peak should be reached in 
May when ships would be put in service at the rate of five a 
day, said he. The Victory Fleet of 746 vessels delivered into 
service in 1942, he said, included 542 Liberty ships, 62 tankers, 
62 of the commission’s long-range standard C-types, 55 cargo 
ships for the British, 5 coastal freighters, 5 ore carriers, and 15 
special types. Every world record for merchant ship construc- 
tion was broken in 1942. 

The record year of 1942 was climaxed by a record month 
in December when 121 ships of 1,199,300 deadweight tons were 
placed into service, said Admiral Land. The best previous 
month’s total was September’s, of 93 ships of 1,016,112 dead- 
weight tons. It was interesting to recall, said he, that in the 
entire year of 1941, 95 ships of 1,088,000 tons were completed, 
less than the month of December. Thus, he added, in the space 
of a year construction had increased more than 700 per cent. 

Admiral Land pointed out that the ships that were built in 
1942 were part of “our answer” to the “never-ending” battle 
against Axis submarines, and said if we put ships in service 
at the rate of five a day, that was not enough. As long as this 
war lasted, he declared, “there is not going to be enough mer- 
chant ships.” He said the War Production Board in the alloca- 
tion of materials had been great help in getting steel to build 
ships, but that inventories were going down continually. He 
expressed the hope of obtaining more steel and having the 
allocation of steel adjusted to meet shipbuilding needs so as 
not to impede construction. 

Admiral Land said that Admiral Vickery, in charge of the 
ship construction program, had redesigned the Liberty ships 
and it was expectel to have speedier ships of that type in the 
latter part of 1943, or the early part of 1944. He pointed out, 
in connection with ship construction, that the labor situation 
was on the “up-and-up,” there being no lockouts or strikes. 
One thing, however, he said-—absenteeism—was increasing. 

In answer to statements that future air transportation 
might put other forms of transportation out of business, Ad- 
miral Land said that air transport would “skim the cream” 
of traffic in the future, but that it would not “run away with 
ordinary traffic.” 


W. S. A. RATE ORDERS 
The War Shipping Administration has issued rate order 
No. 152 prescribing maxima rates and surcharges on ores and 
ore concentrates in bulk from Cuba and Chile to U. S. Atlantic 
and Gulf ports in which the administration will concur as a 
condition to the granting, or to the continued recognition, of 
warrants under the ship warrants act. 
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i.¢c. C. Annual Report 


Transportation Systems Meeting War-Time Demands 
but Need Materials to O perate—Traffic and Earnings 
Increase—No Legislative Recommendations 


“Unless there can be allocations of sufficient materials to 

the transportation agencies to permit them to maintain, 
renew, and operate their plants so that they may continue their 
present standards of service, more restrictive government con- 
trol of the use of transportation service will necessarily follow,” 
said the Commission in its fifty-sixth annual report to Congress, 
January 7. 

This declaration followed a review of the war-time trans- 
portation situation in which the Commission said that thus 
far the domestic transportation agencies had met the war-time 
demands on them. 

“This success,” said the Commission, “has been due largely 
to the fact that their physical plant and equipment had been 
maintained in good condition during the period immediately 
prior to our entry into the war when labor and materials were 
available, and to the further fact that carriers and shippers 
have worked diligently and harmoniously to promote economy 
in the use of transportation. Carriers and shippers alike have 
sought to avoid the necessity for a comprehensive and direct 
federal control of transportation such as that of 1917-20. The 
only step taken in that direction so far, when the President 
in March last directed the Office of Defense Transportation 
to take possession of the Toledo, Peoria & Western Railroad, 
grew out of a condition local in nature. 

“It seems safe to say that the continuance of sufficient 
transportation during the war depends more on adequate 
maintenance and replacement of physical plant and equipment 
of the carriers than any other factor. Some increase in equip- 
ment is also clearly necessary.” 


1917 and 1941 Contrasted 


The Commission opened its report with a presentation of 
major differences confronting the country with respect to 
transportation services at the beginning of the world war in 
1917 and in December, 1941. Late in 1941 there was concern 
as to whether the President would find it necessary to assume 
control of the principal systems of transportation, it said. 

In discussing the differences, 1941 compared with 1917, 
the Commission pointed out that, since the last war, important 
auxiliary means of transportation by highway, water, pipeline, 
and air had been extensively developed, and at the time of 
the nation’s entry into war were carrying substantial volumes 
of the nation’s freight and passengers. The railroads, it said, 
were still the keystone of the domestic transportation system. 
Although their equipment had decreased numerically, improved 
operating methods and mechanical capacity had materially in- 
creased the amount of work the railroads could perform, it 
added. 

Further, said the Commission, the railroads were much 
better organized for centralized action than they were when 
federal control was assumed in 1917, and government agencies 
had largely avoided the conflicts over priorities in transporta- 
tion which had had so disturbing an effect in that year. 


No Recommendations 


The Commission deferred making legislative recommenda- 
tions, saying: 


The transportation act of 1940 has now been in effect little more 
than two years. It recast important provisions of law relating to rail 
and motor carriers and established regulation of carriers by water. 
During this year, part IV establishing a system of regulation of 
freight forwarders was enacted. As we have indicated above, trans- 
portation is now, and for some time past has been, devoted very 
largely to the prosecution of the war. This must necessarily be so 
for ‘‘the duration.’’ It follows that experience during this period 
has little relation to normal conditions. Under these circumstances, 


we have concluded that we will not recommend at this time any changes 
in existing law. 


President’s Action 


The Commission referred to the action of the President 
in creating the Office of Defense Transportation and appointing 
Mr. Eastman as director. Though the President had the power 
to take over the transportation systems under the act of Aug. 
29, 1916, the Commission pointed out, he chose to direct priority 
and require movement of troops and material, making use also 
of the voluntary cooperation of organizations of carriers and 
shippers. Continuing, it said: 


By Executive Order No. 8989, December 18, 1941, the President 
established the Office of Defense Transportation in the Office for Emer- 
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gency Management of the Executive Office of the President and defined 
its functions and duties. This action was taken by virtue of his con- 
stitutional and statutory authority as President and Commander in 
Chief of the Army and Navy. It was not based upon the act of August 
29, 1916, before referred to, and the Secretary of War was not made 
the medium of exercising this authority. The order provided for a 
Director who ‘‘shall discharge and perform his responsibilities and 
authorities under the direction and supervision of the President.”’’ 

No procedure of quasi-judicial character or for judicial review of 
orders of the Office of Defense Transportation was prescribed by the 
Executive Order. The President directed that ‘‘in the study of prob- 
lems and in a discharge of its responsibilities, it shall be the policy 
of the Office of Defense Transportation to collaborate with existing 
departments and ageneies which perform functions and activities per- 
taining to transportation and utilize their facilities and services to 
the maximum." Particularly this liaison was directed with ‘‘the 
United States Maritime Commission for the consideration of prob- 
lems involving relations of ocean shipping with coastwise and inter- 
coastal shipping and inland transport; with the Interstate Commerce 
Commission on problems of rates, routing, and car service; and with 
the War and Navy Departments with respect to the strategic move- 
ment of troops and supplies by domestic transportation carriers.’’ The 
term ‘‘domestic transportation,’’ as used in the order was defined as 
including ‘‘railroad, motor, inland waterway, pipe line, air transport, 
and coastwise and intercoastal shipping.’’ 

By a later Executive Order, No. 9156, dated May 2, 1942, the func- 
tions of the Office of Defense Transportation were widened to include 
within the scope of its authority and responsibility, all rubber-borne 
transportation facilities, including passenger cars, busses, taxicabs, 
and trucks. 

The President designated the then Chairman of the Interstate Com- 
merce Commission, Commissioner Joseph B. Eastman, to be the Di- 
rector of the Office of Defense Transportation. Commissioner East- 
man has retained his office of Commissioner, with inactive status, 
while acting as Director. As authorized in the original executive 
order, the Director has utilized the personnel, facilities, and services 
of this Commission to an important extent, particularly the field force 
of the Bureau of Motor Carriers. As required by the Executive Order 
setting up the Office of Defense Transportation, we have designated 
our Chairman for the time acting as such, to maintain liaison with 
that office. We have given to the Director and his staff every aid 
possible in the administration of his difficult task. 

The only statutory powers delegated to the Office of Defense Trans- 
portation which affect the work of this Commission are those vested 
in the President by sections 1 (15) and 6 (8) of the interstate com- 
merce act. The first of these provides that ‘‘in time of war or threat- 
ened war the President may certify to the Commission that it is essen- 
tial to the national defense and security that certain traffic shall 
have preference or priority in transportation, and the Commission 
shall, under the power herein conferred, direct that such preference 
or priority be afforded.’’ The second provides ‘‘that in time of war or 
threatened war preference and precedence shall, upon demand of the 
President of the United States, be given over all other traffic for the 
transportation of troops and material of war, and carriers shall adopt 
every means within their control to facilitate and expedite the military 
traffic.”’ 

The first of these delegated powers, that created by section 1 (15), 
which applies in connection with concurrent action by this Commis- 
sion, has not as yet been utilized by the Office of Defense Transporta- 
tion. Considerable use has been made of the second power created 
by section 6 (8). That provision has been interpreted as self-execu- 
ting, without the aid of any of the powers conferred upon the Com- 
mission. 

The Office of Defense Transportation has issued a number of gen- 
eral orders, and several of these have to do generally with what is 
defined as ‘‘car service’’ in section 1 (10) of the interstate commerce 
act, for the stated purpose of making available transportation facil- 
ities and equipment for the preferential transportation of materials of 
war ‘‘as contemplated by section 6 (8) of the interstate commerce 
act, as amended.’’ Thus it appears that the paragraph last referred 
to is not interpreted as merely authorizing issuance of specific prefer- 
ence orders to the carriers, but as including power also to compel them 
to adopt operating practices necessary in the view of the Office of 
Defense Transportation to assure the preference and precedence to 
military traffic. In some general orders, this power under part I of 
the act has been used as the basis of general orders to motor carriers 
and water carriers. 

Simultaneously, we have undertaken to administer the emergency 
powers committed to us under section 1 (15) of the interstate com- 
merce act, and those more recently provided in the second war powers 
act, and will continue to do so, while we endeavor to avoid duplication 
and conflict with respect to similar functions being exercised by the 
Office of Defense Transportation. 


Traffic and Earnings 


The Commission said the total operating revenues of all 
common carriers subject to its jurisdiction amounted to over 
$8,600,000,000 for the twelve months ended June 30, 1942, 
larger than the corresponding total for any other prior twelve 
months’ period. Subdivided by agencies of transport the total 
was as follows: 


Steam railways, $6,428,000,000, 144.1 per cent of 1940 
revenues; Railway Express Agency, $143,785,000, 119.9 per 
cent of 1940; Pullman Company, $78,528,000, 130.7 per cent of 
1940; electric railways, $70,000,000, 132.9 per cent of 1940; 
water lines, classes A and B filing quarterly reports, $165,000,- 
000, 77.8 per cent of 1940; pipelines, $247,000.000. 109.4 per 
cent of 1940; motor carriers of passengers, $297,000,000, 163.2 
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per cent of 1940; motor carriers of property, $1,246,000,000, 
135.2 per cent of 1940. 

Ton-miles and passenger-miles, by kinds of transportation, 
for 1941, were set forth as follows: 

Railways, steam and electric, including express and mail, 
481,766,000,000 ton-miles, 63.61 per cent of total; 30,317,000,000 
passenger-miles, 9.71 of total. 

Highways, 57,123,000,000 ton-miles, 7.54 per cent of total; 
278,874,000,000 passenger-miles, 89.27 per cent of total. 

Inland waterways, including Great Lakes, 144,638,000,000 
ton-miles, 19.10 per cent of total; 1,821,000,000 passenger-miles, 
0.58 per cent of total. 

Pipelines, 73,846,000,000 ton-miles, 9.75 per cent of the total. 

Airways (domestic revenue service, including express and 
mail), 18,000,000 ton-miles, less than 0.01 per cent of total; 
1,370,000,000 passenger-miles, less than 0.01 per cent of total. 

Total ton-miles, 757,391,000,000; total passenger-miles, 312,- 
382,000,000. 

The Commission said the ton-miles and passenger-miles for 
1941 represented increases of 23.76 per cent for ton-miles and 
9.8 per cent for passenger-miles, over 1940, and that all types 
of carriers shared in the increases. 

Revenue a ton-mile in June, 1942, was 0.931 cents as against 
0.927 cents in the preceding June, said the report. The revenue 
a ton, however, advanced from $1.87 to $2.02 in June, 1942— 
about the same percentage as the average haul. 

Revenue a passenger increased from $1.10 to $1.50 in June, 
1942, and revenue a passenger-mile from 1-75 cents to 1.94 
cents. 

The revenue a ton in June, 1942, was 8 per cent above that 
for June, 1941; the average haul increased 7.4 per cent. 

The revenue a passenger in June, 194+ represented an 
increase of 36.4 per cent over June, 1941. 

The increases in revenues had resulted in improved net 
earnings, said the Commission, adding that the expenses also 
increased but not by as large a percentage as the revenues. 


Disposition of Revenues 


The report showed that, for Class I line-haul railways in 
the twelve months ended June 30, 1942, revenues and other 
income totaled $6,382,000,000; cost of materials, depreciation, 
and other expenses except wages and salaries was $1,789,000,- 
000; taxes were $787,000,000; $3,806,000,000 was available for 
employes and investors; wages and salaries chargeable to 
operating expenses were $2,510,000,000, and investors’ share 
was $1,296,000,000. Of the $3,806,000,000, employes received 
65.95 per cent and investors, 34.05 per cent. Net income for 
stockholders for the year was $618,000,000 but not all this 
was paid in dividends, it was pointed out. 

Notwithstanding the increase in wage level in the latter 
part of 1941, said the report, the operating expenses had shown 
a declining ratio to revenues, particularly for other than main- 
tenance expenses. The ratio of expenses to revenues of Class 
I railways was 65.75 for the first six months of 1942 as against 
69.23 for the same period of 1941. 

In 1939, said the Commission, approximately 27 cents was 
left out of each dollar of revenue for taxes and the share of 
investors; in 1940, about 28 cents; and in 1941, 31% cents. The 
Commission pointed out that tax accruals were now mainly 
of three kinds: Pay-roll taxes, federal income and profits taxes, 
and state taxes. The pay-roll taxes fluctuated almost directly 
with employment, said the report. For 1941 taxes accrued as 
follows: Pay roll, $138,100,000; U. S. income and profits, $173,- 
800,000; other U. S. taxes, $11,400,000, and state taxes other 
than pay roll, $222,300,000. 


Repairs, Etc. 


_ Statistics were presented to show that there was a large 
Increase in repairs and rail renewals in 1941 over 1940, cor- 
responding with the greater traffic. Tie renewals increased 
relatively less than rail replacement. 

From 1940 to 1941, car-miles increased 17.59 per cent; man- 
hours in maintenance, 17.22 per cent; rail renewals, 16.60 per 
cent; and ties laid (mostly treated), 8.26 per cent. 

The Commission said renewals of rails in 1941 (1,197,593 
tons, new) was in sharp contrast with that in 1929 when 
1,958,489 tons of new rail were laid in replacement although 
total car-miles were only slightly above those of 1941. In 
appraising the significance of such a change, said the Com- 
mission, the improvement in quality of steel and in methods 
of lengthening the life of rails should be considered. It had 
been possible for the railways to carry the greatly enlarged 
volume of freight and passenger traffic without a corresponding 
addition in equipment because of more effective utilization of 
cars and locomotives and a more active repair program, said 
the report. 

This, it continued, was shown by the following operating 
averages of Class I steam railways for the seven months, 
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January-July, 1942: Freight net ton-miles a loaded car-mile, 
31; freight car-miles a train-mile, 51.5; passenger-miles a car- 
mile, 21; passenger-train car-miles a train-mile, 8.24; freight 
train-miles a train-hour, 16.1; passenger train-miles a train- 
hour, 36.1; per cent unserviceable freight cars, 3.1, and loco- 
motives, 9.3 for yard switching, 13.9 for road freight and 15 
for road passenger. 
Abandoned Mileage 


In the year ended October 31, 1942—the year covered by 
the report unless otherwise stated—227 applications were filed 
for permission to abandon 3,534 miles of railroad lines or the 
operation thereof. Of the total, 184 applications were granted, 
involving 1,887 miles of branch line of class I carriers, to- 
gether with 430 miles of so-called short lines, of which 303 
miles constituted the entire lines of the applicants, and 126 
miles were portions of such lines. Since the effective date of 
the transportation act, 1920, said the report, the Commission 
had authorized the construction of 10,171 miles of railroad and 
the abandonment or discontinuance of operation of 28,246 miles. 
Of the construction authorized, said the report, approximately 
7,215 miles had been completed. 


Prevention of Accidents 


The Commission dwelt at length on the subject of safety 
in transportation being essential to the maximum war effort. 
It said that, under present emergency conditions, the preven- 
tion of accidents assumed an importance that was in addition 
to the economic and humanitarian considerations given them 
under peacetime conditions. 

“Throughout the country, the numbers and lengths of 
trains have increased, and in locations where extensive war 
industries have been developed, the available railroad trans- 
portation facilities have been overtaxed to a point where safety 
of operation has been seriously impaired,” said the Commis- 
sion. “Restrictions placed upon the use of materials required 
for railroad facilities and equipment have resulted in serious 
delays in revising existing installations, in making necessary 
new installations, and in securing needed replacements and 
additions.” 

The Commission said these restrictions, accompanied by 
intensive use of equipment and the curtailment of construction 
of new equipment, had required extra efforts by the inspection 
and repair forces of the railroads and had placed increased 
responsibility on its inspectors to see that there was no relaxa- 
tion in the standards and precautions necessary for safety of 
operation and for the protection of employes and the public. 

In the fiscal year ended June 30, 1942, as compared with 
the preceding year, there was an increase of 45 per cent in the 
number of locomotive accidents and an increase of 126 per 
cent in the number of persons killed and 24 per cent in the 
number of persons injured in such accidents, said the Com- 
mission. 

Taking all classes of railway accidents together, the num- 
ber of fatalities in the first six months of 1942 was 2,431, an 
increase of 8.92 per cent over the same period of 1941, and 
the number injured was 20,913, or 26.29 per cent more than in 
the comparable 1941 period, according to the report. 

What had been stated concerning the difficulties of the 
railroad in meeting increased transportation demands was 
equally true of motor carriers, said the report. Shortages of 
drivers and mechanics and reduced availability of new vehicles, 
parts and tires called for increased safety activity as a means 
of conserving existing facilities that were vital to the war 
effort, said the report. 


Reduction of Debt and Charges 


The Commission discussed the question of reduction of 
funded debt and fixed charges and said many railroads were 
alive to the desirability of reducing their indebtedness and had 
undertaken to reduce the burden of fixed charges, especially 
since 1933. Most railroads in a position to do so had already 
taken advantage of call provisions to refund outstanding issues 
at lower rates of interest, it said. In the period Jan. 1, 1932, 
to Dec. 1, 1942, it said, the funded debt of Class I railroads 
was reduced from $10,850,944,438 to $10,565,084,210, a decrease 
of $285,860,228. Of this reduction, it said, at least $111,115,727 
was effected through reorganization. Interest accrued by Class 
I railroads on funded debt, it said, declined from $500,036,354 
in 1932 to $438,297,464 in 1939, but, due to changes in the 
method of accounting in 1940, which required inclusion of in- 
terest accrued on funded debt matured and unpaid in “Interest 
on Funded Debt,” increased to $469,495,539 in 1941. 

For the mortgage debt issued in 1941 by Class I railroads, 
not in receivership or involved in proceedings under section 77 
of the bankruptcy act, said the Commission, the nominal rate 
of interest averaged 3.90 as compared with 4.64 per cent for 
that issued in 1932. For equipment obligations, the decline was 
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from 4.91 in 1932 to 1.92 per cent in 1941. The Commission 
renewed the suggestion that present favorable earnings be used 
as largely as was practicable for debt reduction. 


Motor Carrier Integration 


Discussing the question of unifications of motor carrier 
properties, the Commission referred to the merger of lines into 
Associated Transport, Inc., and said there was also pending an 
application involving pooling on the part of 366 specialized 
motor carriers. Individual carriers, through a succession of 
applications, had tended to build up integrated systems, it said. 
Of a total of 1,785 unification applications filed and six formal 
investigations instituted in the seven years ended Sept. 30, 
1942, 1,645 applications had been disposed of and five investi- 
gations terminated. Of the applications disposed of, 1,295, or 
79 per cent, were approved; 255, or 15 per cent, were dis- 
missed; and 95, or 6 per cent, were denied. The Commission 
pointed out that there had been greater integration of bus op- 
erations than truck operations prior to federal regulation. It 
said the unifications showed no substantial shift in control of 
operations from one geographical region to another. The Com- 
mission pointed out that the antitrust division of the Depart- 
ment of Justice had opposed the merger in the Associated 
Transport case. 


Protective Service and Car Owning Companies 


Under this heading, the Commission indicated that it had 
under consideration instituting an investigation under section 
114 (a) of the act with respect to the use of locomotives, cars, 
and other vehicles not owned by the carriers using them, but 
had deferred action because of the war. 


Admissions to Practice 


In the year ended Oct. 15, 1942, 792 applicants were ad- 
mitted to practice before the Commission—the lowest number 
of admissions in any year since 1935. The rate of admissions 
has steadily declined since the peak of 1,378 attained in 1938. 
Of the 792 persons admitted in the year, 754, or 95.2 per cent, 
were attorneys at law, and 38, 4.8 per cent, were not attor- 
neys and were admitted on examination as to qualifications. 
Since the establishment of the register of practitioners, Sept. 
1, 1929, the number of admissions to practice has totaled 14,578, 
of whom 10,345, or 71 per cent, were members of the bar, and 
4,233, or 29 per cent, were non-lawyers. 


Bureau of Accounts 


The report said that the Bureau of Accounts was making 
a special investigation, requested by the Office of Defense 
Transportation, for the purpose of separating the corporate and 
federal control accounts of the Toledo, Peoria & Western Rail- 
road Co. The bureau completed 308 investigations of accounts 
and records of carriers subject to parts I and III of the act. 


Bureau of Finance 


The Commission issued six certificates authorizing con- 
struction of approximately 37 miles of railroad in the year 
ended Oct. 31. 1942. 

For all classes of securities, the Commission authorized 
actual issue in amount of $680,494,264.77. 

Under the Reconstruction Finance Corporation act, the 
Commission said it had approved loans aggregating $14,368,000, 
and had approved purchase by the R. F. C. of $9,988,000 of se- 
curities of railroads. ; 

Under section 210 of the transportation act, 1920, the 
Commission had certified loans to carriers aggregating $350,- 
600,667, of which $325,909,489.12 had been repaid, leaving. an 
unpaid balance of $24,691,177.88, all of which had matured, 
said the report. Interest paid on section 210 loans amounted 
to $91,585,055.05. Interest in default to Oct. 1, 1942, amounted 
to $14,662,097.66. 

Bureau of Formal Cases 


Formal complaints filed in the year totaled 188, of which 
167 were original complaints and 21 sub-numbers, an increase 
of eight compared with the previous period. The Commission 
decided 291 cases, and 119 had been dismissed by stipulation or 
on complainants’ request, making a total of 410 cases disposed 
of, as compared with 416 in the previous period. 

The Commission conducted 637 hearings and took approx- 
imately 85,586 pages of testimony, as compared with 772 hear- 
ings and 88,939 pages of testimony in the preceding period. 
The Commission said approximately 27 per cent of the total 
number of formal complaints were now handled by the short- 
ened procedure method, as compared with 35, 34 and 41 per 
cent in the three preceding years. In cases so handled and 
decided in the year ended Oct. 31, 1942, the average elapsed 
time to reach a decision was 333 days from the receipt of com- 
plaint and 194 days from receipt of the final memorandum, said 
the Commission. 


TRAFFIC WORLD 


Informal complaints totaled 553, a decrease of 92. 
Bureau of Motor Carriers 


The report showed that, cumulative to Oct. 31, 1942, 118,480 
applications for certificates, permits, licenses, registration, and 
exemption had been filed since the enactment of part II of the 
act. Of that total, 31,857 had been approved, 80,981 had been 
denied, dismissed, or withdrawn, and 5,641 were pending. Of 
the 5,642, 1,611 were filed under the “grandfather” clauses of 
the act by motor carriers claiming to have been in bona fide 
operation on June 1, 1935, as common carriers, on July 1, 
1935, as contract carriers. In the year ended Oct. 31, 1942, 
7,926 applications of all types were filed, of which 2,691 were 
for authority to institute new operations. 

Common carriers of passengers and property filed in the 
course of the year 79,783 tariff publications, including approx- 
imately 11,000 joint freight forwarder-motor carrier tariffs, and 
contract carriers of property had filed 2,482 schedules of min- 
imum rates and charges. 


Bureau of Service 






The report reviewed the work of the Bureau of Service in 


meeting situations arising out of the emergencies caused by the 
war. lt said that despite the bureau’s efforts to prevent undue 
detention of cars, its service agents continued to report and 
handle instances where shippers delayed loading or unloading 
of cars, and were tightening up on their insistence on more co- 
operation and more prompt handling. 

In the year covered by the report, 101,120 tariff publica- 
tions were filed with the Commission. 

The report said that the uninterrupted decline in steam 
railway mileage since 1930 continued in 1941, the miles of road 
ewned at the close of that year being 231,971, or 1,699 miles 
less than the number a year earlier. 


The Bureau of Water Carriers reported that of 932 appli- 
cations filed by water carriers for authority to continue or in- 
stitute operations. It said 133 common carrier certificates of 


public convenience and necessity, 36 contract carrier permits, 4 
It said 292 of © 


and 62 temporary authorities had been issued. 
the applications had been dismissed or denied, primarily be- 
cause applicants were not subject to ‘the Commission’s juris- 
diction. 

The Commission said that as it was now unlawful for a 
freight forwarder subject to the act to engage in the transpor- 
tation of property in interstate or foreign commerce without 


having filed with it its tariffs of rates and charges, it might F 
be assumed that the 155 freight forwarders who had filed | 


tariffs were substantially all the freight forwarders who were 
in operation on May 16, 1942, and whose applications for op- 
erating authority might be expected to have been filed by Nov 
12, 1942. 


UNITED AIR LINES MAIL RATES 


An order directing the United Air Lines Transport Corpora- 
tion to show cause tentative findings with respect to “fair and 
reasonable” air mail rates on four routes of the respondent 
should not be made final has been issued by the Civil Aero- 
nautics Board. The board’s tentative findings and conclusions, 
with a determination of 0.3 mill a pound-mile as the “fair and 
reasonable” rate from Jan. 1, 1943, for the considered trans- 
portation were set forth in a statement attached to the order. 


Respondent’s required investment for scheduled air trans- 
port operations was $8,372,339 and the air line had $4,678,995 
“excess funds” available for the purchase of additional equip- 
ment and the expansion of service, resulting in a total invest- 
ment of $13,051,334 for scheduled air transport services, of 
which $2,400,140 was allocated to the mail service on the basis 
of pound-miles of traffic anticipated, said the board. Routes 
involved in the proceeding are: No. 1, between the co-terminal 
points New York, N. Y. and Newark, N. J., and, beyond Salt 
Lake City, Utah, (a) the terminal point Oakland, Calif., and 
(b) the terminal point Seattle, Wash.; and between the inter- 
mediate point Pendleton, Ore., and the terminal point Spokane, 
Wash.; route No. 11 between Seattle, Wash., and San Diego, 
Calif.; route No. 17, between Denver, Colo., and Cheyenne, 
Wyo., and route No. 57, between Seattle, Wash., and Vancouver, 
British Columbia. 

Under presently foreseeable circumstances, with its present 
passenger and express rates, United might be expected to 
operate at a profit of $4,167,722 per annum, or 21.30 cents a 
revenue mile before mail pay and federal income, an amount 
representing a return of 24.66 per cent before federal taxes on 
the total reported investment as of Sept. 30, 1942, said the 
board. On the basis of 0.3 mill a pound-mile, the board added, 
United’s annual mail revenue for the future was estimated at 
$4,177,500 and its profits from its entire passenger, property 
and mail operation were estimated at $8,345,222 before federal 
income taxes. 
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Air Transportation 





Air Transport and Legal Problems 


Since air transportation was unhampered by geographical 
characteristics that limited the service of surface transportation 
lines, complete freedom of national and international trade and 
commerce by air now depended entirely on man-made laws, 
said L. Welch Pogue, chairman of the Civil Aeronautics Board, 
in an address before the Nebraska State Bar Association at 
Omaha, Neb. His subject was ‘Aviation as a Law Molding 
Force.” 

After discussing the present regulatory powers of the C. 
A. B. with respect to the economic life of common carriers by 
air and the safety of both common carriers and private flying, 
he said that, because of the national character of air transpor- 
tation, the air transport industry had from the beginning urged 
exclusive federal control. The civil aeronautics act had gone 
far to effect that purpose, and it seemed apparent that it would 
continue to be molded in that direction, he added. He said that 
the average passenger’s trip by air carrier was 400 miles while 
the average rail passenger’s trip was less than 50 miles long. 
Large airliners now traveled on the average over 1,600 miles a 
day, he continued. 

“American Airlines flies over 23 states, United Air Lines 
15, Transcontinental & Western Airlines 14, and Eastern Air 
Lines 18,” he said. “Picture the 23 states over which American 
flies each regulating local rates, each passing on the issuance of 
new securities, on mergers, consolidations, interlocking relation- 
ships, and each requiring the filing of extensive reports and in- 
formation.” 

In the field of safety, federal uniformity of regulation was 
essential, else United Air Lines pilots might have to comply with 
safety rules changing 15 times while on an overnight trip be- 
tween New York and San Francisco, he said. 

He stated that 688 airports and airport sites, to be owned 
in fee by political subdivisions of the states, had now been se- 
lected by the administrator of civil aeronautics for develop- 
ment. Several states, he said, had enacted legislation enabling 
two or more political subdivisions to participate jointly in the 
acquisition, financing and operation of airports. The capacity 
of existing airports was definitely limited, he said, adding that 
LaGuardia Field in New York had already reached a point 
where serious delays and piling up occurred in instrument 
weather. 

Mr. Pogue discussed the question of the extent of ownership 
of air space by real estate owners and problems relating to 
taxation of air carriers by states and counties. 

“In traveling non-stop from New York to Chicago could 
the five states or so over which the plane might fly, but in none 
of which it would stop, properly levy taxes on the carrier’s 
planes?” he asked. “Or should taxing jurisdiction be divided 
only between New York and Illinois? Would a tax by a state 
over Which a plane might fly but in which it would not stop be 
merely an extortion, a mere license to pass that state’s bound- 
aries, and therefore void as a direct burden on interstate com- 
merce? On the other hand, might it not be economically ad- 
visable to permit taxation by the maximum number of states?” 

Later, in discussing development of international air trans- 
port systems, he said, in part: 


Should the great international highways of the air be free to all 
nations or should the international trade barriers of the past be raised 
into the sky, there to retard cOmmerce in the air as they have retarded 
commerce on the earth? . . Aviation can be a compelling force in 
stabilizing the political relationships of the world. The present fight for 
freedom will be lost to no small degree if we miss the oportunity to 


accelerate this force by making the great international highways open 
to all nations. . 


AIR CARGO PRIORITIES 


_ Development of a special air cargo priority certificate to fit 
into the existing world-wide air service for the import of cargoes 
of strategic importance to the war effort has been announced 
by the War Production Board. 

“Loadings for the air service, which is under the control 
of the air transport commands of the army and navy, are ar- 
ranged by the Board of Economic Warfare through government 
procurement agencies,” said the W. P. B., adding: 


_ A system of W. P. B. priorities and quotas has been in existence 
Since April, covering ali strategic commodities suitable for air trans- 
port. To this is now added the special certificates covering shipments 
of an emergency character. Private importers and government agencies 
likely to require air transportation for their purchases abroad can 


Make application to W. P. B. for the certificates. 
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The service now projected is the result of several months’ study 
in the use of the aircraft which leave the country almost daily carrying 
personnel and shipments of military equipment to combat areas. It is 
designed to effect the maximum use of air facilities, to the end that the 
planes, while serving to transport combat units outbound, may com- 


plete their trips carrying strategic materials which otherwise would be 
difficult to import. 


Similarly, from all over the world, the planes have been flying in 
with strategically valuable raw materials, and the volume has now 
reached important proportions. The priorities list assures that available 
space, after military personnel and direct military equipment are taken 
care of, is used for the most vital cargoes. 

Applications for the new air cargo priority certificates will be re- 
viewed by the stockpiling and transportation division of the War Pro- 
duction Board. The certificates will be issued by the division to the 
joint offices of the army-navy transport services. These offices will 
determine whether shipments covered by the certificates can best be 
carried by the planes of the army or the navy, or by foreign-owned 
or American commercial planes. 

A similar system is already in effect for water-borne commerce, and 
controls the movement of many millions of tons of cargoes which have 
moved into ports of the United States since the start of the war. The 
broad import program, devised to make available for war production 
the maximum volume of strategic materials, has been developed by the 
assignment of ratings and quotas to all possible imports, and the assign- 
ment of cargo space for carrying them to American ports. 

The air priority system supplements the shipping imports controls 
and is geared into the latter, where factors of safety, speed, and low 
tonnage make flying the more advantageous method of transport. 


NATIONAL AIRLINES MAIL RATES 


In a proceeding instituted by it to determine fair and rea- 
sonable rates of compensation for transportation of mail by 
National Airlines, Inc., over route 31, between Jacksonville and 
Miami, Fla., and route 39, between Jacksonville, Fla., and New 
Orleans, La., the Civil Aeronautics Board has ordered National 
Airlines, Inc., to show cause why the board should not make 
final the findings and conclusions set forth in a “statement of 
tentative findings and conclusions” attached to the order. In 
that statement, the board determined that a fair and reasonable 
rate for the considered transportation of mail from Jan. 1, 1943, 
would be 0.3 mill a pound-mile of mail carried, computed on 
direct airport-to-airport mileage. 

The board found that the respondent’s investment in its 
regular air transport operations was $423,348.18 and that, on 
the basis of pound-miles, an investment of $33,360 was allocated 
to the mail service; that the respondent might be expected to 
operate under presently foreseeable circumstances with its pres- 
ent passenger and express rates at a profit of $279,607 per 
annum, or 16.9 cents a revenue mile, before mail pay and fed- 
eral income taxes on the 1,654,430 estimated revenue miles to 
be flown, and that such profit amounted to a return of 38.77 
per cent before federal taxes on its reported total investment 
at September 30, 1942. On the basis of 0.3 mill a pound-mile, 
respondent’s annual mail revenue for the future was estimated 
by the board at $99,722, and its profits from its entire passen- 
ger, property and mail operation were estimated at $379,329 
before federal taxes. 


NEW YORK-MONTREAL AIR MAIL RATE 


The Civil Aeronautics Board has announced that it has set 
a new rate of pay for the transportation of mail by Colonial 
Airlines, Inc., of 21.61 cents a pay-mail-mile, effective December 
1, 1942. This applies to a route known as FAM No. 1, between 
New York and Montreal. 

The rate formerly paid Colonial was 60 cents a pay-mail- 
mile, under a Post Office contract, and the present rate would 
reduce the compensation paid the carrier by approximately 
$116,137 under the total for the twelve months ended June 30, 
1942, the board said. It found that the rates paid Colonial 
between August 22, 1939, the date the proceeding was instituted, 
and November 30, 1942, were fair and reasonable. 


INTER-AMERICAN AIR TRAVEL INCREASE 


The 883,626 miles flown by the eastern division of Pan 
American Airways in December, 1942, represented an increase 
of 68 per cent over the same period in 1941, and a gain of 12 
per cent over the month previous. The number of passengers 
flown over multiple routes between the United States and 
Central and South America totalled 10,443, an increase of 56 
per cent over the comparable 1941 period. Most of the 
passengers were on missions directly or indirectly concerned 
with the war, the Pan American said. 


1942 AIR EXPRESS RECORDS 


Based on information for the first ten months of 1942, 
the air express division of the Railway Express Agency predicts 
that the year will set new records in air express shipments 
handled, total weight and gross revenue. In the ten months, 
it says, 1,163,157 shipments moved by air express, 9 per cent 
more than in the first ten months of 1941. Total weight of the 
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shipments was 17,442,439 pounds, 93.6 per cent above the 1941 
figure. It comments on the generally heavier weights of pack- 
ages, saying that “individual shipments weighing more than a 
hundred pounds were routine.’”’ Gross revenues were up 113 per 
cent over the 1941 period. 

In spite of turning over to the Army nearly half of their 
equipment, the airlines are maintaining pre-war performance 
by rearranging schedules, increasing the number of plane-hours 
and stepping up plane maintenance and servicing, the Express 
Agency says. It adds that the daily mileage of domestic airlines 
decreased only 28 per cent in 1942 under 1941, although the loss 
of equipment to the Army was 49 per cent. Average miles flown 
each day by each plane increased from 1,138 in 1941 to 1,595 
in 1942. 


AIR MAIL SERVICE IN W. VA. 


The Civil Aeronautics Board, by an order in No. 770, Appli- 
cation of All American Aviation, Inc., for Amendment of Its 
Certificate, has granted authority to All American Aviation, Inc., 
to institute air mail pickup service to and from Nitro, W. Va., 
as an intermediate point between the intermediate points 
Charleston, W. Va., and Hurricane, W. Va., on one of the appli- 
cant’s two routes between Pittsburgh, Pa., and Huntington, 
W. Va. 


FLORIDA-CANAL ZONE AIR SERVICE 


National Airlines, Inc., has applied to the Civil Aeronautics 
Board for a temporary or permanent certificate authorizing 
transportation of persons, property and mail between Tampa 
and/or Miami, Fla., and Balboa, Panama Canal Zone. The ap- 
plication is docketed as No. 828. 


Revenue Freight Loading 


Revenue freight loading the week ended January 2 totaled 
621,048 cars—5- per cent above the preceding week, 8.2 per 
cent below the corresponding week of 1942, and 1.1 per cent 
above the corresponding week of 1941. The following table on 
freight car loading was prepared by the car service division 
of the Association of American Railroads: 


TRAFFIC WORLD 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 67,793 
freight cars for the week ended Dec. 26, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 31,970; auto box, 2,593; 
ee gondola, 4,099; hopper, 16,270; and miscellaneous, 

The railroads reported an average daily surplus of 80,801 
freight cars for the week ended Jan. 2, made up as follows: 
Plain box, 34,237; auto box, 2,609; flat, 1,140; gondola, 7,903; 
hopper, 22,710; and miscellaneous, 12,202. 


Freight Loading Forecast 


Freight carloadings the first quarter of 1943 are expected 
to be about 3.4 per cent above the actual loadings in the same 
quarter in 1942, according to estimates compiled by the thirteen 
Shippers’ Advisory Boards. 

On the basis of those estimates, freight carloadings of the 
28 principal commodities would be 7,712,290 cars in the first 
quarter of 1943, compared with 7,461,503 actual carloadings 
for the same commodities in the corresponding period in the 
preceding year. Eight of the thirteen Shippers’ Advisory 
Boards estimated an increase in carloadings for the first 
quarter of 1943 compared with the same period in 1942, but 
five estimated decreases. Estimated loadings and percentages 
of increase or decrease for each district follow: 


New England, 170,937, decrease 14.3; Atlantic States, 835,489, de- 


crease 4.1; Allegheny, 1,123,004, increase 0.3; Ohio Valley, 919,859, 
increase 3.4; Southeast, 875,602, decrease 0.3; Great Lakes, 545,118, 
increase 2.3; Central Western, 290,864 , increase 20.3; mid-west, 


1,216,754, increase 14.7; Northwest, 233,943, increase 9.7; Trans-Mis- 
souri-Kansas, 366,604, decrease 1.8; Southwest, 540,256, increase 9.9; 


Pacific Coast, 370,934, increase 3.6; and Pacific Northwest, 222,926, 
decrease 4. 


The thirteen Shippers’ Advisory Boards said they expected 
an increase in the first quarter of 1943, compared with the 





Revenue Freight Car Loading—Week Ended Saturday, Jan. 2 


Grain and Live 
Grain Prod. Stock Coal 
1943 39,888 11,572 133,850 
ORE), BN PO ooiasav cess crenwonn | to49 32,021 11,018 138,609 
( 1941 26,806 10,187 123,127 
Preceding week Dec. 26 ......... 1942 39,449 11,443 121,331 
Per cent increase over........... 1942 24.6 5.0 
Per cent decrease under......... 1942 3.4 
Per cent increase over........... 1941 48.8 13.6 8.7 


Per cent decrease under........... 1941 
Per cent to 15 year average, 99.8. 


Revenue freight loading in 1942 totaled 42,818,739 cars, 
according to the Association of American Railroads. 

“Although carloadings increased 528,975 cars or only 1.3 
per cent over the preceding year, ton-miles increased nearly 
33 per cent due to heavier loading of cars and the longer haul 
per ton,” said the association. ‘Carloadings were an increase 
of 6,460,885 or 17.8 per cent compared with 1940.” 

Revenue freight loading the week ended Dec. 26 totaled 
591,595 cars, 14,907 or 2.5 per cent below the corresponding 
week of 1941, 46,288 or 8.5 per cent above the corresponding 
week of 1940, and 151,316 or 20.4 per cent below the preceding 
week of 1942. 

The following table on freight car loading was prepared 
by the car service division of the Association of American 
Railroads: 


same period one year ago, in the loading of ten commodities, 
but a decrease in eighteen. The commodities for which they 
Forest Mdse. 
Coke Products Ore L.C.L. Miscellaneous Total 
14,445 26,343 13,558 75,686 305,706 621,048 
13,545 32,660 13,024 123,113 312,544 676,534 
12,153 29,819 12,623 125,101 274,355 614,171 
13,687 31,063 11,882 72,492 290,248 591,595 
6.6 4.1 
19.4 38.5 2.2 32 
18.9 7.4 11.4 11 
12:7 39.5 


expected increases, the estimated loadings and percentages of 
such increases follow: 


Grain, all, 284,760—10.9; cotton seed and products, except oil, 
18,038—22.2; fresh fruits, other than citrus fruits, 33,185—0.3; potatoes, 
66,274—10.5; live stock, 160,088—14.6; coal and coke, 2,286,333—5.7: 
salt, 38,065—3.7; machinery and boilers, 60,777—2.8; fertilizers, all 
kinds, 150,627—8.3; and manufactures and miscellaneous, 1,583,701—18.4. 


Commodities for which decreases were expected, the esti- 
mated loadings and percentages of such decreases follow: 


Flour, meal and other mill products, 212,201—3; hay, straw and 
alfalfa, 23,611—0.7; cotton, 56,627—1.3; citrus fruits, 53,858—7.6; fresh 
vegetables, other than potatoes, 64,726—1.9; poultry and dairy prod- 
ucts, 24,965—7.9; ore (iron and N. O. S.), 66,651—1.4; gravel, sand 
and stone, 365,345—5.7; lumber and forest products, 541,150—6.5; 


a 


Revenue Freight Car Loading—Week Ended Saturday, Dec. 26 


Grain and Live 

Grain Prod. Stock Coal 

1942 39,449 11,443 121,331 

Total all roads Dec. 26.......... 1941 29,386 9,698 112,866 

1940 21,983 8,682 113,618 

Preceding week December 19...... 1942 47,565 15,661 163,525 

Per cent increase Over.........++- 1941 34.2 18.0 7.5 
Per cent decrease under........... 1941 

Per cent increase Over........e+e0: 1940 79.5 31.8 6.8 
Per cent decrease under........... 1940 

1942 2,180,348 744,400 8,361,393 

Cumulative 52 weeks to Dec. 26. J 1941 2,022,609 650,479 7,590,833 

{ 1940 1,834,593 685,282 6,819,614 

Per cent increase over............. 1941 7.8 14.4 10.2 
Per cent decrease under........... 1941 

Per cent increase over............. 1940 18.8 8.6 22.6 


Per cent decrease under........... 


Per cent to 15 year average, 110.6 per cent. 





Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
13,687 31,063 11,882 72,492 290,248 591,595 
13,197 26,485 11,459 123,136 280,275 606,502 
11,719 24,191 10,870 120,346 233,898 545,307 
14,764 41,496 13,855 87,147 358,898 742,911 

3.7 17.3 3.7 3.6 
41.1 25 
16.8 28.4 9.3 24.1 8.5 
39.8 
731,299 2,450,204 3,011,784 5,584,736 19,754,575 42,818,739 
677,449 2,186,999 2,682,325 8,041,503 18,437,567 42,289,764 
548,686 1,799,650 2,148,428 7,679,389 14,842,212 36,357,854 
7.9 12.0 12.3 TA. 1.3 
30.6 
33.3 36.1 40.2 33.1 17.8 
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petroleum and petroleum products, 593,653—4.8; sugar, syrup and mo- 
lasses, 35,486—18.4; iron and steel, 578,325—4.6; cement, 99,375—8.8; 
brick and clay products, 60,810—5.5; lime and plaster, 35,620—10.3; 
agricultural implements and vehicles other than automobiles, 14,848— 


45.4; paper, paperboard and prepared roofing, 119,397—10.7; all canned 
food products, 83,794—5.9. 


Transport Summary and Outlook 


A 28 per cent increase in 1942 over 1941 in the total volume 
of transportation, including commodity and passenger traffic 
showed that the nation’s transportation agencies were doing 
“a remarkable job in the war emergency,” according to a Com- 
merce Department summary. This was a record year-to-year 
gain, the department said. 

Measured by ton-miles, commodity transportation increased 
25 per cent while passenger-miles increased by 45 per cent in 
1942, the department said, adding that there were indications 
there would be even greater performance by every type of 
transport in 1943. It observed that the equipment and man- 
power shortages in the transportation industry, plus rising 
military needs, would leave little room for non-essential trans- 
portation in 1943. 

The department predicted that the railroads would handle 
from 10 to 15 per cent more ton-miles of freight in 1943 than 
they handled in 1942, saying that more goods would be pro- 
duced and shipped this year and that the flow from inland cen- 
ters to the coasts would tend to increase. Civilian passenger 
transport volume in 1943 would depend to an increasing extent 
on the volume of troop movements, it added. 

“Indications are,” it continued, “that both freight and pas- 
senger traffic will soon be at capacity unless the railroads are 
able to get new equipment. Since no additional passenger 
equipment is expected this year, civilian traffic which inter- 
feres with troop movements and the carrying of essential 
freight must be discouraged.” 

The railroads established all-time traffic records in 1942, 
said the department. It said the total of ton-miles of freight 
was one-third above 1941 and almost double the 1935-39 aver- 
age, and that railroad passenger-miles increased by more than 
80 per cent and represented almost 2% times the 1935-39 
average. 

Increase in ton-miles in intercity truck movements in 1942 
above 1941 was 7 per cent, said the department. It is estimated 
that 180,000 women must be trained to offset manpower short- 
ages in the truck industry. Intercity motor bus traffic in- 
creased 50 per cent in 1942 over 1941, it added. It said it was 
probable that bus lines could handle 30 per cent more traffic in 
1943, but that demands probably would be greater. 


Air commodity traffic increased 65 per cent in 1942 over 
1941, in ton-miles flown, the department continued. It said 
this was about 3% times the average freight carried in the 
1935-39 period. It noted a decline in air passenger traffic, say- 
ing this was due to the government’s taking over 40 per cent 
of the airline equipment in May, 1942. Planes were now op- 
erating at capacity in most regions, it said. 

“Total domestic waterborne freight traffic in 1942 showed 
a substantial decline of 28 per cent from 1941, due entirely to 
a sharp reduction in coastal and intercoastal movement,” said 
the department. “In contract, traffic on the internal waterways 
increased to record levels in 1942. In 1943 it is expected to 
move in even larger volume. . .” 


FREIGHT CAR MATERIALS 


The termination date of the regulation controlling prices 
for freight car materials interchanged between freight car 
builders and railroads has been extended from December 31, 
1942, to June 30, 1943, the Office of Price Administration has 
announced. 

Maximum price regulation No. 174 (freight car materials 
sold by car builders), the O. P. A. measure affected, established 
a pricing procedure for railroads and car builders interchanging 
their surplus car materials. 

The interchange of materials was originally stimulated by 
limitation order No. L-97-a-1, issued in April, 1942, by the War 
Production Board, requiring freight car builders to make full 
use of all existing inventories before they could be permitted 
to obtain additional materials. 

_ At the time the price regulation was issued by O. P. A., 
it was believed that the surplus inventories would have been 
used by the end of the year. However, an O. P. A. survey 
Shows that a sufficient interchange will be carried on for some 
time to necessitate the change of the termination date of the 
regulation so as to continue in effect the maximum prices for 
these car materials so interchanged. The extension was con- 


2 ae amendment No. 2 to the regulation effective December 
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Mid-West Board Meeting 


There will be no substantial increase in the volume of 
railroad freight traffic in 1943, according to R. L. Williams, 
chief executive officer, Chicago and North Western Railway. 
He made that statement in a speech prepared for delivery at a 
“Railroad President’s Day” luncheon January 7 at Chicago, 
sponsored jointly by the Mid-West Shippers’ Advisory Board 
and the Traffic Club of Chicago. In his absence, because of 
illness, his speech was read by F. G. Fitzpatrick, chief traffic 
officer of the railroad. There were four reasons for his opinion, 
he said; the fact that the production of steel and lumber had 
been on the basis of 100 per cent for some time, and ‘100 
per cent, when applied to production, is the ultimate;” there 
would probably be no increase in coal production, because there 
had been no coal shortage as yet, and there was little liklihood 
of inducing coal miners to work more than the five days a 
week of their present schedule; construction of war plants had 
reached peak, and more cars and locomotives were needed to 
handle the construction materials for such plants than to handle 
their production over an equal period, and, finally, because 
production of all commodities for civilian consumption, except 
food and food products, was decreasing. 

Despite this view, however, Mr. Williams said he antici- 
pated a car shortage in 1943 unless permits for the building of 
more freight cars were issued by the W. P. B. On the basis of 
conservative figures, he added, between 50,000 and 60,000 cars 
were being retired annually, and that was “almost three times 
the number of cars which have been allotted up to the present 
for 1943.” He said cooperation of shippers in speeding loading 
and unloading of cars and in loading cars more heavily had 
added almost 400,000 cars to the supply in 1942, without which 
the railroads would not have been able to get through that year. 
As to his own line, however, he said it was one of those that 
had “not been overburdened” with traffic at any time since 


the World War started. “In other words,” said he, “we have 
not been filled up.” 


As to passenger transportation, he said he anticipated 
heavy increases in 1943 and “serious inconveniences” for the 
traveling public. This worried him, he said, because “a large 
percentage of the public knows nothing about freight business 
and cares even less,” so that the traveler was like to “yell to 
high heaven” and the public to get the impression that the 
railroads were “falling apart” when passenger accommodations 
became scarce. “Frankly, I have no ideas as to how this situ- 
ation can be improved,” said he. 


Other Rail Heads Speak 


The other speakers were J. L. Beven, president, Illinois 
Central; Ralph Budd, president, Chicago, Burlington and 
Quincy, and H. A. Scandrett, trustee, Chicago, Milwaukee, St. 
Paul and Pacific. Each of them paid tribute to shippers, the 
advisory boards, and the boards’ vigilance committees for the 
help they had given the railroads in their heavy 1942 job, and 
asked for a continuation and intensification of that help in 1943. 

Mr. Beven said that “all the words in the dictionary would 
fall short of doing justice to what the teamwork of railroads 
and shippers has achieved in moving the gigantic business of 
our nation at war.” The railroads had been able to do their 
part of the job, he said, because their plants were in ‘excellent 
physical condition;” they had developed a new high skill in 
operation in ten depression and three war years; they possessed 
“a loyal and enthusiastic and friction-free body of workers;” 
there was “conscientious cooperation of well informed cus- 
tomers,” and “smooth-working working arrangements with the 
governmental users of transportation,’ and because of ‘‘over- 
all planning and coordination through the Association of Ameri- 
can Railroads and the Office of Defense Transportation.” 

Mr. Budd suggested observance by railroads of a deca- 
logue to match that printed in the board’s program. The latter 
urged shippers to load and unload promptly and to load to 
capacity; to order cars properly; to use alternate types of 
cars; to unload completely; to conserve special cars; to “dis- 
miss the five-day week for the duration;” to avoid contamina- 
tion of cars; to observe car service rules, and to “keep ’em 
rolling.” Mr. Budd’s suggestions for the railroads were to 
place loads and remove empties promptly; to keep the highest 
possible percentage of cars in serviceable conditions; to place 
commodity cards on empty closed cars; to make complete 
reports daily at all yards; to employ traveling car agents to 
inform local operating officers of irregularities; to avoid holding 
cars for prospective loadings; to pull and forward loaded cars 
on earliest available trains; to avoid placing high-class cars for 
contaminating loads; to cooperate with shippers in avoiding 
accumulations of cars, and to “keep ’em rolling.” 

He said that, in some respects, the manpower problem was 
the most critical on the railroads. He said he thought it could 
be met by “working more hours and covering more miles .. . 
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without excessively extending the work-week.” He said he 
thought “such arrangements will be worked out amicably and 
voluntarily, an accomplishment that certainly will be a great 
credit to the railway transportation forces.” 

Mr. Scandrett predicted increases in both freight and pas- 
senger traffic in 1943. Much had been done in 1942 in speedier 
loading and unloading and in heavier loading, he said, but 
“some further gains in these directions” were possible. Author- 
izations for new equipment were not sufficiently high, he said, 
adding that there was “going to be tough sledding—very 
tough.” The railroads, however, he added, were not admitting 
that they were licked. 

“We are going to give it everything we have and railroad 
as we have never railroaded before, and in the end it will be 
found that we did not do too badly.” 

Lee Quasey, commerce counsel, National Live Stock Ship- 
pers’ Association, chairman of the public affairs committee of 
the Traffic Club of Chicago, presided at the dinner. F. A. 
Schleifer, traffic manager, Franklin County Coal Corporation, 


general chairman of the Mid-West Board, introduced the 
speakers. 


Business Meeting 


Mr. Schleifer presided at the business meeting of the board, 
and was reelected general chairman. H. W. Gehrke, manager, 
transportation department, Milwaukee Association of Com- 
merce, was reelected alternate general chairman, and Irving 
M. Peters, traffic manager, Corn Products Refining Company, 
general secretary. 

Secretary Peters read the report of the executive commit- 
tee, which recommended approval of a resolution adopted at the 
annual meeting of the National Association of Shippers’ Ad- 
visory Boards last October (see Traffic World, October 24, 
1942, p. 969). The resolution expressed confidence in the ability 
of the railroads to carry through their war task under private 
management; pledged continued shipper support to the rail- 
roads, and recommended allocation by the W. P. B. of mate- 
ials to build sufficient new cars and motive power to meet the 
railroads’ requirements. The report was adopted. 

None of the other reports required affirmative action. 
Charles W. Stadell, traffic manager, Illinois Coal Traffic 
Bureau, chairman of the legislative committee, said there was 
prospect of an attempt in the new Congress to make more 
stringent the rate provisions of the anti-inflation law. He said 
the committee would watch that matter and recommend appro- 
priate action if and when there were developments. 

A. H. Schwietert, traffic director, Chicago Association of 
Commerce, general chairman, car vigilance committee, reported 
progress. He said the board now had in operation 57 such 
committees with a total membership of 926, and read figures 
to show how the work of the committees had aided in reducing 
car detention by shippers and receivers. 

M. L. Pieper, traffic director, Springfield, Ill., Chamber of 
Commerce, as chairman of the committee on complete unload- 
ing of cars, said there had been complaints of only 161 not 
thoroughly cleaned cars made to his committee in the last 
quarter of 1942. In each case, he said, the committee obtained 
from the receiver a promise to mend his practices. 

C. H. Dietrich, executive vice-chairman, freight claim divi- 
sion, A. A. R., spoke on the plans for the 1943 April Perfect 
Shipping Month. He said restrictions on travel made it neces- 
sary to plan on only local meetings but that there was to be a 
more intensive effort to tie the various departments of indi- 
vidual railroads in the campaign. The campaign ought to take 
on added imnvortance this year he said, because of the increase 
in freight claims, both in total amount and in relation to 
freight revenue, and because much of the damaged freight was 
vital war material. 

L. M. Betts, manager, railroad relations section, car service 
division, A. A. R., reported on national transportation condi- 
tions, speaking confidently of the ability of the railroads to 
carry the 1943 traffic with the continued help of the shippers. 

George M. Shafer, traffic manager, Weyerhaeuser Sales 
Company, president of the National Association of Shippers’ 
Advisory Board, spoke briefly, saying that, but for the coopera- 
tion of shippers in complying with O. D. T. general order No. 
18, there would have been a shortage of at least 200,000 cars 
late in 1942. He asserted that government departments in 
Washington, by increasing personnel at the present time, were 
adding to the manpower problem in transportation. As to 
Perfect Shipping Month, he said he hoped that in 1943 the 
railroads would avoid “just a little of the complacency” they 
seemed to him to have shown in earlier campaigns. 


Keiser on Routing 


F. S. Keiser, associate director, division of railway trans- 
port, O. D. T., warned shippers that they would have to reform 
their routing practices if they wanted to preserve the right to 
route their own freight. American business, with the finest 
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transportation system in the world available to it, he said, had 
made “the most profligate use of transportation of any busi- 
ness in the world.” It continued to “squander” transportation 
in 1942, but that could not be permitted in 1943, said he. Cross- 
hauling and circuitous routing would have to be stopped volun- 
tarily, or compulsory routing would come “just as certain as 
tomorrow is coming,” he said. There would also have to be a 
curtailment in railroad freight soliciting activities because, 
under present conditions, “soliciting forces of the railroads 
could be utilized in much more needed avenues of rail trans- 
portation work than that of soliciting freight,” he said, con- 
tinuing: 


Certain it is that the practice of shippers in listening to the pleas 
of affable solicitors—and as a consequence routing freight all around 
Robin Hood’s barn, with its consequent squandering of transportation— 
must be curtailed. You should curtail it while you yet have the power— 
and as distasteful as the job is to have to tell you, my duty forces me 
to frankly state to you that unless you voluntarily do this, it not only 
will be done for you but it will undoubtedly be done in a manner far 
more distasteful to you than would be the case if you had done it 
yourselves. 

Coming again to cross-hauling, there is scarcely a commodity manu- 
factured in one section of the United States that is not manufactured in 
another section of the United States. Heretofore, all of these manufac- 
turing points, irrespective of their location with reference to the con- 
sumer, have simply taken up the freight slack and invaded the 
consumer’s territory. This is the way American business was built up; 
it is healthy, it is competition—and competition normally is the life- 
blood of trade. This very fact in itself has been one of the controlling 
reasons—if not the controlling reason—why American business has been 
blessed with the finest transportation system under the sun, but it’s 
no good now. We have a war to win and in order to win the war we 
have to make our transportation plants stand up. If we don’t do it, 
we will be, inside of twelve months, in exactly the same position 
Hitler is in today. We simply must stop this widespread cross-hauling 
and the only people that can stop this cross-hauling without severe 
damage to their business are the people who are indulging in it. I 
believe, as firmly as I believe I am living, that, if operating through 
your trade associations, you shippers get together and made an alloca- 
tion of your distributive areas for the duration of the war, you can 
reduce your transportation requirements 25 per cent and not lose a 
dollar’s worth of business by so doing. Likewise, tt seems to me that 
no better avenue for such a campaign could be found than the shippers’ 
advisory boards. You should get commodity committees working 
through their trade associations along this line and do it at once. 
Likewise, don’t just do it and not report what you are doing. Every 
commodity shipper associated with the regional advisory boards should 
be working through their trade associations to see what can be done 
to cut their transportation needs to a positive minimum, and a full 
report on their activities should be made to the Office of Defense 
Transportation. How much better would it be for you to do it than 
for you to face a hard and fast order issued from Washington. No 
man, in realigning his own business, would legislate himself out of 
business. He would accomplish the same results—namely, saving trans- 
portation—by making the necessary changes in places where it would 
not do his business any damage, but if an order came out from Wash- 
ington, such an order, by its very nature, could not give much consider- 
ation to the effect that such an order would have on each and every 
business in the country. 


In response to questions from the floor, Mr. Keiser said 
the war and navy departments were, perhaps, guilty of caus- 
ing cross-hauls in transportation of freight, and agreed to sug- 
gestions that he recommend to his superiors in Washington that 
steps be taken to curtail it. 





PASSENGER TRAFFIC STATISTICS 


Revenue passengers carried by Class I steam railways, 
exclusive of switching and terminal companies, for September, 
1942, as compared with September, 1941, increased 74.7 per cent 
in coaches and 144.1 per cent in parlor and sleeping cars and 
the revenues thereon increased 138.6 per cent and 172.7 per 
cent, respectively, according to a compilation by the Com- 
mission’s Bureau of Transport Economics and Statistics of 
= traffic statistics, other than commutation, statement 

For the nine months ended with September, 1942, as com- 
pared with the corresponding period of 1941, revenue passengers 
carried increased 44.5 per cent in coaches and 79.3 per cent in 
parlor and sleeping cars and the revenues resulted in percentage 
increases of 85.3 and 92.8, respectively. 

For September, 1942, as against September, 1941, revenue 
passengers carried increased from 19,836,025 to 34,644,100 in 
coaches and from 1,850,833 to 4,518,470 in parlor and sleeping 
cars. For the comparative periods the passenger revenue 
jumped from $23,797,572 to $56,791,151 in coaches and from 
$16,089,141 to $43,874,504 in parlor and sleeping cars. Revenue 
passengers carried one mile for September, 1942, totaled 
3,225,987,225 in coaches and 1,877,760,150 in parlor and sleeping 
cars as compared with 1,453,408,018 and 720,504,764, respect- 
ively, for September, 1941. 

For the nine months ended with September, 1942, as com- 
pared with the corresponding period of 1941, revenue passengers 
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carried rose from 170,505,095 to 246,296,355 in coaches and 
from 17,971,704 to 32,229,861 in parlor and sleeping cars while 
passenger revenues advanced from $192,433,202 to $356,575,591 
in coaches and from $154,935,129 to $298,732,423 in parlor and 
sleeping cars. Revenue passengers carried one mile for the 
nine months ended with September, 1942, totaled 20,242,299,735 
in coaches and 12,400,630,787 in parlor and sleeping cars as 
compared with 11,743,981,794 and 6,792,666,831, respectively, 
for the like period of 1941. 


Transport Statistics Comment 


The year’s net income for 1942 for Class I steam railways, 
after all taxes, rents, and interest, “may exceed $950,000,000 
but will hardly reach a billion,” says the Commission’s Bureau 
of Transport Economics and Statistics in its monthly comment 
on transportation statistics. On the basis of returns through 
September, and estimated returns for October, the bureau said 
a month ago that it was “not improbable that the net income 
: oa exceed $1,000,000,000.” (See Traffic World, Dec. 12, 
p. . 

Freight revenue earned in November, said the bureau, 
$534.7 millions, was less than the $587.6 millions reported for 
October, and added the observation that a seasonal factor was 
present even in war time. The decline from October to Novem- 
ber, the bureau said, was less than in proportion to the number 
of working days. It pointed out, also, that although November 
passenger revenues were usually somewhat under those of 
October, “this year the amounts were the same in round num- 
bers, $108,000,000.” For the twelve months ended with Novem- 
ber, the bureau said, freight revenues reached a total of $5,802 
millions, passenger revenue nearly $963 millions, and total 
revenues nearly $7,243 millions. 

In commenting on operating revenues and expenses, the 
bureau said that the monthly reports of the carriers did not 
contain any series of figures showing the extent to which 
materials were applied in maintenance work, and that it could 
not definitely be said to what extent the net revenues were 
overstated because of inadequate maintenance. The bureau 
referred to the order of the Commission, adopted in June, under 
which steam railroads were permitted to include in their 
operating expenses, when so authorized by the Commission, 
charges representing the cost of deferred repairs. From July 
through November, said the bureau, only nine steam railways 
used this accounting, the total charges for the seven months 
amounting to $2,439,101. 

“Deterring factors,” said the bureau, “are the requirement 
to set aside cash, the necessity of showing that the specific work 
can not be done because of shortage of labor or material, and 
the fact that the sums so charged are not recognized as deduc- 
tions for income tax purposes.” 

The bureau said that in spite of reduced freight train speeds 
in 1942 the efficiency of freight train performance as measured 
by gross ton-miles a train-hour continued to show gains over 
preceding years, the figures for October, 1942, showing a 
greater gain over October, 1941, than the latter showed over 
October, 1940. The bureau added that the decline in average 
train speed from October, 1940, to October, 1942, of 7.3 per 
cent (from 16.4 to 15.2 miles an hour) was accompanied by an 
increase of 2.3 per cent in gross ton-miles a train-hour. 

As a result of more cars to the train, and heavier car load- 
ings, net ton-miles a train-mile increased during the same two- 
year interval from 881 to 1,101, or 25 per cent, said the bureau, 
adding that this compared with an increase in gross ton-miles 
a train-mile of 11.6 per cent. 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train 
service of Class I steam railways, including switching and 
terminal companies, was $37,779,242 for October, 1942, as com- 
pared with $30,198,715 for October, 1941, according to a com- 
pilation by the Commission’s Bureau of Transport Economics 
and Statistics, statement M-230. For the ten months ended 
with October, 1942, the cost was $335,761,204 as against $265,- 
502,160 for the corresponding period of 1941. 


ATLANTIC SHIPPERS’ BOARD MEETING 


The Atlantic States Shippers’ Advisory Board will hold its 
annual meeting at the Hotel Astor, New York City, January 14. 
There will be a luncheon session, sponsored by the Traffic Club 
of New York, at which J. M. Fitzgerald, vice-chairman, Eastern 
Railroads’ Committe on Public Relations, will speak on “Where 
Do We Go from Here?” 

C. J. Goodyear, general chairman of the board, will preside 
at the business session, at which there will be reports from com- 
modity carloading committees and from other standing and 
special committees. Officers will be elected. The speakers 
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will include M. J. Gormley, executive assistant, Association of 
American Railroads, on the national transportation situation, 
and O. C. Castle, associate director, division of railway trans- 
portation, Office of Defense Transportation, on O. D. T. general 
order No. 18. A. P. Stevens, district manager, car service 
division, A. A. R., will make a report. A number of the board's 
committees will hold meetings at the Hotel Astor, January 13, 
the day before the general meeting. 


Truck Trafiie in 1942 


Volume of truck hauling on main rural highways in 1942 
was substantially the same as in 1940, despite restrictions im- 
posed last year on truck operation to conserve vehicles, tires 
and gasoline, the Public Roads Administration of the Federal 
Works Agency announced January 5. 

In 1942, it said, trucks hauled an estimated 46 billion ton- 
miles of freight on main rural roads, compared with 46.7 billion 
in the more normal year 1940. 

“A large, but undetermined, amount of the 1942 volume 
was traffic of war industries and it was the urgent war need 
for highway transport which prevented any substantial reduc- 
tion in the total truck hauling last year despite motor vehicle 
restrictions,” said the agency, adding: 


Heavier loads were possible because of increased use of ‘‘combina- 
tion’ outfits. Equipped with 3 to 7. axles, dual wheels, and 10 to 26 
tires to keep loads within legal limits, these tractor-truck, semi- 
trailer, and trailer combinations haul pay loads up to 25 tons or more 
and weight up to 42 tons loaded. Traffic of truck combinations has 
been increasing since 1936. 

Combination outfits carried about 29.2 billion ton-miles in 1942, 
compared with 23.5 in 1940. Their 1942 tonnage movement was about 
74 per cent greater than that of single-unit trucks, whereas in 1940 
they carried about the same ton-miles as single units. 

Combination outfits are especially numerous in the west. This in 
part explains: why ton-miles of load carried by trucks in the Pacific 
region was about 22 per cent greater in 1942 than in 1940, but in the 
country as a whole was slightly less in 1942 than in 1940. 

One feature of truck traffic observed last year was the heavier 
loads of loaded trucks. Another characteristic was the larger per- 
centage of both single units and combinations running empty, com- 
pared with 1940. Trucks carrying workmen to war plants were ob- 
served, and, since they did not carry commodities, were recorded as 
empty. Many single-unit trucks in 1942 may have been used in place 
of passenger cars. But the empty runs of combinations were probably 
principally to inability to obtain return loads from construction jobs, 
military establishments, etc. 


Axle loads in excess of 18,000 pounds, which tend to damage road 
surfaces and are illegal in 35 states, were nearly three times as 
numerous in 1942 as in the period 1936-40. 


Rogers on Truck Problems 


The Trucking industry held its own in 1942 despite great 
difficulties, but faced far more serious problems in 1943, said 
John L. Rogers, director of the motor transport division, O. 
D. T., and member of the Commission, in a talk prepared for 
delivery, January 7, at a motor transportation night meeting 
of the Junior Traffic Club of Chicago. Mr. Rogers was unable 
to attend the meeting, and his talk was read by W. Y. Blan- 
ning, director of the Commission’s bureau of motor carriers. 
More than 600 persons attended the meeting. 

Truckers would not only continue in 1943 to face the tire 
shortage problem, as in 1942, but would face “a new and per- 
haps even more serious combination of problems,” chiefly those of 
manpower, parts, and vehicle shortages. Truckers generally had 
indicated their awareness of the need to eliminate unnecessary 
services in order to save equipment and manpower, he said, 
adding that operators who depended on “some miracle rather 
than their own efforts” to keep operating were “heading for 
trouble.” 

The chief problem to be faced, he said, was that of man- 
power, particularly a shortage of mechanics. Older men who 
formerly were mechanics and had gone into other, usually 
easier work, should be reemployed, and men not subject to call 
for armed service because of minor physical defects, as well as 
women, should be trained as mechanics, said he. He urged that 
private garages voluntarily ration their facilities and mechanics’ 
time so as to give precedence to essential transport vehicles. 

The parts shortage was acute and might become worse 
before it was relieved, but it was believed that a decided im- 
provement in that matter would take place later in the year 
because of the O. D. T. plan to obtain a speed-up in produc- 
tion of parts. Such production would be “carefully trimmed 
to actual requirements,’ however, he warned. 

He said there had been some local-tie-ups in 1942 caused 
by equipment shortage, but there had been no serious overall 
truck shortage. A serious tie-up, he continued, had not devel- 
oped for several reasons—there had been, when the war started, 
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a total national truck supply of 4,838,378 vehicles, the largest 
number in the history of the industry; replacements had not 
altogether been shut off, some vehicles remaining in dealers’ 
hands for rationing where most needed; non-essential services 
had been reduced or eliminated, and maintenance and operating 
efficiency had improved. Truckers would be called on to handle 
even greater tonnages in 1943, which would necessitate further 
mileage reductions, he warned, adding that ‘‘we look chiefly 
to the formation of more joint action plans for the additional 
saving needed to put the trucking industry over the top.” 

The truckers had, in 1942, failed in two respects, he said. 
They had failed to provide equal service to all shippers and to 
cooperate with each other in pooling facilities. On these points, 
he said: 


There is a very strong tendency on the part of many common 
carriers to forget their duties to the general shipping public, by select- 
ing certain types of freight which have exceptionally good storing 
and revenue-yielding qualities. This trait can be traced back to the 
very inception of motor freight transportation, as all carriers have 
been prone to single out certain accounts for solicitation. Despite their 
definite obligations under the interstate commerce act to perform a 
common carrier service and to serve all shippers alike, this policy has 
been continued and many so-called common carriers actually operate 
as contract carriers because they confine their operations to certain 
select shippers and refuse to handle freight from all shippers alike. 
The practice may be partially attributed to the type of rates filed by 
the motor carriers. In some sections, the rate level is competitive to 
a marked degree, as a result of which many ratings are in force on 
bulky and fragile commodities which the carriers do not believe com- 
pensate them for their service. This can be corrected, however, by 
filing compensatory rates on these commodities to cover truck service 
so that the carrier will be assured of adequate revenue. If the motor 
carrier has committed himself to a competitive rate policy to such an 
extent that he preserves non-compensatory rates then he should be 
willing to accept the situation and not refuse to handle such ship- 
ments. 

There is another condition in the for-hire trucking industry which 
retards the accomplishment of pooling and consolidation of facilities 
and that is distrust and jealousy between carriers. It is impossible 
to effect pooling arrangements between major lines when such an 
attitude exists, and this feeling must be broken down either by volun- 
tary action on the part of the industry or by compulsory action by the 
government. It is a childish something the operators themselves should 
not tolerate and certainly retards the fulfilling of the truckers’ war-time 
obligations to our country. 


MAXIMUM LOADING OF STEEL 


Considerable transportation savings have been effected by 
the steel industry as a result of the issuance of O. D. T. order 
No. 18, requiring maximum loading of freight cars, says H. G. 
Batcheller, director of the W. P. B. steel division. 

“A survey of actual shipping conditions, just completed, 
shows a reduction of more than 10,000 freight cars a month, 
representing a reduction of at least 3,000,000 freight car miles 
monthly,” said he. 

He said that this saving had been achieved despite the in- 
creased production of steel products being shipped. 

“The steel industry is cooperating with a newly established 
transportation section of the steel division to make transporta- 
tion savings,” said he. “The section works closely with O. D. T. 
through the W. P. B. division of stockpiling and transportation.” 


THE PRESIDENT’S MESSAGE 


President Roosevelt in his message to the Seventy-eighth 
Congress, Jan. 7, commended transportation agencies for their 
part in the war effort. Said he: 

As spokesman for the United States government, you and I take 
off our hats to those responsible for our American production—to the 
owners, managers and supervisors, to the draftsmen and engineers, to 
the workers—men and women—in factories and arsenals and shipyards 
and mines and mills and forests and railroads and highways. 


Though 1942 airplaine production fell short of the goal 
set a year ago, said the President, there was plenty of reason 
to be proud of the 1942 record. 

“We produced about 48,000 military planes—more than the 
airplane production of Germany, Italy and Japan put together,” 
said he. “Last month, December, we produced 5,500 military 
planes and the rate is rapidly rising. Furthermore, as each 
month passes by, the averages of our types weigh more, take 
more man-hours to make, and have more striking power.” 

“Even today,” said the President at another point in his 
address, ‘“‘we are flying as much lend-lease material into China 
as ever traversed the Burma Road, flying it over mountains 


seventeen thousand feet high, flying blind through sleet and 
snow.” 


ROLLING STOCK ADDITIONS 


Class I railroads put 61,220 new freight cars in service in 
the first eleven months of 1942, according to complete reports 
for that period announced by the Association of American 
Railroads. 
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Of the total number installed in the first eleven months 
this year there were 34,359 box, 22,237 coal, 2,487 flat, 631 
refrigerator, 100 stock, and 1,406 miscellaneous freight cars. 

New freight cars on order on Dec. 1, 1942, total 28,108, 
compared with 76,942 on the same ‘day last year. Class I rail- 
roads had on order on December 1, this year, 8,159 box, 
17,249 coal, 1,495 flat, 800 refrigerator, 200 stock, and 205 
miscellaneous freight cars. 

Railroads in the first eleven months of 1942 installed 668 
locomotives of which 273 were steam and 395 were electric and 
Diesel. In the same period last year they put 557 new loco- 
motives in service of which 136 were steam and 421 were 
electric and Diesel. 

New locomotives on order on Dec. 1, 1942, totaled 894 
which included 369 steam and 525 electric and Diesel. On De- 
cember 1, last year, they had 572 new locomotives on order, 
including 281 steam and 291 new electric and Diesel. 


N. Y. LIGHTERAGE POOLING OPPOSED 


The joint railroad and steamship committee of the Mari- 
time Association of the Port of New York has issued a report 
opposing the proposal of the Port of New York Authority for 
the formation of a pool of railroad lighterage facilities in the 
New York Harbor area. The proposal is for the formation of 
a union boat holding corporation to unify lighter operations 
and thus bring about heavier loading of the boats. The com- 
mittee report said that, undoubtedly, the Port Authority plan 
also contemplated the pooling of privately owned and com- 
mercial lighterage, which constituted a great part of the total 
area equipment. Only ten per cent of the lighterage was to 
and from steamers, it said, adding that the bulk of the opera- 
tions were extensions of railroads service to freight stations, 
industries and steamship lines. As such, it added, the opera- 
tions were in the nature of railroad terminal services and had 
to be operated on schedules as parts of through hauls. 

There was no pressing need for the pooling arrangements 
so far as export lighter operations were concerned, it said, 
because that work was being carried on efficiently under co- 
operative action brought about by the committee in the last 
two years. If anything additional was needed, the report said, 
it could well be left to the “practical operating men who are 
on the job every day and who know their jobs.” 

The report will be the subject of discussion by the Pert 
Authority and at the next meeting of the Shippers’ Conference 
of Greater New York, January 13. 


Taxes and Transportation 


Because trade practices in the pulp and paper and paper- 
board industries cause uncertainty as to how the 3 per cent 
property transportation tax, effective December 1, is to be 
handled, the Office of Price Administration has announced rules 
for manufacturers to follow. 


In issuing supplementary order No. 31 in November, 
O. P. A. laid down the rule that this tax must be considered 
as a freight rate increase rather than as a tax for which a 
charge may be made in addition to the maximum price of the 
product being sold. As such it has to be absorbed by the seller 
on a “delivered price” basis and by the buyer of an “f. o. b. 
producers’ establishment” basis. There were some specific 
exceptions to this general rule. 


Pulp, paper and paperboard manufacturers, said O. P. A., 
should be guided by these rules: 


1. Standard newsprint is exempted from the supplementary order 
and manufacturers of this product may pass on this transportation tax 
to the purchaser. 

2. Manufacturers of the grades of woodpulp listed and defined in 
maximum price regulation No. 114 must absorb the 3 per cent tax until 
the amount of the freight bill including the tax is greater than the 
appropriate freight allowance. When, however, the freight involved 
including the tax exceeds the appropriate freight allowance, the excess 
over this amount may be passed on to the customer. Manufacturers of 
special grades of woodpulp who are in doubt as to how the tax should 
be handled should communicate with the Office of Price Administration 
in Washington, D. C. 

3. Manufacturers of paper and paper products including paper- 
board whose maximum prices are established by price regulations other 
than the general maximum price regulation and who are required to 
absorb specific dollar amounts of freight thereunder must as in the 
case of woodpulp continue to absorb the specific allowance including 
the tax as part of the freight but may pass on any excess to the 
customer. 

4. Manufacturers of paper and paper products, for which maximum 
prices are established by the general maximum price regulation, in all 
cases where they have customarily allowed freight must continue to 
absorb the same proportion of the total freight involved, of which the 
tax must be considered a part. This rule applies whether the manu- 
facturer customarily allowed full freight as specific dollar amount, 


carload rate of freight, or any proportion of the actual freight what- 
soever, 
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January 9, 1943 


Petroleum Transportation 


Six railroad presidents and J. J. Pelley, president of the 
Association of American Railroads, participated, at the invita- 
tion of Economic Stabilization Director Byrnes, in a conference 
December 29 at Mr. Byrnes’ office in the new White House office 
wing to discuss possibilities of increasing the movement of 
petroleum and its products to the 17 eastern seaboard states 


constituting district No. 1 on the map used by the petroleum 
industry. 


The railroad presidents who attended the conference were: 
M. W. Clement, of the Pennsylvania; F. E. Williamson, of the 
New York Central; E. E. Norris, of the Southern; J. L. Beven, 
of the Illinois Central; J. M. Kurn, of the St. Louis-San Fran- 
cisco, and L. W. Baldwin, of the Missouri Pacific. Government 
agency heads present were: Mr. Byrnes, Petroleum Admin- 
istrator Ickes, Director Eastman of the Office of Defense Trans- 
portation, and Price Administrator Henderson. 


Immediately preceding the conference, the railroad execu- 
tives met briefly with President Roosevelt. 


Later in the day, at his press conference, President Roose- 
velt said that he had told the railroad executives that he was 
sure they would do everything they possibly could to step up 
the oil movement to the east. He said he thought they were 
doing an awfully good job, but that they could do better. 


After the conference, Director Byrnes said that maintenance 
of the present pace of the transportation of oil and gasoline to 
the Atlantic seaboard was the best that could be hoped for. 
He added that the railroads offered the only hope of providing 
any immediate improvement in the oil movement and that they 
were doing all they possibly could to bring about such improve- 
ment. The railroad executives had told him, he said, that unless 
severely cold weather interfered, the volume of oil shipments 
in January could be increased above the December total, but, 
he added, military needs for petroleum products were increasing 
and probably would continue to increase. In view of that 
probability, he said, no definite assurance could be offered that 
the present supply for civilian uses in the east coast area could 
be maintained in 1943. He indicated that completion of the 
24-inch pipeline between Longview, Tex., and Norris City, IIl., 
expected about February 1, would help to supply military 
needs on the east coast but would not mean more petroleum 
products for civilians: Ocean-going tankers were all needed 
for transporting oil to military and naval bases overseas, he 
said. This, he declared, meant that railroads and rail tank 
cars provided the only prospect for relief from the immediate 
situation. Pointing to the growth of the rail tank car move- 
ment of oil since Pearl Harbor, he said that the railroads had 
done “a magnificent job.” 


The railroads were planning two steps to accelerate the 
tank car movement, and on the success of their efforts in those 
directions rested the greatest hope for improving the situation, 
he said. Those steps, he added, were (1) facilitating the unload- 
ing of tank cars at their destinations, and (2) rerouting trains 
wherever possible so as to avoid congested traffic. He indi- 
cated that rerouting would go into effect in a few days. 


Use of box cars carrying drums of oil afforded some hope 
of relief, he said. Since most metal drums were controlled by 
the army and navy, he added, he planned to investigate the 
possibility of the armed services using their drums to transport 
their own oil so that tank cars to transport oil for civilian 
use might be released. There was also a possibility, he con- 
tinued, that additional oil might be transported with the use 
of box cars lined with ‘‘mareng cell and soldine flexitank” 
material made from canvas and synthetic rubber. He said the 
railroads had agreed to have 200 box cars lined with such 
material, and that this work might be completed in a month. 

Oil shipments by tank car to the east coast area the week 
ended Dec. 26 averaged 700,827 barrels a day, a decrease of 
43,196 barrels a day compared with the preceding week, accord- 
ing to the Petroleum Administration for War. Severe weather 
and flood conditions were causes of the reduction, it was said. 

An unpredictable delay in completion of the Texas-Illinois 
leg of the 24-inch War Emergency Pipeline was encountered 
when high water washed out a major section of the partially 
— Mississippi River crossing of the pipeline early 

ec. 29. 

This will necessitate readjustment in the forecast of avail- 
able petroleum supplies for east coast consumption the latter 
part of February, as it was anticipated that, by that time, “big 
inch” deliveries at Norris City would have permitted a substan- 
tial increase in pipeline and tank car transshipment deliveries 
from that terminal, according to P. A. W. 

Severe weather conditions likewise impeded but did not 
stop construction work on the 857-mile eastward extension of 
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the War Emergency Pipeline from Norris City to eastern ter- 
minals at New York and Philadelphia. 


Eastman Testifies 


Director Eastman, of the O.D.T., testifying on Jan. 4 before 
the Senate’s special committee investigating the eastern sea- 
board petroleum situation, said he had been informed that day 
by J. J. Pelley, president of the Association of American Rail- 
roads, that the railroads had spent $10,000,000 for improvement 
of their facilities for handling the petroleum shipments to the 
east. Most of that amount had been spent for repairs, he said. 
Mr. Eastman added that it was his opinion that the federal 
government should bear that cost, since the facilities improved 
would serve no necessary purpose after the war when tankers 
again would haul the oil. The cost of the improvements had 
been caused by the war, he averred. 

Mr. Eastman, in the course of a discussion of the work 
that the O.D.T. had done to accelerate the flow of oil to the 
Atlantic seaboard, said he had recommended, in February, 
1942, to the War Production Board, that construction of 20,000 
new tank cars be authorized. He said the recommendation had 
not been acted on. Now, he stated, Chairman Nelson, of the 
W.P.B., had asked him to make a report by Jan. 15 on a survey 
of tank car equipment needs. He added that there was a 
conflict, in the allocation of steel by W.P.B., between require- 
ments for pipelines and those for tank cars. 

In discussing an experimental program adopted by the rail- 
roads for lining steel box cars with materials that would fit 
them for transportation of oil, as outlined by Stabilization 
Director Byrnes after the conference with railroad presidents, 
Mr. Eastman observed that there was a possibility also of 
increasing the use of box cars to haul oil in drums. He said 
F. E. Williamson, president of the New York Central, had told 
him that 13 per cent of the shipments of petroleum were in 
drums in box cars. As to the use of new types of “cells” for 
lining box cars, Mr. Eastman said the railroads probably could 
spare a few thousand box cars for conversion to petroleum 
hauling if the experimental program, involving a total of 200 
cars, proved successful. He reported that the W.P.B. had 
authorized construction of 392 tank trucks and soon would 
authorize production of an additional 500 tank trucks. These 
500 tank trucks, the committee was told, would probably re- 
lease about 4,000 tank cars for long-haul service. 


Senator O’Daniel, of Texas, noted that an expenditure of 
$80,000,000 for a pipeline would result in bringing only 250,000 
barrels of petroleum a day to the east, whereas the railroads, 
by spending $10,000,000, had increased their deliveries to the 
east from a pre-war average of about 5,000 barrels a day to 
a present average of about 750,000 barrels a day. Mr. Eastman 
pointed out that the railroads already had the rolling stock 
when they began the heavy-volume oil movement. 


Others who testified before the committee, headed by 
Senator Maloney, of Connecticut, were Petroleum Administrator 
Ickes, Price Administrator Henderson, Rubber Director Jeffers, 
and Admiral Land, chairman of the War Shipping Administra- 
tion. 

Mr. Ickes said that, to assure ample petroleum supplies for 
military and civilian needs in the east, there might be a need 
for “a third pipeline” from the Texas oilfields, in addition to 
the 24-inch line now under construction and a somewhat smaller 
line projected to parallel the 24-inch line. As to barge trans- 
portation of oil, he said there were no “extra” barges now for 
which there was any available power. The effect of the new 
barge and tugboat construction program recently authorized 
by the War Production Board, he said, would not be felt until 
in the fall of 1943. With this new equipment in operation, the 
barge movement of oil to the east would be increased from 
132,000 barrels a day to about 200,000 barrels a day, he said. 


Mr. Henderson, in describing difficulties connected with 
the rationing of gasoline and fuel oil, said there was great 
reluctance to give the O.P.A. information about rationing viola- 
tions. People were more indifferent to their legal behavior with 
respect to gasoline than with respect to any other rationed 
commodity, he said. He reported that in the District of Colum- 
bia, in November, 1942, despite a heavy increase in population 
within the preceding year, there had been a 50 per cent reduc- 
tion in gasoline tax receipts, compared with the receipts for 
November, 1941. The fuel oil curtailment in the 17 eastern 
states had been about 33 1/3 per cent, the gasoline curtailment 
about 60 per cent, he said. 

The immediate causes of the shutdown in gasoline sales 
Dec. 18, he said, were military withdrawals, heavy demands on 
railroad facilities for Christmas travel and for troop move- 
ments, and sudden cold weather. He said he had seen reports 
of the New York Central and the Pennsylvania on the traffic 
they handled and that after seeing those reports he felt great 
admiration for the railroads. As to rationing of gasoline for 
trucks, Mr. Henderson said that matter had to be viewed as 
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a responsibility to maintain transportation ‘‘without which the 
war effort bogs down.” 

Rubber Director Jeffers said he had written to Director 
Eastman and Price Administrator Henderson asking that 
farmers be relieved of gasoline rationing restrictions until 
April 1, at which time a simplified rationing form for use by 
farmers would be ready for use. 

Mr. Eastman said Mr. Jeffers’ recommendation for lifting 
of gasoline restrictions for farm trucks, pending issuance of a 
simplified farm gasoline rationing form covering fuel allot- 
ments for various farm vehicle and machinery uses, would 
receive “the most careful consideration.” Mr. Jeffers said he 
had become convinced, in the course of a recent trip to the 
midwest, that farmers ought not to be hampered by unduly 
severe gasoline limitations because it was clear that ‘food 
production is war production.” 

However, said Mr. Eastman, it was just as necessary for 
the farmer as for anyone else to save all the tire mileage he 
possibly could, and the O.D.T. felt that farmers could effect 
greater savings in that respect. 

Mr. Eastman’s statement concerning efforts of the O.D.T. 
to obtain W.P.B. authorization of new tank car construction 
came after Mr. Ickes had testified that deterioration of the 
tank cars now in use might result in a serious decline in the 
rail movement of oil to the east next summer. Mr. Eastman 
said the railroad had found that it was not safe to run the 
tank cars at speeds above 40 miles an hour. He said an estimate 
by Major J. R. Parten, transportation specialist in the 
Petroleum Administration for War, that the pace of round- 
trip tank car movements averaged about 16 miles an hour was 
probably correct, allowing for time spent in loading and un- 
loading and in switching operations. 

Admiral Land gave support to statements by Mr. Ickes and 
Mr. Henderson that the gasoline and fuel oil rationing program 
would probably be tightened before any relaxation of the 
restrictions could be expected. The war shipping administrator 
said that for several months there would not be sufficient deep- 
water shipping of oil to Atlantic ports to meet fully the oil 
shipping needs of the armed forces and their other ocean 
shipping requirements as well. He said that for the next 12 
months, at least, it would not be possible to provide relief to 
“the civilian economy” through the use of ocean-going tank 
ships without serious interference with the war effort. 

Mr. Henderson, describing himself as ‘‘an outbound ad- 
ministrator,” said the things he regretted were the occasions 
on which he had not been “tough” enough. 

“If I ever had it to do over again, and God forbid, I would 
be harder and tougher, until they cut me down,” he said. 


He indicated that there was evidence that gasoline boot- 
legging had created a substantial leak in the gasoline rationing 
program. 

The Office of War Information made public a letter by 
Governor Jones, of Louisiana, to the Louisiana O.P.A. admin- 
istrator, and a reply by Price Administrator Henderson to 
Governor Jones’ allegation that “eastern interests’ had im- 
posed gasoline rationing “in the states of plentiful gasoline” 
and to his plea for greater allowances of gasoline per capita 
in Louisiana than in any other state because of its agricultural 
status. Mr. Henderson said Governor Jones had chosen to 
ignore the purpose of nationwide gasoline rationing, the con- 
servation of rubber; that the governor’s letter encouraged 
violation of the rationing regulations, and that, unless the 
governor had knowledge of a yet undisclosed source of rubber, 
his letter could be regarded only as ‘a tragic disservice to the 
people” of Louisiana “and to their sons who are fighting 
abroad.” 

Kendall Appears 


W. C. Kendall, chairman of the car service division of the 
Association of American Railroads, as he testified Jan. 7, before 
a special Senate committee investigating the midwest fuel situa- 
tion, stated that his division had assigned about 25 men to serve 
as train riders on empty tank car trains returning to loading 
points in Louisiana and Texas after having transported petrol- 
eum and petroleum products to the eastern seaboard states. 
The assignment of train riders to such trains was a move to 
speed up the work of returning the empty tank cars to the oil 
shipping points, he said. Senator Reed, of Kansas, a member 
of the committee, made the comment that this move by the 
car service division was “an innovation.” 

Senator Clark, of Missouri, presided at the hearing, held 
pursuant to S. Res. 319, authorizing an investigation and study 
with respect to the production, transportation and use of coal, 
natural gas, petroleum, fuel oil and gasoline in the region be- 
tween the Mississippi River and the Rocky Mountains (see 
Traffic World, Nov. 28, p. 1304). 

Mr. Kendall reported that in the week ended Jan. 2, 1943, 
the volume of petroleum and its products transported by rail- 
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road tank cars into the east averaged 775,409 barrels a day and 
involved the use of 25,129 tank cars. This was an increase of 
nearly 75,000 barrels a day over the preceding week. Winter 
weather conditions were largely responsible for the fact that 
the volume of oil moved by rail now was lower than the amount 
moved last September, he said, adding that locomotive capacity 
was reduced 15 to 25 per cent in cold weather such as that 
which had prevailed in December. Serious floods also had re- 
tarded the oil movement, he observed. He said he did not think 
it possible to transport more than 800,000 barrels a day into 
the east and explained that motive power was the limiting fac- 
tor. New locomotives were on order, however, he said. He 
added that if some of the new locomotives could be made avail- 
able soon, an increase in the oil movement to the eastern states 
could result. 

He stated that, out of a total of 143,000 tank cars in the 
country, 120,000 were used to transport petroleum, and that 
slightly less than 70,000 of the latter were assigned to the east- 
ern oil movement. He said the Office of Defense Transportation 
and Petroleum Administration for War were doing all they 
could to divert tank cars from other services to the east. 

Discussing the experimental transportation of oil in box 
cars, Mr. Kendall said the method the railroad had decided to 
try out with the use of about 200 cars called for installation of 
five containers in each car, each container having a capacity 
of 2,000 to 2,500 gallons, so that the total capacity a car would 
equal that of a tank car. 

Mr. Kendall said the average mileage a tank car in Sep- 
tember, 1942, was 126.1 a day, compared with 57.07 in Septem- 
ber, 1941. The average mileage for freight cars was 46 miles 
a day, he said. He submitted to the committee a statement 
showing the weekly carloadings and the average number of 
barrels of petroleum and its products delivered daily to the 
eastern states for each week since Sept. 20, 1941, to and in- 
cluding the week ended Jan. 2, 1943. The tabulation also showed 
that the average number of barrels delivered daily to the east 
as of April 1, 1941, was 11,250, while that on Sept. 20, 1941, was 
77,014. 

Petroleum Administrator Ickes reported that, “operating 
at peak rates, the major pipeline gateways to the east are 
pouring more than 160,000 barrels of crude oil and petroleum 
products into eastern shortage areas daily.” He said material 
further increases in the eastward pipeline movement could not 
be counted on until the capacity of the Plantation Pipeline was 
increased and a new pipeline between Steubenville, O., and 
Philadelphia went into operation. He said completion dates of 
those projects could not yet be determined, but that on com- 
pletion they would add 42,000 barrels a day to fuel oil and 
gasoline deliveries to the east. 


The War Production Board announced, Jan. 7, that it had 
authorized production of 500 additional semi-trailer petroleum 
tanks to help relieve the petroleum transportation shortage in 
the eastern states. The W.P.B. said each tank would have a 
capacity of not less than 4,000 gallons. It added that it had 
issued instructions to expedite the production of the new trailer 
tanks “to the fullest extent” and that every effort was being 
made to have them completed by Feb. 15. Much of the motive 
power for hauling the trailer tanks was already available, said 
the W.P.B. It estimated that one trailer tank replaced 11 rail 
tank cars on hauls of less than 100 miles because of the adapt- 
ability of trucks and their quick turn-around. 


MOTOR CARRIERS’ CREDIT CARDS 


Restrictions on the use of credit cards at gasoline stations, 
effective Jan. 1, 1943, was announced Dec. 30 by Petroleum 
Administrator Ickes. 

By terms of petroleum directive No. 62, retail gasoline 
marketers or suppliers may not “distribute or use credit cards, 
courtesy cards, indentification cards, receipt books or any other 
similar sales devices for the purpose of effecting or fostering, 
directly or indirectly, the extension of credit in the sale of 
motor fuel to any ultimate consumer by or through any retail 
outlet; provided, that such use or distribution shall not be 
prohibited if the deliveries to be so obtained on credit by any 
customer are limited to a single retail outlet.” 

However, use of requisition books by Government agencies 
would still be permitted, Mr. Ickes said. : 

The directive provides that credit cards already issued to 
motor vehicles displaying ‘‘T” ration stickers or operated by 
governmental agencies can be honored until February 1, 1943. 
This provision was included to give the trucking companies 
and governmental agencies time to make other appropriate 
arrangements so that trucks hauling war goods or Government 
cars on essential business would not be unnecessarily delayed, 
Mr. Ickes said. 

The directive was issued to enable wholesale marketers 
to reduce costs of bookkeeping and personnel, according to 
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Deputy Administrator Ralph K. Davies, who said that “with 
gasoline sales drastically reduced by rationing, many marketers 
are having difficulty in continuing operations because of de- 
creased income and increased cost.” 

J. F. Rowan, executive secretary of the Household Goods 
Carriers’ Bureau, has made public a letter addressed by him 
to Thurman Arnold, Assistant Attorney General in charge of 
the Justice Department’s anti-trust division, alleging that the 
directive by Petroleum Administrator Ickes prohibiting the use 
of credit arrangements for gasoline, oil and other motor vehicle 
supplies for commercial trucks beyond a single retail outlet is 
“predicated upon the economic benefit to the oil marketing 
industry” and asking that Mr. Arnold give ‘“‘some attention” to 
the bureau’s complaint. 

If the result of Mr. Ickes’ order were limited to economic 
benefit to the oil industry, said Mr. Rowan, the effort could be 
considered highly laudable. ; 

“However,” he continued, “in this case the burden which 
is intended to be relieved is merely being removed and placed 
upon another industry and such action certainly could not be 
justified in the public interest. Apparently the major oil com- 
panies are, through means of the directive, accomplishing an 
end that would not have been possible through self action be- 
cause of the existing healthy competitive situation. . . . If al- 
lowed to stand it will without question invoke an almost un- 
bearable hardship upon motor transportation.” 

In a bulletin to members of the bureau, Mr. Rowan said 
Mr. Ickes’ order would result in increased bookkeeping and 
additional personnel for motor carriers. He charged that the 
Petroleum Administration for War was staffed largely with 
“former ‘brass hats’ from the oil industry.” He said the order 
would force many small operators from the transportation pic- 
ture. He suggested that “quick relief apparently can come 
only from congressional inquiry” and urged each commercial 
truck operator to ‘‘contact his senator or representative.” 


Petroleum and Rubber Controls 


Director Eastman, of the O. D. T., has called a conference 
of street traffic experts to be held at Washington, Jan. 14, to 
consider how traffic lights may be adjusted to war-time con- 
ditions to eliminate waste of rubber, fuel and man-hours. 

“If the vast and ambitious synthetic rubber program is 
completely successful. and if the tires now on the road are 
carefully preserved, the United States will have defeated the 
rubber shortage by this time next year,” said the War Produc- 
tion Board in a year-end summary of its 1942 activities, in 
which it described 1943 as “the crucial year in the rubber 
situation.” 

If all went well, said the W.P.B., 50,000 tons of synthetic 
rubber would be produced in the first half of 1943. It added 
that from that point on, production would climb rapidly, and 
that the nation’s rubber inventory, after reaching a low point 
in September, should begin to climb in the fall of 1943. ; 

“Every pound of synthetic rubber produced in 1943 will 
have to go to the armed forces, but it should be possible to 
allocate important quantities of synthetics for the manufacture 
of civilian tires in the late spring of 1944,” it said. 

The W.P.B. said that if the synthetic rubber program was 
not successful and if tires now in use were not conserved this 
year, “the rubber shortage, in terms of civilian transportation 
breakdown and a rubber-starved military machine, may have 
defeated the United States.” It said the first synthetic rubber 
plant was scheduled to come into production in January, 1943, 
that other plants were scheduled to come into production in 
the first nine months of this year, but that even if they began 
operations on schedule, there was still no certainty as to the 
success of the various processes in large-scale production. 

In testimony before the Senate’s special committee in- 
vestigating the petroleum situation in the east, Rubber Director 
Jeffers said the synthetic rubber plant program was about 30 
days behind schedule but that the rubber situation generally, 
as he saw it, was “working along nicely.” He explained, how- 
ever, that synthetic rubber plants were based largely on “test 
tube” experiments and added that “bugs” probably would 
appear in the large-scale production plans that would delay 
actual production two or three months after the plants had 
been put in operation. 

The American Automobile Association has submitted to 
Rubber Director Jeffers and other war agency officials a report 
containing recommendations for changes in present methods 
of handling mileage rationing. It warned that local rationing 
boards were “definitely breaking down” under their rationing 
task burdens and urged that such boards be allowed enough 
money to employ necessary paid. trained help. It said local 
boards should have “a greater degree of autonomy.” adding 
that O.P.A. representatives continued to demand that local 
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boards comply with the strict letter of O.P.A. regulations. It 
advocated “an early appraisal” of the tire inspection program. 
That program, it said, required the full time of 30,000 mechanics 
“at a time when the garage manpower problem has reached 
such proportions that it is difficult if not impossible to get 
prompt functional repairs for automobiles.” Tire inspections 
should be reduced to one a year for “A” card holders and to 
three a year for “B” card holders, said the A.A.A. 

The Office of Price Administration announced, Jan. 6, 
that all pleasure driving by holders of A, B, and C passenger 
car gasoline rations in the 17 Atlantic seaboard states and the 
District of Columbia would be outlawed as of noon, Jan. 7. 
The O.P.A. said the shipping space used to bring gasoline into 
the east could well be occupied with enough fuel oil to keep 
families in that area warmer. 


0. D. T. TANK CAR CONTROL 


The tank car order (general assignment order O. D. T. 
7, Revised-1) freezing in eastern petroleum service all tank cars 
operating in that service on and after Dec. 29 (see Traffic 
World, Jan. 2), was issued by A. V. Bourque, chief of the O. 
D. T. section of tank car service, division of petroleum and 
other liquid transport, under authority delegated to him by 
Director Eastman. 

Mr. Bourque sent telegrams to persons shipping petroleum 
into the east informing them that their cars engaged in eastern 
service had been frozen and directing them to furnish him 
immediately information about the total number of cars under 
their control and the number, type and capacity of the cars 
serving the east. Provision is made for substitution of cars. 

The O. D. T. announced that, in addition to assigning cars 
to eastern service and otherwise strengthening the program, it 
was gathering information on loading, unloading and switching 
facilities, and other data required for a general overhauling of 
the program. 


TRUCK INFORMATION OFFICES 


Joint information offices to serve as clearing houses for 
information from motor carriers on available trucks and ship- 
ments have been established at 1339 East Philadelphia Street, 
York, Pa., with George W..Forrest as manager; at 169 Michigan 
Street, Benton Harbor, Mich., with Robert C. Stahl as manager, 
and at 410 Third and Main Building, Evansville, Ind., with 
Leslie Lacroix as manager, the Office of Defense Transportation 
has announced. 

The O. D. T. has announced establishment of joint infor- 
mation offices at Omaha, Neb., Wheeling, W. Va., Los Angeles, 
Calif., and New York, N. Y., to serve as clearing houses for 
information on available trucks and shipments received from 
motor carriers. The Omaha office is located at 2615 N Street, 
and its manager is H. F. Lindberg. The Wheeling office is lo- 
cated at 34 14th Street, and its manager is Richard E. Fuqua. 
The Los Angeles office is located at 122 East 7th Street, and its 
manager is George G. Grant. The New York and northern 
New Jersey office is located at 90 West Street, New York City, 
and its manager is Harold Conner. The new offices bring to 
55 the unmber of such offices established. 


0. D. T. on Truck Prospects 


Rapidly growing shortages of manpower, parts and vehicles, 
“none of which presented any critical difficulties during 1942,” 
were troubles that the trucking industry must face in 1943— 
problems far more serious than any the industry had en- 
countered in the first year of the war, when it “held its own,” 
the Office of Defense Transportation said in a statement on the 
outlook for truck operators in 1943. 

The O. D. T. gave warning that operators who depended 
on some “miracle” rather than their own efforts to keep their 
trucks in operation were “heading for trouble.” 

In stressing O. D. T. requirements for holding down speeds 
and eliminating unnecessary driving, the O. D. T. said military 
requirements for rubber would leave only 45 per cent as much 
crude rubber for commercial motor vehicles for 1943 as they 
used in 1941 and that tires now being made from a mixture of 
crude and reclaimed rubber would wear out faster than pre- 
war tires. It urged attention to such matters as tire pressure 
and wheel alignment. 

Trucking industry manpower was the subject of a two-way 
drain, one from the armed services, the other from war plants. 
said the O. D. T. It noted increasing shortages of trained 
mechanics, and added that one step to offset the manpower 
shortages was the employment of women wherever practicable. 

The O. D. T. described the parts situation as “tight and 
getting tighter”. At the end of 1942, it said, stocks of certain 
vital parts, such as crankshafts for certain engines, had been 
exhausted. It urged that worn parts that could be rebuilt or 
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repaired be reclaimed and restored to service, that modern rules 
of lubrication be applied, and that minor mechanical ailments 
that could lead to major breakdowns if neglected be corrected 
promptly. 

After observing that so far there had been no serious 
overall shortage of trucks, the O. D. T. said forthcoming prob- 
lems would vary from month to month, with maintenance 
troubles increasing because of the growing manpower shortages. 
It said that the fact that applications for authorization to pur- 
chase new trucks had fallen from a peak of 3,000 a week last 
spring to between 800 and 900 a week indicated that the actual 
need for replacement vehicles had been offset to a great extent 
thus far by the conservation programs already in effect. It 
noted that more than 500,000 commercial motor vehicles were 
scrapped in 1941, “the last normal year of operation,” while 
less than 50,000 new vehicles had been allocated since ration- 
ing of new trucks began last March, and said it was expected 
that commercial vehicles scrapped in 1942 would total 200,000. 

Increase in traffic in the last year had left less time than 
normally for maintenance of over-the-road equipment, and new 
tonnage records were in prospect in 1943 for over-the-road 
trucks, the O. D. T. continued. Further mileage reductions in 
this field, it said, must be made largely through the formation 
of joint action plans to eliminate duplicating operations and 
otherwise improve efficiency. 

A substantial part of “the 40 per cent’ mileage reduction 
necessary to meet the 55 per cent reduction in crude rubber 
available for 1943 as compared with 1941” would have to 
come from local delivery operations, the O. D. T. said. It 
estimated that mileage already had been cut by more than 
25 per cent in this field, and it foresaw “a much greater reduc- 
tion” in 1943 without loss of needed service to the public, 
largely through the formation of more joint action plans as 
mileage-saving devices to supplement the conservation measures 
already instituted. 


Turney Quits 0. D. T. 


Director Eastman, of the Office of Defense Transportation, 
has announced the resignation of John R. Turney, director of 
the O. D. T.’s division of transport conservation. 

In a letter to Mr. Eastman, Mr. Turney explained the need 
for his return to private law practice, now that two of his 
partners had entered military service, and his belief that he 
could now withdraw from service with the O. D. T. without 
harm to its work. In a letter to Mr. Turney accepting his resig- 
nation “with deep regret,” Mr. Eastman said: “You were the 
creator of some of the best things we have done.” 

Mr. Turney, at one time vice-president of the St. Louis 
Southwestern Railway in charge of law and traffic, was en- 
gaged in general transportation practice in Washington, D. C., 
before joining the staff of O. D. T. in January, 1942, as director 
of the division of traffic movement. On establishment of the 
division of transport conservation last May, he was named di- 
rector of that division. 

In making public his acceptance of Mr. Turney’s resigna- 
tion, Mr. Eastman announced the conversion of the division of 
= conservation into a staff division of review and special 
studies. 


Charles L. Dearing, of Washington, D. C., has been ap- 
pointed director of the new division, and Harold J. Drescher, 
New York City, has been named associate director. 

The division of review and special studies, Mr. Eastman an- 
nounced, would have certain special duties relating to passenger 
automobiles and the rubber needs of highway automotive ve- 
hicle in general, and would also be available to aid him, when 
special studies were needed, in formulating programs and de- 
termining the effectiveness of established programs. He said 
the division would: 


(a) Have charge of the analysis, requested by the Rubber Director, 
of the effect of gasoline rationing upon public transportation service; 
(b) undertake such special studies as are assigned to it by the director 
of defense transportation; (c) advise the director of changes in the sup- 
ply situation with respect to motor fuel and rubber, and keep him in- 
formed of the general condition of highways as they may effect domestic 
transportation; (d) determine the requirements of privately-owned pas- 
senger automobiles for rubber and repair parts. 


Mr. Dearing, who had been a member of the staff of the 
Brookings Institution since 1929, joined the staff of O. D. T. last 
May as consultant in the division of transport conservation. 
He is the author of American Highway Policy, published in 
1941, and a booklet, Automobile Transportation in the War 
Effort, published in 1942. 

Mr. Drescher, who has served for the last six months as 
executive assistant to Mr. Turney, is a specialist in bus trans- 
portation law. He has been a director of the Cayuga Omnibus 
Corporation and general counsel of Exposition Greyhound, Inc. 
He is a graduate of Brooklyn Law School. 


TRAFFIC WORLD 


After setting forth the need for returning to the work of 
his law firm, Mr. Turney, in part, said in his letter of resigna- 
tion: 

The work for which I came, i.e., the organization of the division 
of traffic movement, has been completed and for a number of months 
that division has been splendidly administered by Mr. McCarthy. 

Because of the change in the assignment of responsibility for rub- 
ber-borne transportation which was made subsequent to the organiza- 
tion of the division of transport conservation, its functions and re- 
sponsibilities have changed radically from those contemplated in the 
directive establishing the division and are now largely directed to re- 
search—a field in which I am not as well qualified as my associate, Mr. 


Charles L. Dearing, who was selected specifically because of outstanding 
qualifications for that work. 


0. D. T. 18 Direction Revised 


Special direction O. D. T. 18, revised-5, effective Jan. 4, 
prescribing special loading requirements for carload shipments 
by rail of specified commodities, has been issued by the Office 
of Defense Transportation. 

The direction superseded special direction O. D. T. 18, 
revised-3, that had been applicable to a limited number of 
commodities since general order O. D. T. 18, revised, prescribing 
general regulations for maximum loading of railroad freight 
cars, went into effect Nov. 1. The new direction revised some 
of the special loading requirements previously applicable and 
establishes specific requirements for loading of numerous addi- 
tional commodities, said the O. D. T., adding: 


Under the general order, railroads are prohibited from accepting 
carload shipments, other than of excepted commodities, which do not 
fill a car either to its marked weight capacity or to its visible capacity. 

The special direction becoming effective Jan. 4 adds the following 
18 new commodities, or groups of commodities, to the list of goods 
for which special loading requirements are prescribed: Clay prod- 
ucts; containers; ceramics; gas cylinders; chemicals; manufactured 
fertilizers; floor coverings; foundry supplies; dried fruit; glassware; 
gypsum products; hides; cabbage; lard; tomatoes; paints, varnishes, 
and lacquers; paper, paperboard, and paper articles; and newsprint 
and groundwood paper. 

Weights to which cars must be loaded, or specific directions as 
to manner of loading in order to assure maximum utilization of car 
capacity, are prescribed for each of the foregoing commodities. Simi- 
lar specific loading requirements that have been in effect for other 
commodities are continued or modified by the new special direction. 

Revisions of former special loading requirements have been made 
in the case of the following commodities: Coal, grain products, glass, 
dry ice, lime, limestone, apples,- butter, carrots, oysters, early potatoes, 
and mixed carload shipments of shell eggs, dressed poultry, and dairy 
products. 

Under the new regulations, coal shipped in a closed freight car 
must be loaded to a minimum weight of not less than 70 per cent of 
the marked capacity of cars of 100,000 pounds capacity or more and 
with a weight of not less than 80 per cent of cars of less than 100,000 
pounds capacity. 

The amount of grain in sacks which may be included in mixed 
carload shipments of certain grain products has been increased from 
6,000 to 20,000 pounds. The total weight of straight or mixed carload 
shipments of such grain products must be not less than 60,000 pounds. 

Oysters, previously required to be loaded to a weight equaling or 
exceeding the applicable tariff minimum weight, are required by the 
new regulations to be loaded to a weight of not less than 12,500 
pounds. A separate classification is set up for early crop potatoes, 
which must be loaded to a weight of not less than 36,000 pounds. A 
minimum weight of 70,000 pounds is fixed for carload shipments of 
lime in containers. 

A minimum load of 60,000 pounds is prescribed for shipments of 
manufactured fertilizers. Minimum weights for carload shipments of 
other commodities for which special loading requirements had not 
previously been established include among others, 70,000 pounds for 
dried fruit, 45,000 pounds for cabbage, 35,000 pounds for fresh lard 
in prints and 45,000 pounds for fresh lard in tubs, 50,000 pounds for 
green salted calf skins, and 70,000 pounds for mixed carload ship- 
ments of gypsum products. 


TRUCK CONSERVATION 


More than 2,300 fire department drivers, mechanics and 
chiefs in 118 United States cities have signed the conservation 
“pledge,” the Office of Defense Transportation has reported. 

The firemen are now pledged to abstain from truck driving 
which is liable to result in accidental damage, excessive tire 
wear, or gasoline waste, and to practice the best maintenance 
so as to avoid premature mechanical failures. 

The “pledge” which they have signed is ODT’s U. S. Truck 
Conservation Corps pledge. 


MOTOR TIRE RECORDS EXEMPTION 


Fleet operators of commercial motor vehicles transporting 
passengers were exempted from maintaining a record of tire 
inspections on each vehicle’s certificate of war necessity effec- 
tive Jan. 1, under terms of exemption order O. D. T. 21-3 issued 
by Director Eastman. However, the fleet operators must con- 
tinue to keep tire records for each vehicle, the records to be 
available for examination by the O. D. T. at all times, it was 
stated. 
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Eastman Asks Industry’s Aid 


Industry can help to avoid a transportation shortage by 
continuing and intensifying its efforts to load, unload, and 
clean cars quickly and by “reducing the amount of transporta- 
tion to be performed so far as is possible without doing more 
harm than good,” said Director Eastman, of the O.D.T., in an 
address on “What Industry Must Do to Help Prevent a Trans- 
portation Shortage,” at a luncheon meeting of the Chicago 
Association of Commerce January 6. 

With little prospect for added equipment and with decreas- 
ing manpower in the face of expected increases in traffic in 
1943, he said, there was only one way out. That was “to utilize 
to the full in every practicable way such transportation facili- 
ties as we have and, at the same time, reduce the amount of 
transportation to be performed in every way consistent with 
the war effort and the necessary civilian economy.” 

Industry had already been of great help, he said, com- 
plimenting especially the industrial traffic men who had, 
“through well organized and persistent campaigns and with 
almost evangelical zeal, promoted quick loading and unloading 
of the cars, and with fine success.” Industry, however, he added, 
ought not confine its efforts to the railroads. 

“The motor carriers are giving you service which you can- 
not do without, and they are menaced on all sides by rubber, 
vehicle, and manpower shortages. They need your help at 
least as badly as the railroads, and I fear they have not been 
getting as much. It is just as important to load and unload 
their trucks quickly as it is to do the same for the railroad 
cars, and it is equally important to avoid pick-ups and deliveries 


at unusual hours and to be willing to unload on the week-end 
days.” : 


Maximum Car-Loading Order Bringing Relief 


There had been “less complaint than expected” against 
O.D.T. General Order No. 18, the maximum car loading order, 
said he, in spite of the fact that it had “disturbed trade prac- 
tices, caused the shippers some extra expense, and, at times, 
imposed real hardships.” It might be some consolation to ship- 
pers to know that the order had afforder the railroads “real 
relief, not only in car supply, but in motive power, a relief 


which is particularly grateful under present winter conditions,” 
said he. 


There were two ways in which industry could help reduce 
the amount of transportation, he said—by arranging traffic 
to avoid peaks and by avoiding “what is called cross or exces- 
sive hauling of commodities by purchasing closer to the point 
of consumption.”’ Peaks were being leveled in urban passenger 
transportation by the staggering of work hours in which in- 
dustry was cooperating, said he, and in freight traffic by spread- 
ing the movement of such things as coal throughout the year, 
but much more such help was needed. 


Routing Reform Demanded 


The elimination of cross-hauling and circuitous routing of 
freight could be “compelled by placing limitations on trans- 


portation,” a method already adopted in England and Germany, 
but added: 


I have been wholly unwilling to establish out of hand transpor- 
tation zones for the distribution of commodities or to take other arbi- 
trary action of this character, because, frankly, I do not believe it can 
wisely or safely be done without intimate knowledge of each par- 
ticular industry, and I do not have that knowledge. Inbound raw 
materials must be considered, as well as outbound finished products, 
the capacities of plants, available manpower, and various other condi- 
tions. Therefore, we are working in cooperation with the transporta- 
tion equipment division of the War Production Board. We supply 
information as to the hauls which are being performed, and they 
seek the advice of the War Production Board industry divisions as to 
what can be done to save hauling without harm in other ways which 
would more than offset the transportation gain. 


Some industries, notably the pulp and paper and the alcohol in- 
dustries, have done excellent work and are saving a considerable 
amount of transportation. In general, however, the results have been 
disappointing. I am told that there is a rather widespread feeling that 
there is no sufficient need for such a disturbance of distribution and 
a suspicion, particularly on the part of the industries which have 
nationally advertised products, that there is some ulterior ‘‘New Deal’’ 
Purpose to accomplish, under cover of war necessity, some radical 
permanent change in commercial and distribution practices. Those who 
feel that there is no need for such a saving in transportation are 
misled, I think, by the carloadings and do not realize the impact on 
transportation which will come from the full development of the war 
program plus the manpower shortage. As for the ulterior purpose, 
no such thing is within the range of my knowledge. Certainly, it does 
not exist in my organization and I have seen no trace of it in the War 
Production Board. We have nothing in mind beyond a saving in 
transportation for the duration. 

I have a strong conviction that, if the great industries of the 
country will relieve their minds of suspicion and get down to the 
Job of saving transportation in dead earnest, they will find, as the 
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pulp and paper and the alcohol people have found, ways in which it 
can be done without any harm to them which is inconsistent with the 
temporary sacrifices which an all-out war effort requires. I also hope 
that they will do the job themselves in their own way and not leave 
it to be done, if dire necessity arises, in a far cruder way by my office 
and the transportation division of the War Production Board. 


There was especial need for “eliminating every mile of 
wasteful and unnecessary transportation that can possibly be 
saved” in the truck field, he continued. Much mileage in that 
field was already being saved, he said, but there were “plenty 
of opportunities left.” The task was particularly difficult be- 
cause the O.D.T. had to deal with 3,000,000 individual operators 
of 5,000,000 vehicles, but he hoped much could be accomplished 


by general order No. 21, requiring war certificates for truck 
operators. 


Truck Haul Mileage Limitation Proposal 


Discussing the proposed order for the limitation of the 
length of truck hauls, put forth for examination and comment 
among transportation men and shippers, he said: 


Recently, a wave of fear has been generated throughout the country 
among motor carriers and shippers that my office is about to set 
arbitrary restrictions on the length of truck hauls. I know well that 
there are many long-haul truck operations which are serving a vital 
purpose in the war effort. On the other hand, I know that the truck 
is much more efficient than the railroad for short hauls, and that there 
are many situations, such as we have found in petroleum transporta- 
tion, where trucks could release a far larger number of freight cars 
now engaged in intraterminal or other short-haul operations. I also 
believe that there are opportunities in long-haul service where joint 
arrangements and the utilization of a railroad line for the longer por- 
tion of the haul could release many trucks. The problem is full of 
complications, but we have felt it our duty to study it, and I entrusted 
that duty to my divisions of railway transport and motor transport 
jointly. In that study a proposal was put in definite form to serve 
as a target for discussion, and it is that proposal which has caused 
all the alarm. No recommendation that I adopt that proposal has 
been made, I have not yet read it, and the views of all interested 
parties are being obtained at length. You may be sure that I shall 
not act without careful consideration of those views. 


No Travel Priorities 


He repeated earlier expressions of reluctance to institute 
travel priorities. It wasn’t clear that such a plan would be 
practicable and it was certain “that it would involve great ad- 
ministrative difficulties, particularly in these days of man- 
power shortage,” said he. It would be used only as a last 
resort, he said. Present indications were that publicity cam- 
paigns were aiding materially in reducing nonessential travel. 
He cited the willingness with which the professional baseball 
interests had accepted suggestions for reducing travel as an 
example of what could be done by cooperation. 

The American people, he said, had an “extraordinary urge 
for holding conventions and group meetings of various sorts 
which involve much travel.’ Many of these assemblies could 
be dispensed with in wartime, he continued, adding that he 
had been “trying to discourage the holding of those which are 
not really necessary and to bring the others down to the 
smallest possible proportions.” Industry could be of help in 
that matter, also, he said. 

There was no prospect that, as the war continued, the 
transportation task would grow easier, he said. The only 
answer, he concluded, was “the most intensive effort and co- 
operation on the part of all concerned,” and no group could 
be more concerned than industry. He had confidence, he said, 
that industry and the carriers would “measure up to the job.” 


Curtailment of Travel 


That the Office of Defense Transportation was adhering 
to the position that government agencies should not send speak- 
ers to conventions was indicated in an exchange of messages 
in connection with the furniture show, and the convention of 
the National Retail Furniture Association, at the Furniture 
Mart, in Chicago, Jan. 4-6. As the result of the Chicago situa- 


tion, the following letter was addressed to government agencies 
by the ©. BD: T.: 


Many manufacturers and retailers of furniture have advised us 
that they are opposed to this year’s mart, and in all our communica- 
tions we are urging that travel be minimized wherever it can. In 
conformity with this program as it specifically applies to the forthcom- 
ing furniture marts, it will be very helpful if the various government 


agencies pursue a policy of not sending speakers or representatives to 
the marts. 


The letter referred both to the Chicago and the Grand 
Rapids furniture markets. 

Referring to the Chicago show, Henry F. McCarthy, direc- 
tor of traffic movement for the O. D. T., recalled that as early 
as last summer O. D. T. began to put forth its views as to sales 
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meetings and conventions. Following a release in December 
(see Traffic World, Dec. 19, 1942, p. 1476), which reiterated 
the views of O. D. T. on curtailment of such travel, Mr. Mc- 
carthy said questions were raised as to the Chicago furniture 
market. Lawrence Whiting, president of the American Furni- 
ture Mart in Chicago, telephoned Mr. Eastman aid Mr. McCar- 
thy on Christmas eve, to say that it was too late to alter plans 
for the show, said Mr. McCarthy. He challenged the O. D. T.’s 
power to cancel the meeting, Mr. McCarthy said, and asked the 
direct question: Was O. D. T. ordering the convention canceled ? 

“I told him,” said Mr. McCarthy, ‘‘that we could not order 
cancellation of the meeting, and that his group had a constitu- 
tional right to assemble.” 

In this conversation, Mr. McCarthy said, Mr. Whiting prom- 
ised that he would do everything possible to keep attendance 
down to those essential to the meeting. However, following 
the conversation, Mr. McCarthy said that Chicago newspapers 
carried stories which indicated that O. D. T. had “given the 
green light” to the show. A telegram was sent to Mr. Whiting, 
as follows: 


As stated in our conversation Thursday O. D. T. has no power to 
order cancellation furniture show. This should not be taken to indi- 
cate that we sanction show. Press statements from Chicago indicate 
we have withdrawn request for cancellation. From transportation stand- 
point we must continue to urge utmost in travel curtailment and that 
all events which stimulate travel be canceled. Our understanding was 
you felt your show plans had proceeded too far to permit cancellation 
but you would do everything possible to curtail travel involved in at- 
tendance. 


Mr. McCarthy said he felt that Mr. Whiting had been mis- 
quoted in the Chicago newspapers. In a telephone conversation 
with Mr. Whiting following the interview in which he had set 
forth the views above, Mr. McCarthy said he learned that Mr. 
Whiting did carry out fully his agreement made during the 
Christmas eve telephone conversation, and that Mr. Whiting 
had wired the companies interested in the convention asking 
them to hold attendance to those whom they felt it was essen- 
tial should be at the show. 


“Then,” said Mr. McCarthy, “the W. P. B. got into the 
situation and said that the furniture meeting was not necessary 
to the war effort, but it was found that a lot of W. P. B. speak- 
ers were scheduled to speak at meetings of retailers which were 
to be held in connection with the show.” 


Mr. McCarthy said O. D. T. urged the inconsistency of this 
situation and that government speakers ought to be withdrawn 
from the furniture program. Subsequently, W. P. B. announced 
that three of its executives, who had been scheduled to address 
the Chicago and Grand Rapids meetings, had sent telegrams 
to the sponsors saying they would not attend. At the same 
time, the Office of Price Administration issued an announcement 
saying it had cancelled its plans to send several representatives 
to these markets, and that manufacturers of certain furniture 
items who had been advised that O. P. A. would undertake to 
process price applications at the markets had been urged to 
communicate with the local offices of O. P. A. in Chicago and 
Grand Rapids for price approval on the new products. 


Following the conversations with Mr. Whiting described 
above, O. D. T. revealed that, because of continued requests on 
the part of the associations interested in the show that O. D. T. 
“permit” government speakers to appear, Mr. Eastman sent 
identical telegrams to the National Association of Furniture 
Manufacturers, and to R. Rau, executive vice-president, Na- 
tional Retail Furniture Association, as follows: 


I have requested that furniture markets and all similar events be 
not held because of traffic situation and have advice from War Produc- 
tion Board that in general it does not regard such events as essential 
to the war effort. I realize that special conditions may exist where not 
possible immediately to cancel plans. I have no authority to prohibit 
such events and have placed no ban on attendance. Three federal 
agencies sought advice and at their suggestion they were advised in 
writing by my office that from travel standpoint it would be helpful in 
conserving transportation if their representatives did not attend Chi- 
cago mart. We did not undertake to pass upon attendance except from 
transportation standpoint. 


Commenting on the situation generally, Mr. McCarthy said 
that, based on his contacts with people on his field trips, and 
on correspondence, he was convinced that there was more pa- 
triotism and willingess to cooperate among the American peo- 
ple than official Washington was conscious of. This willing- 
ness on the part of the American people to contribute to the 
war effort, he said, must be kept in mind, and that care must 
be taken not to center attention on Washington bureaucracy to 
the detriment of the war effort, by needless action. 

It was his opinion, he said, that O. D. T. should not step 
in with any plan for rationing travel until there was an obvious 
inability on the part of the railroads and the bus lies to handle 
essential travel. 

“That time,” he said, “has not come.” 


Mr. McCarthy quoted Director Eastman to the effect that 
any system of priority or control of travel would involve a 
tremendous administrative task in the face of a man-power 
shortage, and would inevitably cause hardship and discrimina- 
tion. It would be impossible to avoid at least the appearance 
of discrimination, said Mr. McCarthy, in the many border-line 
cases where there could be more than one honest point of view 
as to the necessity for the travel permitted or not permitted. 

The War Production Board has made public the exchange 
of correspondence between the W. P. B. and Director Eastman, 
of the O. D. T., relative to cancelation of conventions, promo- 
tional sales shows, and trade meetings, where such gatherings 
are not intimately linked with the primary purpose of winning 
the war. Mr. Eastman wrote Chairman Nelson he had asked 
that such meetings be canceled and wished advice from the 
W. P. B. as to whether such meetings were essential to the war 
program. 

“I refer particularly to those gatherings such as furniture 
marts, home furnishing shows, dry goods displays, etc., which 
call for a concentration periodically of both materials and pas- 
sengers,” said Mr. Eastman. 

Answering for Chairman Nelson, of the W. P. B., Ernest 
C. Kanzler, director general for operations, said ‘‘we see no 
reason, from a war production standpoint, why you should not 
take any steps you see fit to eliminate travel or shipments to 
the unessential shows or events.” 


Landis and Eastman Discuss Baseball 


Kenesaw M. Landis, national baseball commissioner, dis- 
cussed transportation of the major league ball teams with Di- 
rector Eastman at the latter’s office. Neither Mr. Landis nor 
Director Eastman would say whether they had discussed the 
redrafting of playing schedules for 1943, and Landis pointed 
out that it was “incidental to the solving the big problem,” 
adding that major league baseball was very happy “to cooper- 
ate in the endeavor to solve this transportation problem.” 

“Nobody needs to enter any order on us,” said Mr. Landis. 
“We want to do, and will do, what the O. D. T. agrees is the 
decent thing.” 


Mr. Eastman said that Mr. Landis had presented some 
ideas which, he said, he heartily approved. The baseball com- 
missioner indicated that he would call a meeting of the major 
league club owners soon to discuss plans for the coming season. 

Meeting with Commissioner Landis at Chicago January 5, 
heads of the major league baseball teams agreed to curtail 
their club travel by establishing training camps closer to their 
home cities than in the past. They agreed to restrict camp 
sites to the area east of the Mississippi River and north of the 
Potomac and Ohio rivers. The two St. Louis teams, however, 
were authorized to train in Missouri. They also agreed not to 
send more players than necessary on trips to other cities in 
the playing season, and postponed the opening date from April 
13 to 21, and the closing date from September 26 to October 3. 
The week’s postponement of the opening and closing dates was 
expected to result in shortening the playing season one week, 
because the seven days added, nominally, at the end of the 
season, would be used to allow extra traveling time, when 
required, because of heavy travel peaks at various times in 
the season. The officials also agreed to use transportation 
agencies and routes least congested. 


TRUCK JOINT ACTION PLAN 


By supplementary order O. D. T. No. 3 Revised 10, effec- 
tive January 17, the Office of Defense Transportation has ap- 
proved plans for a traffic clearing house submitted by eleven 
motor common carriers of household goods at New Haven, 
Conn., according to an O. D. T. announcement. It said the New 
Haven clearing house would make possible the exchange of in- 
formation about available shipments and trucks of the members 
and would encourage truck conservation through greater use of 
existing equipment. 

“Any motor common carrier, ‘duly authorized or permitted 
to haul household goods and having suitable equipment and 
facilities,’ may apply in writing to the division of motor trans- 
port, Office of Defense Transportation, Washington, D. C., for 
authorization to participate in the functions of the New Haven 
clearing house,” the O. D. T. said. 


oO. D. T. PUERTO RICO ORDER 


The O. D. T. has issued General Order O. D. T. 35, effective 
Jan. 15, prohibiting operation in Puerto Rico of a chartered 
passenger train, or a train including a chartered passenger car. 
except under a permit issued by the O.D.T. The order exempts 
from its provisions passenger trains or cars operated for the 
exclusive service of any agency or department of the United 
States, of any nation allied with the United States, or of the 
Insular Government of Puerto Rico. 
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January 9, 1943 


0. D. T. and Loeal Transportation 


President Roosevelt, by an executive order, has expanded 
the power and duties of the Office of Defense Transportation 
to include provision for local transportation service ‘“‘for the 
movement of personnel to and from war plants and establish- 
ments.” The O.D.T. director was empowered to review con- 
tracts or arrangements which might be made hereafter by 
federal departments and agencies, or by private firms (except 
common carriers) holding contracts from such agencies, for 
the purchase, lease, requisition, or use of new or used local 
passenger transportation equipment, and, in his discretion, to 
review and approve, or re-negotiate any such contracts already 
in effect, except those on which final payment had been made 
prior to the date of the order (Jan. 4). 

Jack G. Scott, general counsel for O.D.T., said that the 
inclusion of the power to requisition equipment was to enable 
O.D.T. to shift equipment, mainly busses, to points at which the 
need was great from points which were over-supplied. 

The order further required that no federal department, or 
agency, or private firm as aforementioned, should hereafter 
complete arrangements of this kind in connection with local 
passenger transportation equipment without giving prior notice 
to O.D.T., and, if the director considered it necessary, without 
submitting the arrangement for review and approval by O.D.T. 
Each department or agency was directed to designate an 
official representative to advise with O.D.T. on such matters. 

The O.D.T. was directed by the order to advise the War 
Production Board on the allocation of new local passenger 
transportation equipment and, as necessity might arise, to 
recommend to the W.P.B. programs and procedures for con- 
trolling the transfer and placement of used local passenger 
equipment. 

The order defined local passenger transportation equipment 
as including busses, street railway cars, trolley coaches, trucks 
converted for passenger transportation, ferryboats, and other 
vehicles and vessels used or capable of being used to carry 
nine or more passengers in public or private carrier service. 


PRIVATE TRUCK OWNERS’ CONFERENCE 


Director Eastman, of the O. D. T., will speak at the war 
conference of private motor truck owners, under the spvonsor- 
ship of the National Council of Private Motor Truck Owners, 
Inc., in the Hotel Pennsylvania, New York, N. Y., January 
19-20, the council has announced. 


GREAT LAKES ADVISORY COMMITTEE 


Director Eastman has announced the addition of John T. 
Hutchinson, Cleveland, O., president of the Buckeye Steamsh‘p 
Co., to the advisory committee on Great Lakes transportation. 
Mr. Hutchinson will serve with other members of the committee 
in an advisory capacity to A. T. Wood, director of the O. D. T.’s 
division of Great Lakes carriers. 


Passenger Equipment 


W. C. Higginbottom, general manager of the eastern region 
for the Pennsylvania, said Jan. 4 that a group of army and navy 
officers had that day completed a trip from Washington to 
Miami, and return, in equipment consisting of three steel freight 
cars, reconditioned for carrying troops. The train, Mr. Higgin- 
bottom said, consisted of a kitchen car, a recreation car, and a 
sleeping car. The cars, he said, represented changes suggested 
by the army and navy after a recent preliminary showing of 
the equipment. The Pennsylvania was now awaiting approval 
of the army and navy, said he, before turning one thousand of 
the company’s X32 steel box cars into its shops to be made 
ready for transporting troops. 

It was planned, said Mr. Higginbottom, to use the equip- 
ment for long-haul troop movements. Train units of 16 cars 
would be made up, he indicated, 14 to be sleepers, with kitchen 
car and recreation car added. The sleeping cars, said he, would 
accommodate 32 men, the bunks being installed in tiers of three. 
Port holes would serve as windows, and the cars would be 
steam-heated in the same manner as coaches and Pullman cars, 
he said. Each car would have the necessary sanitary facilities, 
he said, and added that, being of steel, they would be absolutely 
safe and fireproof. 

_ Director Eastman, of the Office of Defense Transportation, 
directed attention to the equipment as an example of how the 
railroads would meet the situation caused by the shortage of 
passenger equipment. He sa‘d he had seen the equipment on 
the occasion of its preliminary showing, and added that he 
“wouldn’t mind riding in it himself.” 

To meet the shortage in passenger equipment, he said that 
Pullman parlor cars were being rebuilt as coaches, but the 
Shortage of seats was slowing up conversion. The War Produc- 
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tion Board, he said, had allocated raw materials for building a 
number of freight cars and locomotives and said he hoped it 
would permit the construction of more. The railroads, he said, 
would about manage to meet passenger needs by using older 
Pullmans with coal burning heaters, and by the use which he 
cited of the wooden cars from New York City’s abandoned ele- 
vated lines for commuting service between war plants and 
nearby cities. 

Rationing of travel, Mr. Eastman said, was not imminent, 
and added that the campaign to discourage travel brought about 
a complaint from two railroads concerning the lack of holiday 
travel. 


Gulf Intracoastal Waterway 


With available funds, it is proposed to proceed with a num- 
ber of the improvements on the Gulf Intracoastal Waterway 
recommended in a recent report of the gulf regional advisory 
committee to the Office of Defense Transportation says Col. 
George R. Goethals, of the engineering corps, construction divi- 
sion, War Department, in a letter to Glenn E. Taylor, deputy 
assistant director, O. D. T. Copies of the letter have been sent 
to members of the committee by H. F. De Bardeleben, vice- 
president and general manager, Coyle Lines, New Orleans, 
La., its chairman. Among the recommended improvements for 
which money is available, says Col Goethals, are a number of 
projects in the waterway east of New Orleans; enlargement 
of terminal facilities at Carrabelle, Fla., and some of “the more 
urgent” items west of New Orleans. 

The proposed deepening and widening of the channel lead- 
ing from the waterway to Port St Joe, Fla., has not been au- 
thorized, he says, because that channel is owned by Gulf 
County, Fla., and operated as a toll waterway. Legislation in- 
tended to provide for taking it over by the federal government 
did not get Congressional approval, he said. A proposed cut- 
off westward from a point near Larose, La., also failed of 
authorization because the War Department had not been able 
to obtain assurance of “certain features of local cooperation,” 
he added. 

The Department, he continued, did not favor the recom- 
mendation of the committee for removing the existing 750-foot 
length limitation on tows in channels of 100 feet width or nar- 
rower, because the removal of the limitation would “result 
in an increase in the number of collisions between vessels and 
tows and consequent delay to the movement of water traffic.” 
Action in that matter, he said, would be held in abeyance until 
the depth of the waterway was increased to 12 feet and its 
width to from 125 to 150 feet. 

He said his office agreed with the committee that there 
ought to be added navigation aids in the waterway and that 
navigation lighting should be adapted to military dim-out 
regulations to permit operation 24 hours a day. Those matters 
had been referred to the United States Coast Guard, he said. 


N. R. D. G. A. TO DISCUSS RETAIL DELIVERIES 

Among speakers at a store services session of the National 
Retail Dry Goods Association, January 12, as part of its war- 
time conference at the Hotel Pennsylvania, New York, will be 
E. M. Brady of the O. D. T. division of motor transport, on 
“Government Regulation of Retail Deliveries.” He will speak 
of O. D. T. orders affecting such deliveries and the conserva- 
tion of truck transportation achieved by them. He will also 
describe the application of general order No. 21 requiring 
certificates of war necessity for vehicle operation, to the retail 


rae and discuss the possibilities for further orders in that 
field 


BARRIGER RESIGNS 

John W. Barriger has announced that he has resigned his 
position as associate director of the division of railway transport 
of the Office of Defense Transportation and federal manager of 
the Toledo, Peoria & Western to become vice-president of the 
Union Stockyards and Transit Co., of Chicago, effective Jan. 1. 
However, Mr. Barriger stated that he would be in Washington 
for a few days to take care of some unfinished work and that 
he would proceed to Chicago later. 

Holly Stover, of Washington, D. C., special assistant to V. 
V. Boatner, director of the division of railway transport of the 
Office of Defense Transportation, has been appointed federal 
manager of the Toledo, Peoria & Western Railroad, Director 
Eastman has announced. 

Mr. Eastman announced also that he had appointed George 
Voelkner, formerly assistant federal manager of the T. P. & 
W., to the new post of general manager of the railroad. The 
changes in the road’s management became effective Jan. 1. 

Mr. Stover became associated with the O. D. T. last May. 
He had served as a director, executive representative, and vice- 





90 


president of the Gulf, Mobile & Ohio Railroad Co., president 


of the Stover Smokeless Coal Co., and of Holly Stover, Inc., 
and director of the Gulf Mining Co., and the Sterling Smokeless 
Coal Co. 

Mr. Voelkner has been in the railroad business since 1908, 
when he entered the service of the Chicago & Western Indiana 
Railroad. He held various positions with that road, and with 
the Belt Railway of Chicago, until 1940, when he became 
assistant to the general manager of the Lehigh Valley Railroad. 
He was appointed assistant federal manager of the T. P. & W. 
at the time the O. D. T. assumed control of the road. 


CONTROL OF EXPORTS AND IMPORTS 

Subjects covered in current export bulletin No. 62 of the 
Office of Exports, Board of Economic Warfare, are the follow- 
ing: (1) Appeals from the rejection of applications for export 
licenses, the rejection of applications for the extension of export 
licenses, revocation of export licenses, or from the assignment 
of shipping priority ratings, including (a) new procedure for 
appeals, (b) new anveals committee, and (c) effective date 
(Jan. 1, 1943); (2) additional shipments which require approved 
freight space applications BEW 138; (3) compliance procedure 
changes; (4) inquiries and correspondence; (5) export to Iran, 
Iraq, and Syria; (6) stamping of shipping priority rating on 
export declaration eliminated, and (7) correction of comprehen- 
sive export control schedule No. 10. 

The Office of Exports also has issued its current export 
bulletin No. 63, listing commodities that require a certificate of 
necessity or evidence thereof, to accompany applications for 
licenses for exportation to the other American Republics. 

In its current export bulletin No. 64, the Office of Exports 
discusses the following subjects: (1) Construction machinery 
and parts; (2) assembly of export license applications; (3) War 
Production Board general limitation order L-54-c as amended 
November 11, 1942; (4) automatic rejection of appeals, and 
(5) notions, cheap novelties and specialties. 

Subjects discussed by the B. E. W. Office of Exports in 
its current export bulletin No. 65, issued Jan. 6, are the follow- 
ing: (1) Multiple consignees on one freight space allocation— 
additional commodities; (2) who may apply for an individual 
export license; (3) certifying agent in Chile; (4) shipments 
unloaded by order of the federal government; (5) in transit 
shipments without unloading; .(6) containers—return of emp- 
ties—general license; (7) general in transit license—French 
West Indies and French Guinea; (8) reexportation from coun- 
try of destination; (9) over-carried shipments; (10) general in 
transit shipments—freight space application requirement; (11) 
corrections in comprehensive export control schedule No. 10; 
(12) change in general license, and (13) changes in assigned 
shipping ratings. 


W.P.B. TRANSPORT APPOINTMENT 


Appointment of A. B. Cozzens, of Cleveland, O., as con- 
sultant to the War Production Board’s stockpiling and trans- 
portation division on problems pertaining to operations on the 
Great Lakes has been announced by Dr. W. Y. Elliott, director 
of the division. 

Mr. Cozzens has been associated for several years with 
the Oglebay Norton Co., of Cleveland, as executive in charge 
of the company’s fleet of lake and ocean-going ships. He will 
retain that connection, according to the W.P.B. 


Mr. Cozzens, said the W.P.B., would advise the division on 
the establishment of priorities and quotas on the movement of 
commodities on the lakes. Such priorities and quotas were put 
into effect by the Office of Defense Transportation, it added. 


COAL TRANSPORTATION 


In transporting coal to the New England states the rail- 
roads, taking over a major part of the coal transportation that 
previously had been performed by colliers, fell short only 
500,000 tons in meeting a “quota” of 24,000,000 tons for 1942, 
W. C. Kendall, chairman of the car service division of the 
Association of American Railroads, said in the course of testi- 
mony Jan. 7, before a Senate committee investigating midwest 
fuel problems. Senator Clark, of Missouri, presided at the 
hearing, held under authority of S. Res. 319, which he and 
several other senators had introduced (see Traffic World, Nov. 
28, p. 1304). 

Before 1942, 13,000,000 tons of the coal required in New 
England had been transported by water carriers, but the collier 
movement in 1942 was reduced to 6,000,000 tons, and the 
difference of 7,000,000 tons had to be taken over by rail carriers, 
said Mr. Kendall. He said the railroads met their quota to 
the extent of transporting 23,500,000 tons. Neither in New 
England nor in other eastern seaboard areas was there any 
shortage of coal at the present time, and the stockpiles of coal 
were good, he said. In the eastern states outside of New 
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England there was no question of shortage of equipment and no 
shortage of transportation for coal, he added. He observed 
that there was an “alleged” shortage of anthracite coal, due, 
he believed, to inability of the anthracite mines to fill orders 
for such coal. 

Mr. Kendall made no comment on a statement by Senator 
Clark that it had been reported that a plan of Solid Fuels 
Coordinator Ickes to ship coal from Kentucky into the midwest 
and to ship oil from the midwest into the east meant a loss 
of 70,000 car days on each million tons of coal, due to cross- 
hauling. 

_ On recommendation by Administrator Land of the War 
Shipping Administration and under authority of the second war 
powers act, 1942, Acting Secretary Gaston of the Treasury De- 
partment has waived compliance with provisions of the naviga- 
tion laws relating to the entrance and clearance of vessels “to 
the extent necessary to permit foreign-flag vessels which are 
under time charter to the War Shipping Administration and 
which are engaged in the transportation of coal between United 
States ports in the range between Norfolk, Va., and Eastport, 
Me., to be accorded the same treatment with respect to report 
of arrival, entrance, clearance, coastwise permits to proceed, and 
manifests, as is accorded enrolled or licensed vessels of the 
United States engaged in the same trade.” The order will re- 
main effective until and including April 30, 1943, only. 


W. P. B. CONTROL OF LOCOMOTIVES 


The War Production Board has placed used locomotives 
under regulatory control by its limitation order L-97 as 
amended. It described its action as a measure to assure maxi- 
mum use of any and all available rail motive power. The 
amended order, it said, paved the way for pooling of surplus or 
idle used locomotives “under regulations to be announced at a 
later date by the Office of Defense Transportation.” The order 
as originally issued, said the W. P. B., controlled production and 
distribution of new locomotives. 

The purpose of the amendment, it continued, was to estab- 
lish control over the repair, sale, dismantling, scrapping or other 
disposition of surplus used or idle motive power. Under terms 
of the amended order, it added, used equipment that could be 
reconditioned would be repaired and restored to operation; the 
reconditioned units would then be placed in service where used 
equipment could suitably be installed in lieu of new locomotives, 
and in that way new locomotives would be released for services 
in which new equipment was essential. 

“The transportation equipment division, War Production 
Board, which administers L-97, will not exercise any control 
over the transfer and movement of locomotives among the vari- 
ous domestic railroads,” the W. P. B. said. “That function is 
the responsibility of the Office of Defense Transportation. The 
extent tc which surplus used equipment is pooled or transferred 
will be determined by O. D. T. as the need arises. The order 
as amended provides that a used locomotive cannot be scrapped 
or dismantled except upon specific authorization of the (W. P. 
B.) director general for operations... .” 


W. P. B. TRANSPORT COMMITTEES 

The director of industry advisory committees, W. P. B., 
has announced the formation of the following committees: 

Cotton Goods Transportation Industry Advisory Committee 
—Paul H. Johansen, government presiding officer; committee 
members: C. F. Bauserman, P. H. Hanes Knitting Co., Winston- 
Salem, N. C.; F. C. P. Drummond, Lonsdale Mfg. Co., Provi- 
dence, R. I.; Roy W. Harrell, West Point Mfg. Co., West Point, 
Ga.; William J. Johnson, Nashua Mfg. Co., Nashua, N. H.; 
A. H. Pell, McIvers & Pell, Charlotte, N. C.; Robert D. Sellers, 
Southern Bleachery & Printing Works, Taylor, S. C.; Charles 
W. Strickland, Proximity Mfg. Co., Greensboro, N. C.; J. 
Herbert Swanson, Bibb Mfg. Co., Macon, Ga.; and John W. 
Synon, Mt. Hope Finishing Co., No. Dighton, Mass. 

Leather and Shoe Transportation Industry Committee— 
Paul H. Johansen, government presiding officer; committee 
members: Carlton R. Blades, Geo. E. Keith Co., Compello, 
Mass.; Donald S. Hyman, Brown Shoe Co., St. Louis, Mo.; 
Fred Lumpp, Amour Leather Co., Chicago, Ill.; John Orr, U. 
S. Leather Co., New York, N. Y.; E. J. Schneider, A. C. 
Lawrence Co., Peabody, Mass.; and A. L. Webster, A. L. Web- 
ster & Co., Chicago, II. 

Woolen and Worsted Goods Transportation Industry 
Advisory Committee—Paul H. Johansen, government presiding 
officer; committee members: James Hamilton, American Woolen 
Co., Boston, Mass.; Adrian Keller, Draper & Co., Boston, Mass.; 
George Newman, Winslow & Co., Boston, Mass.; John Riley, 
Nichols & Co., Boston, Mass.; Fred G. Rising, Hallawell, Jones 
& Donald, Boston, Mass.; and Frank Storey, M. T. Stevens & 
Sons Co., North Andover, Mass, 
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ubliec Aids to Transportation 


Estimates that the government had saved $340,783,000 in 
transportation charges from the time land-grant act provisions 
first became effective, in the decade beginning with 1850, to 
June 30, 1942, and that land-grant rate deduction savings on 
government traffic were now running as high as $20,000,000 
a month, or at the rate of $240,000,000 a year, are set forth in 
an exhibit prepared by the staff of the Board of Investigation 


and Research in connection with the board’s investigation of ’ 


public aids to transportation. 

This exhibit and others made ‘public at the same time, had 
not been approved by the board, but had been issued as pre- 
liminary statements of the staff, said Dr. Burton N. Behling, 
director of research—public aids. The exhibits, in addition to 
relating to the land-grant situation, cover highway and water- 
way data. Some of them are revisions of exhibits previously 
submitted by the staff. 

Exhibit R-6, entitled “LLand-Grant and Related Rate Deduc- 
tions on Railroad Transportation of Mail, Troops and Govern- 
ment Property,” covers the land-grant deduction situation to 
June 30, 1942. 

The estimate of $340,783,000 is broken up as follows: 
Troops, $32,251,000; property, $173,755,000; mail, $76,346,000; 
and express, $2,431,000. The estimate for mail is for the 
period ended June 30, 1941, instead of June 30, 1942, due to the 
termination of the deductions on mail as provided by the 
transportation act of 1940. That act also permitted application 
of commercial rates on government traffic other than military 
and naval traffic but there has been a great volume of gov- 
ernment traffic on which land-grant deductions have applied 
because of the war. 

The estimate also included a saving of $56,000,000 found not 
to be separable as to troops or property. 

The purpose of the study, said the staff statement, was to 
estimate, on the basis of government and carrier records, the 
cumulative amount of rate deductions on government traffic 
by reason of provisions contained in the federal land-grant 
acts, as subsequently modified by Congress and interpreted 
by the courts. It said complete data were not available for an 
accurate determination of the aggregate savings to the gov- 
ernment from land-grant deductions and equalization conces- 
sions. 

The board’s staff estimated that, at the beginning of the 
current fiscal year—July 1—savings to the government from 
land-grant deductions on troops and property amounted to at 
least $18,500,000 a month. 

“As the trend was still upward at that time, it is probable 
that the monthly rate has since increased to as much as $20,- 
000,000,” said the staff statement. 


For the two months ended with June, 1942, the staff esti- 
mated savings to the government of $34,061,000. 


The great increase in savings is indicated by a statement 
in the study that reports by Class I railways, other than the 
Santa Fe, showed total savings to the government from land- 
grant and equalization deductions for the five-year period 
1924-1928 aggregating $11,078,940. 


Sixty major Class I railroads, which in 1939 had aggregate 
freight and passenger revenues equal to approximately 90 per 
cent of the total for all Class I railroads, reported to the board 
land-grant and equalization deductions equivalent to 20.5 per 
cent of gross bills (before application of the deductions) ren- 
dered to the government for all transportation of freight, 
according to the study. The corresponding figure for passenger 
deductions was 3 per cent. 

“For the eight months ended April 30, 1942,” continued 
the study, “returns of the same 60 carriers showed deductions, 
related to gross charges, amounting to 18.3 per cent for freight 
and 14.6 per cent for passengers.” 

Changes in these percentages, the study pointed out, re- 
flected the influence of the war on the distribution of govern- 
ment freight and passenger traffic between the military and 
civilian classes, and the effect of section 321 (a) of the trans- 
portation act of 1940 intended to eliminate the requirement 
of reduced rates on civilian freight traffic of the government. 

“The decrease of 2.2 percentage points (from 20.5 to 18.3) 
as to freight transportation for the 1941-1942 period as com- 
pared with 1939 would seem to be accounted for by the afore- 
mentioned provision of the act of 1940,” said the study. ‘That 
the decrease was not greater may be attributable to shifts in 
the territorial distribution of government traffic and perhaps 
also to uncertainties in distinguishing clearly between military 
and civilian traffic. The large increase in the passenger per- 
centage (from 3.0 to 14.6) indicates the relative increase in 
troop movements, which in 1939 constituted only a minor part 
of a total military and civilian travel of government per- 
sonnel. 


“The composite average savings to the government, for 


‘ 


91 \ 


both freight and passengers, were 17.38 per cent in the 1941- 
1942 period, as compared with 15.95 per cent in 1939. These 
percentages ... are averages based on all government traffic, 
including movements which are subject to land-grant or equal- 
ization and those which are not. The figures are consequently 
much lower than 50 per cent, which is the deduction from 
commercial rates for movements over land-grant or equaliza- 
tion mileages.” 


Land-Grant Data 


Another exhibit, R-4, deals with federal and state land 
grants. 

As of June 30, 1940, according to this exhibit, the railroads 
had received a total of 179,284,978 acres, consisting of 130,- 
401,606 acres of federal lands and 48,883,372 acres from the 
states. 

Following submission of sources from which it made up 
its figures, the staff stated that the reported gross proceeds 
to the railroads from land-grant lands to Dec. 31, 1941, aggre- 
gated $598,970,978, while the expenses for administration, sale 
and taxes of such lands, for the same period, totaled $167,637,- 
867, making the total net proceeds $431,333,111. 

At the request of the board, said the staff, the Bureau of 
Valuation of the Commission made an estimate of the value, 
as of Jan. 1, 1940, of the 16,071,300 acres of federal and state 
land-grant lands held for sale by the railroads on Dec. 31, 1941. 
Of this total, 15,840,077 acres were federal grant lands, valued 
at $60,018,567. The state grant lands held for sale Dec. 31, 
1941, were reported to be 231,223 acres of estimated value of 
$665,465. Adding these estimates to the net proceeds gave a 
total of $492,017,143, the staff pointed out. 


Distinguished from land grants to facilitate railroad con- 
struction, said the staff in its exhibit R-5, were other donations 
of lands to railroads for right-of-way purposes. It said it was 
estimated, that, as of Dec. 31, 1941, the railroads held for 
right-of-way and other carrier use 596,136 acres of federal 
lands, including 88,456 acres of land-grant lands reserved or 
used for carrier purposes. As of the same date, it said, 47,117 
acres of state lands were similarly used or reserved, including 
3,872 acres of land-grant lands. 


The staff estimated that the value of the right-of-way 
acreage at the time of the grants, based on estimates of 94.5 
cents and 97.2 cents an acre, was $565,134 and $581,030, respec- 
tively. Even with an allowance for the higher value of the 
lands received after 1871, it was reasonable to conclude that 
the aggregate value as of the dates of the various grants 
would not exceed $1,000,000, said the staff. 

The Bureau of Valuation of the Commission, said the staff, 
estimated the value of the right-of-way lands at $66,396,000 


as of Jan. 1, 1940. 
Highways 


In a supplemental statement referring to its highway ex- 
hibits H-1 to H-9, inclusive, the staff called attention to revi- 


“sions ft“had made in those exhibits. With respect to exhibit 


H-1, covering annual expenditures for highways, roads and 
streets in the years 1921 to 1940, inclusive, it said that expendi- 
tures of the Work Projects Administration and its predecessors 
had been discounted “to recognize the fact that a part of such 
expenditures should be charged to unemployment relief rather 
than to highway transportation.” For 1933-1936, the staff dis- 
counted expenditures of those agencies 40 per cent, and for 
the 1937-1940 period it discounted them 20 per cent, saying 
that the smaller discount in the later years was in recognition 
of evidence that road work by relief agencies became more 
efficient as early organizational defects were remedied and a 
larger part of the funds was spent for equipment and materials 
rather than for labor. The staff revised its exhibit H-4-a so as 
to show an overall estimate of 18.7 years as the probable life 
for the entire investment in primary highways remaining at 
the end of 1920. In determination of annual costs of primary 
highways, the staff arrived at 53.9 years as the amortization 
period for capital outlays made in the years 1921-1930 and 56.5 
years for construction expenditures in the years 1931-1940. 
Its caculations led to the conclusion that 35.7 years was the 
composite average service life for secondary and local roads. 
For city streets, it concluded that the ‘‘weighted” average serv- 
ice life was 46.5 years. 

The board’s staff found that the investment in primary 
highways that remained to be amortized after 1940 amounted 
to $8,687,179,000, that the corresponding figure for secondary 
and local roads was $590,802,000, and that the figure for city 
streets was $4,491,771,000. 

It remained to be determined, it said, how much of the 
total annual costs might reasonably be charged against motor 
vehicle users and particular classes thereof, and whether the 
payments they had made as compensation for the use of the 
highways and streets had been sufficient to cover the costs 
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assignable to them. Finds in these latter respects had not 
yet been made, the staff said. 


Waterways 


Exhibit W-1, revised, covering the annual cost of federal 
aid to waterways by individual projects in 1940, said the in- 
vestigation of public aids to waterways had been based on four 
propositions, substantially as follows: (1) Expenditures for 
improvements no longer useful to navigation should be elimi- 
nated in determining government costs in aid to present water- 
borne commerce; (2) waterway expenditures for purposes other 
than transportation, such as flood control, irrigation, etc., should 
be seggregated; (3) each waterway should be analyzed with 
reference to its own cost and traffic characteristics, and (4) 
government costs should be expressed by the unit of traffic on 
each waterway, in such a manner that total public aid might 
be computed for any given movement of traffic over any com- 
bination of improved or unimproved channels. 

The staff said that “a huge staff of engineers, accountants, 
economists and lawyers could be employed in setting up present 
values of past improvements that are still useful to navigation, 
and in determining policy with respect to such cost elements as 
depreciation,” but that there would still be room for debate 
on the accuracy of the resulting cost determinations. It added 
that limitations of staff, time and available data prevented the 
use of such detailed procedures, but that the use of “certain 
approximating formulas” permitted findings on federal aid to 
navigation that were considered to be accurate within a rea- 
sonable margin of error. 

As to the period for retirement of the cost of waterways 
and the service life of such developments, the board’s staff said 
that, based primarily on what was the commonest practice of 
the army engineers, amortization in its waterway exhibits would 
be computed for a 50-year period. 

As an illustration of the operation of its cost-determination 
formula, the board’s staff said its exhibits indicated the follow- 
ing annual costs for the Ohio River: annual capital costs of 
$4,200,623.69; maintenance, operation and care, $3,934,901.37; 
total annual federal cost, $9,135,525.06. Based on these findings, 
it added, the federal cost a ton-mile for 1940 traffic was 
found to have been $0.0024. 

Discussing the allocation of costs for different types of 
waterway traffic, the board’s staff said that on practically all 
the waterways in the nation, the benefits to passenger traffic 
had been purely incidental. 

“In general,” it said, “excursion steamers, ferries and even 
regularly scheduled ocean liners below the luxury class use 
less than the full project depts of the channels over which they 
operate. On inland rivers and canals, the provision of water- 
ways that are wide enough for barge tows automatically makes 
channels available on which the maneuvering of passenger 
vessels is comparatively easy. Much coastwise and foreign 
passenger traffic is handled by combination vessels whose major 
income is from freight. Provision of cabins and other facilities 
for transporting people actually reduces the displacement of 
such vessels, and hence the depths of channel required by them 
since the same space would require more tonnage if it were 
used for freight. In view of these considerations, it appears 
that some allocation of costs to passenger traffic is justified 
because of benefits conferred, but that the proportion of public 
aid assigned to this function should usually be only nominal. 
Consultation with representatives of the army engineers, the 
Maritime Commission and others confirms this. . . . The opinion 
prevails that the problem is basically indeterminate by any 
logical formula... .” 

It seemed reasonable to assume, said the board’s staff, 
that a waterway passenger usually did not cost the federal gov- 
ernment any more than would be the cost of the equivalent 
weight in freight of himself and his incidental baggage. On 
this basis, it continued, allowance had been made of four 
passengers to the ton for regular passengers and 12 to the ton 
for ferry, recreational and excursion passengers. 


Dealing with the question of government freight on water- 
ways, the revised exhibit contained the following: 


There are only 11 waterways in the United States . . . on which 
government freight in 1940 represented more than 10 per cent of the 
total tonnage reported. Without exceptions, these are high-cost proj- 
ects. Inclusion or exclusion of the government freight could not affect 
determination of policy respecting any of these streams. A correction 
could be made to eliminate the tonnages involved, but no uniform 
report is made on ton-mileages of government freight. 


In an illustration of its annual cost computation, applying 
to the inland waterway from Norfolk, Va., to Beaufort Inlet, 
N. C., for 1940, the staff showed that appropriations for that 
waterway from June 30, 1890, to June 30, 1940, had totaled 
$11,893,796.44, or 98 per cent of the total appropriated for that 
waterway in its history; that the cost of new work on the water- 
way up to June 30, 1940, had been $8,495,591.37, and that 98 per 
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cent of that figure amounted to $8,325,679.54; that annual capi- 
tal costs at 4.27 per cent, based on the latter figure, amounted 
to $355,506.61; that the annual average of maintenance expedi- 
tures for the years 1936 to 1940, inclusive, was $266,132.50, and 
that the computed federal costs for 1940 thus totaled $621,- 
639.01 ($355,506.61 plus $266,132.50). According to the compu- 
tation, the commercial traffic on the waterway in 1940 aggre- 
gated 970,364 tons and represented 203,430,768 ton-miles. The 
board’s staff found that the federal unit cost by the ton was 
$0.641 and that the unit cost by the ton-mile was $0.0031. 

“Using the methods which have been presented in the 
preceding discussion,” the board’s staff continued, “annual costs 
to the federal government and federal costs per unit of 
traffic have been computed for all active waterways in the 
United States. . . . Generally, unit cost per ton is the more 
significant figure for harbors and coastal channels, while unit 
cost per ton-mile is more meaningful on inland rivers and the 
intracoastal waterways. A harbor is comparable to a rail 
terminal, and harbor costs, like rail terminal costs, are not a 
function of the length of haul. .. . If a vessel moves, say, from 
Boston Harbor via Cape Cod Canal to Providence Harbor, the 
federal aid is the sum of the per-ton public aid on these three 
waterways times the number of tons carried on all three. On 
inland channels, however, the per-ton cost is less significant. 
Presumably the federal aid for a shipment from Pittsburgh to 
Cincinnati, say, is less than if the same shipment goes to Louis- 
ville. Using the ton-mile basis permits measuring the element 
of distance while the per-ton basis does not. In every case 
where the data permit, costs are presented on both a ton and 
a ton-mile basis. ... 


“The unit costs shown are not presented as a complete 
measure of the comparative economy of different waterways. 
. .. On the ‘value of service’ principle, a channel which is used 
for high-grade freight might justify a greater cost per ton 
than a channel carrying low-grade freight. .. . Of two water- 
ways having the same costs per ton-mile, the less circuitous 
would probably be more economical. Some recently completed 
projects may still be in their developmental period, and unit 
— for those will be lower when traffic uses the channel more 
u y.” 


The staff exhibit showing the computed federal costs by 
traffic units in 1940 for all active waterways covers 35 pages 
and includes harbor developments as well as coastwise and 
inland waterway improvements. Notations in the exhibit show 
that special reports will be prepared on some of the larger 
harbors and rivers. 

Waterways over which more than 5,000,000 tons of freight 
moved in 1940 and the federal unit costs of the traffic were 
shown in the tabulation as follows: 


Harlem River, N. Y., 6,453,205 tons, cost of $0.023 a ton; 
Hudson River Channel, N. Y., and N. J., 58,308,756 tons, cost 
of $0.004 a ton; East River, N. Y., 60,636,773 tons, cost of $0.018 
a ton; Newtown Creek, N. Y., 8,930,419 tons, cost of $0.006 a 
ton; Bay Ridge and Red Hook Channels, N. Y., 20,693,551 tons, 
cost of $0.020 a ton; Delaware River, Philadelphia to the sea, 
30,286,325 tons, cost of $0.075 a ton; Schuylkill River, Pa., 14,- 
245,440 tons, cost of $0.019 a ton; channel to Newport News, 
Va., 10,524,531 tons, cost of $0.006 a ton; Lake Charles Deep 
Water Channel, La., 8,600,790 tons, cost of $0.004 a ton and 
$0.0001 a ton-mile; Intracoastal Waterway, Mississippi River to 
Sabine River, La., 887,893,324 ton-miles, cost of $0.0008 a ton- 
mile (inseparable duplications include in tonnage as reported); 
Intracoastal Waterway, Sabine River to Port of Corpus Christi, 
Tex., 320,953,224 ton-miles, cost of $0.0010 a ton-mile (insep- 
arable duplications in tonnage as reported); channel from Gal- 
veston Harbor to Texas City, Tex., 13,490,722 tons, cost of 
$0.013 a ton; Houston Ship Channel, Tex., 27,385,598 tons, cost 
of $0.034 a ton; Sabine-Neches Waterway, Tex., 44,706,678 tons, 
cost of $0.019 a ton and $0.0012 a ton-mile; Mississippi River. 
New Orleans to mouth of Passes, 27,172,942 tons, cost of 
$0.063 a ton and $0.0009 a ton-mile; Mississippi River, mouth 
of Ohio River to New Orleans, 4,089,114,960 ton-miles, cost of 
$0.0017 a ton-mile (inseparable duplications included in ton- 
nage as reported); Illinois Waterway, mouth to Chicago, 5,- 
729,356 tons, costs of $0.283 a ton and $0.0021 a ton-mile 
(including state and sanitary district costs, unit costs are com- 
puted as $0.623 a ton and $0.0047 a ton-mile); Monongahela 
River, Pa. and W. Va., 29,559,909 tons, costs of $0.044 a ton 
and $0.0009 a ton-mile; Ohio River, 29,549,275 tons, costs of 
$0.309 a ton and $0.0024 a ton-mile; St. Marys River, Mich., 
90,949,738 tons, cost of $0.020 a ton; St. Clair River, Mich., 
100,475.908 tons, cost of $0.002 a ton; channels in Lake St. 
Clair, Mich., 100,331,732 tons, cost of $0.002 a ton; Detroit 
River, Mich., 118,336,671 tons, cost of $0.009 a ton; St. Law- 
rence River between Ogdensburg and Lake Ontario, 7,719,164 
tons, cost of $0.003 a ton; Columbia River and Lower Willa- 
mette River below Vancouver, Wash., and Portland, Ore., 16,- 
895,406 tons, costs of $0.046 a ton and $0.0009 a ton-mile. 
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Separate exhibits prepared by the board’s staff deal with 
the Ohio River, the Monongahela River, the Kanawha River, the 
Allegheny River, the Columbia River and its tributaries, the 
Missouri River, the Sacramento and San Joaquin Rivers and 
the Central Valley, the Tennessee River, and the financial 
results of operation of the Panama Canal. 


Government Barge Line 


Exhibit W-13, Inland Waterways Corporation, says that 
the “full $12,000,000 of capital paid in to the corporation has 
never been required for its operations, and the unneeded funds 
have regularly been invested in bonds.” 

The staff reviews the report of the Federal Coordinator of 
Transportation dealing with the government barge line. The 
coordinator’s report found that over the period of 1924 through 
1935 the corporation failed by $9,357,279.97 to meet the full 
economic costs to the taxpayers, failed by $15,138,839.14 to 
earn a return large enough to make the enterprise attractive 
to a private investor, and that direct savings to shippers using 
the corporation’s services were $24,146,000 and indirect sav- 
ings accrued to shippers from rail rate reductions to which the 
corporation’s activities contributed. The coordinator report, 
however, it was pointed out, said these “savings” were unreal, 
viewed in ordinary economic terms, but that they were an 
offset to the costs the taxpayer had incurred, viewed as a 
government undertaking. 

A table in the exhibit sets forth computed total federal 
public aid involved in operations of the Inland Waterways 
Corporation, 1936-1941. Taking into consideration “unrecorded 
costs,” including interest at 3% per cent on total investment 
by the government, personal injury claims, free postage, esti- 
mated depreciation not recorded, the exhibit found total fed- 
eral aid by years as follows: 1936, $388,909.14; 1937, $657,- 
030.65; 1938, $232,370.49 (profit); 1939, $1,165,266.67; 1940, $1,- 
137,586.79, and 1941, $1,049,246.19. The “profit” for 1938 
resulted from the fact that the reported net income exceeded 
the “unrecorded costs” by that amount. 

Federal aid in cents a ton was set for as follows in the 
exhibit: 1936, .209; 1937, .311; 1938, .084 (profit); 1939, .536; 
1940, .497; 1941, .409. 

Another table shows hypothetical results of the corpora- 
tion on a private enterprise basis and shows net “losses” as 
follows: 1936, $1,090,674.24; 1937, $1,353,293.31; 1938, $462,- 
019.06; 1939, $1,847,595.54; 1940, $1,798,810.96, and 1941, $1,- 
713,758.70. 

As to “savings” to shippers, the exhibit says the value 
of a comparison between federal public aid and savings to 
shippers is affected by two considerations that are not apparent 
in the statistics: (1) The savings shown make no allowance 
for the usually superior service offered by railroads. (2) The 
savings are confined to a comparatively limited group, while 
the costs are borne by society at large. 


The exhibit said the federal public aid a ton and a ton-mile 
involved in the operations of the corporation was small com- 
pared with the public aid involved in improving the channels 
on which the government line operated. 


“Since this agency offers the only common carrier service 
on some of these channels, and is the principal common carrier 
on all of them, to abandon the Inland Waterways Corporation 
would tend to confine use of these channels to the larger corpo- 
rations who own or contract for their own boats,”’ it said. 


In its exhibit W-15, showing financial results of operation 
of the Panama Canal, the board’s staff said that adjusted com- 
mercial earnings of the canal transit property over the five-year 
period 1937-1941 represented a return of 2.179 per cent on the 
invested capital, falling short by $15,920,264.97 of a return that 
would equal 3 per cent on the invested capital less depreciation 
and amortization charges applicable to that five-year period. 

“No actual interest charge is imposed by the government 
for funds advanced to the Panama Canal,” said the staff. “How- 
ever, a Statistical rate of 3 per cent is employed as a basis for 
measuring earnings. The use of this rate was ‘formally adopted 
when the present accounting system was established in 1932.’ 
(Annual report, 1938, p. 136.) In 1937 the President approved 
recommendations that returns be computed on the basis of in- 
vestment less accrued depreciation. . . . The interest charge 
for each year as computed for this report is based upon the 
unamortized investment as of the end of the fiscal year. Aggre- 
gate interest on the unamortized investment for the five years 
(1937-1941) was $58,259,564.05. This may be compared with 
aggregate net earnings before any interest charge of $42,339,- 
299.08, after allowance of constructive revenue for free transits, 
or $37,014,738.59 without allowance of revenue for free transits.” 

The staff said net earnings of the canal in 1939 were 
$10,408,000, representing a return on the unamortized invest- 
ment of 2.360 per cent, while the lowest rate of return in the 

ve-year period reviewed was in 1941 when only 1.091 per cent 
was earned on the investment. If the theoretical interest of 3 
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per cent that had been adopted as a standard for measurement 
of the adequacy of the earnings was applied to the unamortized 
investment in canal facilities, there was a hypothetical deficit 
each year, said the staff. These deficits, it added, ranged from 
$1,125,000 in 1939 to $5,444,000 in 1941. Continuing, it said: 


The average rate of return (adjusted) based on average investment 
over the (five-year) period was 2.179 or .821 per cent less than the 
prescribed 3 per cent. With no adjustment in revenue to allow for free 
tolls the hypothetical deficit, after applying the 3 per cent interest 
rate, is increased from $15,920,000 to $21,345,000. The adjusted figure of 
$15,920,000 represented the actual subsidy granted by the United States 
to shippers using the Panama Canal from July 1, 1936, to June 30, 1941, 
representing, as it does the difference between actual earnings and the 
standard used to measure the adequacy of earnings. During this period 
135,610,733 tons of cargo moved through the canal. Based on this traf- 
fic movement the federal subsidy amounted to 11.74 cents for each ton 
of cargo. . . If canal transit property were considered separately from 
the civil and administrative activities, this subsidy would be somewhat 
higher than the figure given... 


The staff did not undertake to allocate a part of the capital 
investment in canal facilities specifically to defense purposes, 
saying that such an allocation would involve a certain degree 
of arbitrariness and judgment. It said that whether the cost of 
the important military installations should be borne by the com- 
mercial users of the canal was a question on which some 
definitive long-time policy should be adopted. 


Panama Railroad 


Results of operation of the Panama Railroad, said the 
staff, were “very satisfactory” from a fiscal standpoint. With 
no adjustment for tariff reductions granted the federal gov- 
ernment, the return on the invested capital, less the deprecia- 
tion reserve, was 6.098 per cent for the five-year period 1937 
to 1941, inclusive, it stated. 

“In the earlier years,” it continued, “deficits were in- 
curred on the steamship line operations, but after making sub- 
stantial investments in new floating equipment, the steamship 
line returned 8% per cent on the invested capital for the year 
ending June 30, 1941. War conditions had an important stimu- 
lating effect on the earnings of the Panama Railroad Company. 
However, in the more normal pre-war years reviewed the lowest 
rate of return on combined operations was 3.659 per cent.” 


Missouri River 


Exhibit W-17, Missouri River, estimated $227,078,885 as the 
minimum total capital costs assignable to navigation on the 
Missouri River. It also set forth a computation resulting in 
total annual federal costs of $14,506,435 to be considered as 
federal public aid to waterway transportation on the completed 
Missouri River projects. 

“No accepted standards exist for setting the maximum unit 
costs on an economical waterway,” said the exhibit. ‘These 
exhibits indicate, however, that most of the long-haul Mississippi 
Valley waterways which have been improved for a sufficient 
period to develop a mature traffic are carrying freight at a cost 
to the federal government of less than 5 mills a ton-mile. 

“If the Missouri River is to achieve a 5-mill per ton-mile 
federal cost, it must carry 2,900,000,000 ton-miles of commerce 
annually. This would represent 550 times as much traffic as is 
now carried, if government freight now using the waterway is 
not deducted. It would represent perhaps 1,000 times as much 
commercial freight as is now carried. Barring a tremendous 
development of industry in the Missouri Valley, it is difficult to 
see any possibility of attaining so great a volume of traffic on 
this river.” 

Unit costs a ton to the government for freight carried on 
the Missouri River in the five years 1936-1940 were shown as 
follows in table 4: 


Lower section: 1936, $10.024; 1937, $9.639; 1938, $7.878; 1939, $5.973; 
1940, $5.951. 

Middle section: 1936, $2.793; 1937, $4.039; 1938, $4.207; 1939, $3.402; 
1940, $6.257. 

Upper section: 1936, $0.075; 1937, $0.128; 1938, $0.051; 1939, $0.166; 
1940, $7.40. 


New York Barge Canal 
The capital outlay on the New York Barge Canal System, 
as of June 30, 1939, was $198,657,933, according to exhibit W-21. 
Table No. 6 in this exhibit shows the public aid a ton on the 
segments of the system in 1939 as follows: 


East Erie, $0.8489; West Erie, $1.4194; Oswego, $0.7862; Champlain, 
$2.5699; Cayuga-Seneca, $3.4602. 


Public aid a ton-mile was set forth in the same table as 
follows: 


East Erie, $.0058; West Erie, $.0112; Oswego, $.0326; Champlain, 
$.0528; Cayuga-Seneca, $.1204. 


The staff said it should be emphasized that any economic 
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evaluation of the various segments based exclusively on the data 
in table 6 would be fallacious. The ratio shown there, it said, 
did not depict the true relationship between the costs of a seg- 
ment and the traffic served by that segment in the capacity of 
a bridge or inter-connecting system. That the comparatively 
high ton-mile cost for the Oswego section was explained by its 
short length (24 miles) was shown by the comparatively low 
cost a ton on that same segment, said the staff. Aside from their 
usefulness in computing public aids on specific shipments 
through the canal system, the only significance to be attached 
to the ton-mile cost shown in table 6 was the fact that none of 
these segments might be considered to be a low-cost waterway 
for strictly local traffic within the New York Barge Canal Sys- 
tem, said the staff. 


Monongahela River 


Exhibit W-10 contains table 2 showing public aid a ton- 
mile on the Monongahela River as follows: 1936, $.0010; 1937, 
$.0009; 1938, $.0015; 1939, $.0013; 1940, $.0009. 

The staff said that the amount of public aid a ton-mile 
reflected the fluctuations in the activities of the steel industries 
located along the Monongahela River and in neighboring 
regions. 

Kanawha River - 


Public aid a ton-mile on the Kanawha River was shown as 
follows in exhibit W-11: 1938, $.0052; 1939, $.0041; 1940, $.0038. 


Allegheny River 


Public aid a ton-mile on the Allegheny River was shown 
as follows in exhibit W-12: 1936, $.0178; 1937, $.0232; 1938, 
$.0310; 1939, $.0283; 1940, $.0223. 


Warrior River System 


A table in exhibit W-16 shows federal costs a ton-mile on 
the Warrior River System as follows: 1936, $.0029; 1937, $.0021; 
1938, $.0024;. 1939, $.0026; 1940, $.0029. 


Tennessee River 


Exhibit W-19 contains data relating to development of the 
Tennessee River in connection with the Tennessee Valley Au- 
thority program and estimates of prospective traffic and of allo- 
cation of costs to navigation. The staff said no useful purpose 
would be served in computing public aid on the Tennessee River 
in the period of construction of the 9-foot waterway by the 
T. V. A. It said the most significant showing that could be 
made prior to the completion of the waterway was an estimated 
measure of public aid based on estimated costs of the completed 
waterway and on the prospective traffic that might be expected 
to develop after the improvement was completed. Table 8 shows 
measures of prospective public aid to navigation in the improved 
Tennessee River. On T. V. A.’s basis of allocation, the exhibit 
shows public aid a ton-mile of $.0091, including outbound coal, 
and $.0163 excluding outbound coal. On the direct cost basis of 
allocation, the corresponding costs would be $.0039 and $.0069, 
respectively. 


Land Grant Rates on Ship Materials 


Railroad officials are concerned as the result of adoption 
by the Maritime Commission of a resolution, the effect of which 
is to demand application of land grant rate deductions to ship- 
ments of materials, equipment and supplies purchased by the 
commission, its agents and contractors, for incorporation in the 
construction of vessels built for the commission. 

In its resolution, the commission referred to the construc- 
tion of merchant vessels and pointed out that under the trans- 
portation act of 1940 land grant deductions with respect to the 
transportation of government property were abolished except 
with regard to the transportation of military or naval property 
of the United States moving for military or naval and not for 
civil use, and to the transportation of members of the military 
or naval forces of the United States, or the property of such 
members, when such members were traveling on official duty. 

The commission then declared that whereas, prior to the 
entry of the United States into the war on Dec. 8, 1941, there 
was no basis for a determination by the commission as of the 
time of transportation of any such materials, equipment and 
supplies, that on completion any particular vessel or group of 
vessels would be devoted primarily to purposes of war rather 
than to the purposes of commerce. 

Subsequent to Dec. 8, 1941, said the commission, it became 
apparent that all merchant vessels then in process of construc- 
tion and thereafter to be constructed until the termination of 
the present war were to be devoted primarily to the purposes 
of war, rather than to the purposes of commerce, for the trans- 
portation of munitions and supplies for direct consumption by 
military and naval forces in the various theatres of war, and 
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for the transportation of military and naval personnel to and 
from said theatres of war. 

The commission then found and determined that as of 
Dec. 8, 1941, all vessels then in process of construction and 
thereafter to be constructed were to be devoted primarily to 
the purposes of the war rather than to the purpose of commerce, 
and that all materials, equipment and supplies for such vessels, 
on passage of title to the government after Dec. 8, 1941, military 
or naval property of the United States and on shipment moved 
for military or naval and not for civil use. 

The resolution directed the proper officers of the commis- 
sion to take action to obtain the benefit of land grant freight 
rates wherever applicable on the basis of the action of the 
commission. 

It was pointed out by rail officials that a tremendous volume 
of traffic was involved in this situation and that if land grant 
deductions were applied to it the railroads would suffer sub- 
stantial losses in revenue. 


FLUORSPAR SHIPMENTS CONTROLLED 


“Because of the growing shortage of fluorspar for steel pro- 
duction, shipments by producers to users of both metallurgical 
and ceramic grade fluorspar will be controlled by the War 
Production Board,” said the board, Jan. 6. This program, be- 
ginning in January, 1943, forbids any producer or shipper to 
ship fluorspar to persons appearing on restricted shipping lists, 
sent to producers each month by W. P. B. Letters outlining 
the operation of the program have been sent to producers and 
users of fluorspar. 

“The control is established under regulation No. 1, which 
provides that no person may accept delivery of any material 
if his inventory of such material is or will become by reason 
of such delivery greater than a ‘practicable working minimum.’ 
Knowingly making deliveries where acceptance is prohibited 
is likewise forbidden by the regulation. 

“From the monthly reports of stocks received each month 
by W. P. B., it is known which consumers have an inventory 
larger than a ‘practicable working minimum.’ Persons to 
whom shipment will be forbidden (those who will appear on the 
restricted shipping list) are those having inventories too large 
- — their accepting deliveries under priorities regulation 

o;. 1. 

“The shipping restrictions imposed by this program are 
simply a means of insuring equitable distribution of the avail- 
able supply among all consumers and are not intended to limit 
either the quantity or quality of fluorspar a consumer may use. 
No. W. P. B. conservation order, as such, is required to control 
these deliveries.” 


W. P. B. CONTAINERS DIVISION 


Resignation of William Fitzhugh as deputy director of the 
containers division of the War Production Board has been an- 
nounced by Charles L. Sheldon, director of the division. Roswell 
C. Mower, formerly assistant director, has been appointed 
deputy director. 

“Mr. Fitzhugh, who resigned to devote his time to his own 
company—the W. W. Fitzhugh Company, New York City—will 
continue as chief consultant to the division,” said the W. P. B. 
“He joined W. P. B. in September, 1941, as chief of the folding 
and setup box section, and in November, 1942, became deputy 
director of the division. 

“Mr. Mower has been in charge of the following sections: 
Glass container and closure, metal can and tube and steel 
drums, gas cylinders and tight cooperage. He is vice-president 
of the Manz Corporation of Chicago.” 


W. P. B. TRANSPORT PLANS 


Plans for eliminating the practice of cross hauling and cir- 
cuitous routing in the cotton, wool, and leather industries have 
been discussed by three transportation industry advisory com- 
mittees of the War Production Board with officials of the W. 
P. B. textile, clothing, and leather division, according to a W. 
P. B. announcement. The committees represented the cotton 
goods, wool and worsted goods, and the leather and shoe in- 
dustries, it said, adding: 


Other transportation conservation measures considered at the meet- 
ing included more efficient packaging and better space utilization, expe- 
ditious handling of equipment, diversion of freight to other types of 
transport, and maximum loading of carload and trap car freight. 

Also discussed as basic to the conservation program was the prob- 
lem of meeting greatly increased transportation requirements in 1943 
for the three industries involved. 

In an effort to develop more factual data on the overall problem 
of meeting the 1943 transportation requirements, task groups were set 
up for each of the advisory committees. These will report back at 
separate committee meetings to take place later this month and early 
in February. 
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Traffie Law and Procedure 


Eighth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Distribution of Coal 
Cars Among Mines 


e The problems of distributing coal cars among mines has 
been important in the coal mining industry for many 
years and have been recurrently before the Interstate Com- 
merce Commission since its establishment in 1887. Broadly 
stated, the problems of car distribution among mines involve: 


1. A proper and reasonable basis for the rating of mines to deter- 
mine the number of cars each mine is capable of loading in a working 
day, under normal or average conditions. 

2. The distribution of empty coal cars in periods of car shortage 
so that a few favored mines may not get cars to erable them to fill their 
contracts while cars are denied to unfavorable mines, thus effectively 
preventing them from filling their contracts. 

3. The prevention of preferential car distribution to mines con- 
trolled by railroads—an abuse sought to be remedied by the commodities 
clause of the Hepburn act, 1906. 


Early bases of far-reaching importance included: The 
Hocking Valley Case;’ the Traer Case;’ the Rail and River 
Case;* and the Hillsdale Coal and Coke Co. Case.* 


Importance of Coal Car Distribution 


Carload shippers of ordinary traffic are subject to demur- 
rage for cars held beyond the period of free time provided for 
in the carriers’ tariffs. Demurrage charges and free time are 
practices adopted from old shipping customs of allowing ship- 
pers or consignees a reasonable period of free time for loading 
or discharge of cargo when charging a per diem fee for deten- 
tion beyond that time. No demurrage charges, however, are 
assessed against cars placed to be loaded at anthracite or 
bituminous mines for failure to load within free time empty 
cars ordered or for failure to furnish billing for shipments 
loaded in cars. 

Bituminous coal mines have “mine ratings’ based on the 
daily capacity of the mines to produce coal. Empty cars avail- 
able in the district for loading are placed at the mines for 
loading as ordered in ordinary times, but are distributed among 
the mines in the district requisitioning cars on any day in ratio 
of the mine rating, in times of coal car shortage or stringency. 
For example, if 120 cars are ordered and only 60 are available, 
the empty cars are distributed among the mines according to 
the following scheme. , 


Mine No.of Cars No.of Cars 
Rating Ordered Placed 

SE POE ST ee 20 cars 10 5 
eee eae er err 40 cars 20 10 
axe a urs sik) wae ko meeeia escoe ieee 20 cars 10 5 
ME Sci oS ss sts ayn ale leva aca le a eSuare SAS 60 cars 30 15 
MN I os acosac sate bide td Ruane ini Deepen eee 20 cars 10 5 
PUNDIT 2.2. <5 ra:scle ncn cea Gatmunten dotata pra aie 30 cars 10 5 
MY Mies id .sid 515 do ease aaa aaeeea 20 cars 10 5 
MO Ss ccc bcd laps xia aceiete as niaeie aie 30 cars 20 10 

MORO? ch chk ndeun a cae kaos 240 cars 120 60 


Unused empty cars and loaded cars as yet unbilled are 
counted against the mine quota. 


The mine rating system of distributing coal-carrying equip- 
ment was established at an early date by individual railroads. 
Before the establishment of the Interstate Commerce Commis- 
sion the distribution of cars was left to agents, yard-masters, 
and train conductors of the carriers serving the mines. In 
periods of car shortage gross inequalities in distribution often 
resulted from the practices of the railroads in favoring ‘“com- 
pany mines” and large influential shippers. It has been charged 
that the practice led, in some cases, to petty grafting by local 
railroad operating men. Cars were often forced or bought in 
times of scarcity by coal mine operators or shippers who could 
and were willing to resort to the use of influence or bribery to 
obtain cars, while those who could not or would not resort 


to such practices did without cars and were unable to sell 
their coal. 


With the passage of the act to regulate commerce in 1887, 
complaints poured into the Commission. They often dealt with 
the inequalities of coal car distribution and with abuses in car 
distribution that damaged the operators of unfavored mines. 


?R. R. Comm. Ohio vs. H. V. R. Co., (12 I. C. C. 398), 1907. 
2G. W. Traer vs. C. and A. RB. Co.,. (43 1. C. GC. 451), 1808. 
* Rail and River Coal Co. vs. B. and O. R. Co., (14 I. C. C. 86), 1908. 
* Hillsdale C. and C. Co. vs. Penna. R. Co., (19 I. C. C. 356), 1910. 





In Ruttle et al. vs. Pere Marquette R. Co., the Commission 
found the practice of the stopping of a carrier’s cars at junc- 
tion points and placing them at the disposal of private car 
owners, instead of dividing the cars equally among all who 
ordered cars for loading to be unlawful denial of equal facilities.* 

In commenting on the distribution of coal cars by means of 
mine rating distribution rules rather than through the use of 
demurrage, the Commission has stated that car distribution 
rules better conserve railroad supply at mines than do demur- 
rage rules and can be supervised more efficiently and eco- 
nomically.* It has held also that, in period when the supply 
of coal cars available does not equal the requirements of the 
mines, it is the carriers’ duty to maintain and apply just and 
reasonable ratings of the mines located on their lines and to 
count all cars furnished to or used by the mines against their 
respective quotas.’ 

In fixing a mine rating either productive capacity or com- 
mercial capacity—the ability to market the coal—or a combi- 
nation of productives and commercial capacity may be con- 
sidered. Commercial capacity was discarded at the time of 
the first World War because there was an eager market for 
all the coal that could be produced and transported to market. 
In its investigation on its own motion in 1924, the Commission 
heard a majority of the witnesses testify in favor of productive 
capacity as the basis for mine ratings, and it used this basis 
in its decision in 1925.° 


Demurrage Exemption 


There are a number of reasons for the exemption of coal 
cars at mines from the ordinary freight car demurrage rules. 
The mines are often widely scattered in an area. They are 
serviced by mine district and main line freight trains, 
either singly or in combination. Certain grades of bituminous 
coal are marketable one day and not the next, while the de- 
mand for other grades exists continually. The mines often have 
inadequate storage facilities or the costs of mining are increased 
unduly if coal is mined and stored awaiting cars for shipment. 
The most efficient plan of operation is to load each day’s pro- 
duction directly into cars placed for that purpose. Many mines 
do not have efficient marketing organizations and must rely 
on brokers or other middlemen to market their product after 
it is mined and shipped. The mine ratings take into consider- 
ation the hours of mine operation and car loading, usually 
based on a maximum loading period fixed on the basis of a 
working day. Mines under development where production is 
limited receive additional privileges. Representatives of the 
coal mining industry have urged that coal cars be supplied to 
mines on the basis of an empty car for each loaded car shipped.’ 

The abuses of the system of car distribution that must be 
guarded against by carriers, by shippers, and by the Commis- 
sion are: 1. under-rating of mines; 2. over-rating of mines; 
3. abuses at joint mines located on two or more railroads; and 
4. the use of coal cars as plant facilities without rental or 
switching charges. 

Assigned Coal Cars 


Assigned cars include: (1) railroad system fuel cars as- 
signed to mines on a coal loading railroad for fuel coal of that 
railroad; (2) foreign fuel cars of another road than the initial 
carrier assigned to the mines on a coal loading railroad for 
fuel of the foreign line; (3) private cars of other than railroad 
ownership assigned to carry coal of the owner of the cars 
to its own or other mines.” 

At the time of the first World War, coal car distribution 
was governed by the rules of the U. S. Railroad Administration. 
There was a coal car surplus for the fall of 1918 until summer 
of 1919. This was followed by a coal car shortage late in the 
summer of 1919. Coal for railroads received preference from 


*(%3 1. C. C. 17), 1908: 


®Demurrage on Coal and Coke at Points on Tennessee Railroad, 
(102 I. C, C. 554), 1925. 

7 Victor-American Fuel Co. et al. vs. D. and S. L. R. Co. et al., (155 
I, C. C. 34), 17929. 


8In Re Rules Governing Ratings of Coal Mines, (95 I. C. C. 309), 
1925 ' 


® McAuliffe, Eugene, Railway Fuel, Simmons-Boardman, New York, 
1927, Chapter XI. 


10 Berwind-White Coal Mining Co. et al. vs. U. S. and Four Other 
Cases, U. S. District Court Eastern District of Pennsylvania, Nos. 3271, 
3273, 3225, 3285, and 3317, November 25, 1925. 
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the Central Coal Committee in 1919. In 1920, section 1 (12), 
of the interstate commerce act, was amended by the transpor- 
tation act of 1920 to extend the power of the Commission over 
mine car distribution. 


Status of the Assigned Car in the Coal Industry After 1920 


After years of litigation involving the distribution of empty 
freight cars in the bituminous coal mining industry, the Com- 
mission, March 22, 1921, instituted a general investigation, 
naming as respondents all the steam railroads under its juris- 
diction. This investigation covered the whole problem of the 
assigned cars for bituminous mines and their distribution 
among coal mines, of privately owned cars, and empty cars 
placed for loading of railroad fuel.” 


Following the investigation, the Commission held that sec- 
tion 1, paragraph 12, of the interstate commerce act, which 
says “it shall be the duty of every carrier to make just and 
reasonable distribution of cars for transportation of coal among 
the coal mines served by it,” was not in terms to prohibit the 
practice of assigning cars for railroad fuel and private cars to 
coal mines under the limitations fixed in the Hocking Valley 
case,” the Traer case,“ and the Assigned Freight Car case.” 
The practice of the respondents in assigning private cars and 
system or foreign line cars for railroad fuel, to bituminous coal 
mines in excess of the ratable share at the same time distributed 
to bituminous coal mines on their lines, which did not receive 
assigned cars, was found by the Commission for the future to 
be unjust and unreasonable discrimination against mines not 
receiving assigned cars and to favor unduly those mines to 
which were furnished cars in excess of the ratable proportion. 
The Commission held that cars specially placed by order of the 
Commission might properly be treated. as assigned cars, but 
need not be taken into account in determining the ratable 
distribution when the order of placement required that this 
be done. 


Appeals to the Courts 


Five suits were brought by the Berwind-White Coal Com- 
pany and others before the federal court for the Eastern Dis- 
trict of Pennsylvania, under the urgent deficiencies act of 
October 22, 1913, to annul the order of the Commission, which 
became effective March 1, 1925. The order prescribed that all 
railroads were subject to its jurisdiction in the distribution of 
bituminous coal cars in times of car shortage.” This ruling 
affected 3,073 railroads and all of them acquiesced in the order 
of the commission except the 35 railroad plaintiffs in these 
cases. 


In the Hocking Valley and Traer cases, the rule or practice 
prescribed by the Commission was approved by the U. S. Su- 
preme Court" and was later adopted by the carriers. 


In I. C. C. vs. Illinois Central R. Co., the U. S. Supreme 
Court held that the equipment of an interstate railroad, in- 
cluding cars for transportation of its own fuel, were instru- 
ments of interstate commerce and subject to the control of the 
Commission. The interstate commerce act was held to have 
delegated to the Commission authority to consider the question 
of the distribution of coal cars, when complaint had been made. 
This was held to include the fuel cars of the carriers in times 
of car shortage, in order to prohibit unjust preference or undue 
discrimination.” 

The Hocking Valley and Traer cases dealt only with private 
and foreign fuel cars. The Commission, in handing down its 
ruling in Assigned Cars for Bituminous Coal Mines, recom- 
mended that the rule also apply to system railroad fuel cars 
so that all cars would be distributed pro rata regardless of 
assignment or ownership. 

The U. S. District Court granted a permanent injunction 
against the order of the Commission. The Commission took an 
appeal to the U. S. Supreme Court. The railroads in their 
defense argued that the commission had exceeded its rights, 
that the order was unreasonable, and-that it was unsupported 
by the findings and evidence. They urged that the rule in- 
volved the taking of property without due process of law, that 
it was an arbitrary interference with the use of the private car 
owners’ property and amounted to illegal interference with 
their right to manage their own business. 

The Supreme Court held that there was no constitutional 





11 Assigned Cars for Bituminous Coal Mines, (80 I. C. C. 520), 1923. 

122R, R. Comm. of Ohio et al. vs. Hocking Valley R. Co. and Same vs. 
W. and L. EB. R. Co., (32 I. C: C. 308), 1907. 

1% Glenn W. Traer, Receiver, Ill. C. Co. vs. C. and A. R. Co., and 
Same vs. C. P. and St. L. R. Co., (13 I. C. C. 451), 1908. 

4 Assignment of Freight Cars, (57 I. C. C. 760), 1920. 

15 (80 I. C. C. 520), 1923; see also Interstate Commerce Act, Section 
1 (235). 

“(t. C. C. ve. 1. C. RK: Co.,. 5. U..S:. 462), 1020. 

17 (215 U. S. 452), 1910. 
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obstacle and that the rule did not involve the taking of property 
of the private car owners. It held that the Commission had the 
power to determine how cars should be distributed, under the 
transportation act of 1920, which amended section 1 (12) of 
the interstate commerce act. The court held that the rule 
was not unreasonable, finding that the use of private cars had 
tended more and more to produce inequalities in the use of 
other facilities such as locomotives, tracks, and terminals, and 
that many so called car shortages were due, not to absence of 
cars, but to inability to move them. The contention that the 
findings of the Commission concerning discrimination were 
unsupported by evidence was found to rest largely on a mis- 
conception, and the contention that the Commission sought to 


equalize industrial fortune and opportunity was held to be 
unfounded.* 


The fact that Congress has permitted the use of private 
cars and that the shippers’ acquisition of them proceeds from 
a motive of self-interest, which is recognized as legitimate, 
cannot prevent the Commission from prohibiting a use of the 
equipment in a way that it concludes will probably result in 
unjust discrimination against others and may prove otherwise 
detrimental to the transportation service. The contention was, 
therefore, considered baseless and the order that was chal- 
lenged was held to be valid and the decrees of the lower court 
were reversed. 


In this important decision, the U. S. Supreme Court held 
that Congress might prescribe the conditions under which pri- 
vately-owned freight cars might be used on railroads subject 
to the interstate commerce act; it might determine how the 
freight cars owned by the carriers might be used. It held that 
a rule of the Commission, made within the jurisdiction con- 
ferred on it by the interstate commerce act, did not involve an 
unconstitutional taking of the property of the owners of private 
cars nor invade the private business affairs of the carriers 
subject to the act. This was held to be so in the case of the rules 
of the Commission requiring that the carriers placing the cars 
shall count the cars owned by foreign railroads—railroads other 
than the railroads on which the mines are located—and as- 
signed to the fuel service of the foreign railroads and the cars 
owned by and assigned to the service of the private shippers, 
in addition to the cars owned by the railroads placing the cars, 
in determining the number of cars available for distribution in 
any district. The rule prohibiting the railroads (unless per- 
mitted by emergency order of the Commission) from placing for 
loading at any mine more than that mine’s ratable or pro-rata 
share of all such cars was held to be a valid exercise of the 
Commission’s authority; this authority did not go so far, how- 
ever, as to permit the issuance of a rule that would divert the 
surplus cars owned by one shipper to the use of another. 

The car service section of the interstate commerce act, as 
amended, was held by the Supreme Court to leave the Com- 
mission administrative discretion to determine how the freight 
cars should be distributed. This section declares it to be the 
duty of every railroad carrier subject to the act to make just 
and reasonable distribution of freight cars for the transporta- 
tion of coal among the mines served by each railroad. It 
provides, also, that, when the supply of cars available for 
transportation does not meet the requirements of the mines, 
the carriers must “maintain and apply just and reasonable 
ratings of such mines and to count each and every car furnished 


to or used by any mine for transportation of coal against the 
mane. ..< 


The Supreme Court held that the general car service 
powers of the Commission to distribute all cars used in the 
transportation of property did not limit the Commission’s 
authority to make special regulations to govern the distribution 
of cars used in the transportation of coal, including the coal 
cars supplied by railroads placing the cars at the mines or 
the cars of other railroads. 

The Commission was found to have the power to make 
rules of car distribution uniformly applicable. In making such 
regulations the Commission was found to be exercising a 
legislative function; the courts were not, in such cases, en- 
powered to weigh the evidence introduced before the Com- 
mission to inquire into the soundness of its reasoning or question 
the wisdom of the regulations prescribed by the Commission.” 


Justice McReynolds, in a separate opinion recommending 
that the decree of the court below should be affirmed, urged 
that the real purpose of the Commission’s order was _ not 
rationally to control the distribution of cars in times of short- 
age, but to force the railroads and other large consumers to 
apportion their purchases of coal among a larger number of 





% The Assigned Car Case, (274 U. S. 564), 1927; reversing (9 Fed. 
(2nd) 429), 1925. 
19 Interstate Commerce Act, Part I, Section 1 (12). 
20 (274 U. S. 564), 1927. 
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producers. This would, he said, advantage the mines from 
which such consumers preferred not to buy. 


Both carrier and large manufacturer must have steady supplies of 
suitable coal, and it may be highly important to obtain these from one 
or a few approved mines. But if such mines are to be denied fuel and 
private cars during times of shortage, then for their reasonable protec- 
tion these great consumers probably will endeavor to scatter their 
orders. 

The railroads of this country are private property. They must be 
operated by their owners according to law, under supervision of the 
Interstate Commerce Commission; but that body is not entrusted with 
management and ought not to be permitted to assume it under any 
guise. In practice, carriers must use many cars daily for gathering fuel 
necessary for their operations, and I know of no authority possessed by 
the Commission to prevent them from purchasing this where and as 
their managers think best. To permit such interference under the mere 
guise of a rule for distribution of cars seems to me to be altogether 
wrong. 

Upon this record we must assume that the carriers have met their 
obligation to provide an adequate number of system cars. 

The practice of hiring and using private cars by railroad has been 
recognized and accepted by both Congress and the Commission. It has 
enlarged the total number of cars available for use and thereby aided 
all shippers. Those who provide private cars take nothing from any 
other shipper, but heretofore have secured the use of such cars for 
themselves although, because of temporary shortage, the system cars 
were insufficient to meet the demands of others. 

If the order [of the I. C. C.] was intended to enlarge the total 
supply of cars or bring about more equitable distribution of available 
cars in times of shortage, it was foolish. Supply cannot be increased, 
nor equitable distribution enforced by prohibiting the use of private or 
fuel cars when most needed—requiring them to stand idle on the sid- 
ings. If, on the other hand, as I must think, the real purpose was to 
force large consumers to scatter their purchases, the order goes beyond 
any power entrusted to the Commission.** 


Two of the important cases on car distribution to come 
before the Commission since the close of the first World War 
were the Northern West Virginia Coal Operators Association 
vs. Penna. R. Co., Director General et al.” and Brady vs. B. 
and O. R. Co. et al.” 


In the former case it was complained that the distribution 
of coal cars to mines on the Monongahela Railway and the 
Morgantown and Wheeling Railway, on the one hand, and to 
mines on the Pittsburgh and Lake Erie R. R. and Monongahela 
and Pittsburgh Divisions of the P. R. R., on the other, sub- 
jected the complainant members to undue prejudice to the 
extent that the percentage of cars distributed to the mines of 
the complainant members was less than the percentage of cars 
the mines as a whole, on all lines considered, would have 
received had all the system cars placed for coal loading been 
equally distributed. This case was brought in the period of 
government control of railroads. The practices of the Director 
General in car supply were found to be unduly prejudiced and 
the case was held open for a statement with respect to the 
amount of damages. 


In the latter case, the Western Maryland Railroad serviced 
the collieries of the West Virginia Coal and Coke Company 
while failing in similar service to Brady’s colliery, located inter- 
mediate between the West Virginia Coal and Coke Company’s 
collieries, resulting in discrimination in car supply against 
Brady. The Western Maryland had a special agreement with 
the West Virginia Coal and Coke Company which supplied coal 
to it. Brady held that B. and O. had no right to suggest that 
he order cars on an arbitrary 80 per cent and 20 per cent 
basis, because the coal and coke company, for reasons of its 
own, wished to do so. He claimed a joint status and was sus- 
tained by the Commission. 


These mines were supplied by both the Western Maryland 
and the B. and O. railroads and the West Virginia Coal and 
Coke Company had an agreement with the railroads to obtain 
an 80 per cent and 20 per cent supply from these roads re- 
spectively and the same agreement was arbitrarily forced on 
Brady and caused his protest. The Commission found these 
practices to be unduly prejudicial to the complainant and per- 
mitted filing of a petition for damages. 





*1 Assigned Car Cases, (274 U. S. 565, 584-587), 1927. 
= (60 I. C. C. 569), 1921, and (109 I. C. C. 604), 1926. 
3 (112 I. C. C. 244), 1926. 





NEW HINDE AND DAUCH BOOKLET 


A new booklet, “How to Stack and Load corrugated ship- 
ping boxes,” is being distributed by the Hinde and Dauch Paper 
Company, ‘Sandusky, O. It contains information on the reduc- 
tion of damage to merchandise by proper stacking and loading, 
methods by which handling may be facilitated and storage 
Space most efficiently used. The booklet is No. 2 in the com- 
Pany’s Little Packaging Library. 





Questions and Answers 


* Se eee wee Ne comet, eine, 6 > Sak one 

practical nature that confront persons dealing with trafic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service , will give his opinion in anawer to any sim- 
ple question relating to the law of interstate transportation 


of 
freight. The same man, with long experience and wide 
will answer questions relating to practical trafic problems. We do 
eS ee ee Se a ee Se ae p him in 
work. 
The right is reserved to refuse to answer in this column any 


question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more compr aoe Gar 2 @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Harle Building, Washington, D. O. 


Tariff interpretation— Application of Intermediate Rule 


Missouri.—Question: We have had a great deal of trouble 
with overcharges on shipments originating at our California 
plants moving eastward over the Pacific Intermountain Express 
as originating truck line. The shipments move to San Francisco 
by rail, prepaid, and move from San Francisco east by truck, 
prepaid. 

The truck line collects the freight from our California 
branch who, in turn, mail the bills to us. We audit them and 
file clair for overcharges from this office. We are taking up 
with you a typical case. 

On September 26, this year, we made a shipment of mer- 
chandise from San Francisco to Macon, Missouri, routed via 
carriers, parties to Intermountain Truck Tariff Motor Carrier 
Tariff No. 4, Agent Stone’s MF ICC No. 5. The effective 
supplement at the time the shipment moved covering the points 
in question was Supplement 74. The shipment was prepaid 
and the originating carrier assessed the class rate, presumably 
in effect at the time, and have declined to honor our claim for 
the St. Louis commodity rate as specified in the tariff. 

Item 110-E of the above referred to tariff reads: ‘Rates 
from or to intermediate points. Except where rates are named 
from or to points covered by this tariff, rates from or to 
unnamed intermediate points on direct route of movement, shall 
not exceed the rate to or from the next more distant point.” 

It is our opinion that as Macon, Missouri, is on Highway 36, 
on the direct route of at least two carriers operating between 
St. Joseph and Kansas City and St. Louis, both of which have 
interstate permits to Macon and are parties to the tariff, the 
intermediate application applies, and that the St. Louis com- 
modity rate is the maximum rate that can be charged. Our 
claim has been declined by the originating truck line with the 
statement that the Interstate Commerce Commission has ruled 
to the effect that point to point class rates take precedence over 
a rate made by the use of an intermediate application, but have 
neglected to reply to our request for reference to this ruling. 
If it is a fact, as they state, that the point to point class rate 
takes precedence over an intermediate commodity rate, in your 
opinion, does not the way their tariff is drawn make St. Louis 
a maximum rate for Macon? 


If possible, we would like to have your opinion as to 
whether the intermediate application applies or not. We will 
admit that this tariff is an ambiguous and complicated docu- 
ment. 

Answer: . . . If there are motor carriers operating from 
San Francisco, Calif., to St. Louis, Mo., through Macon, Mo., 
which carriers are parties to the joint through rates published 
in Agent Stone’s MF-ICC 5 from San Francisco to St. Louis, 
under Item 110-E of the above referred to tariff the com- 
modity rate published therein to St. Louis, Mo., will, in our 


opinion, apply to Macon, Mo., as Macon is not named as a 
destination in the tariff. 


The carrier’s statement that the Interstate Commerce Com- 
mission has ruled that point to point class rates take precedence 
over a rate made by use of an intermediate application is in 
error. In Lyon & Greenleaf Co., Inc., v. N. Y. C., 197 I. C. C. 37, 
the Commission held that a commodity rate made by the use 
of an intermediate rule takes precedence over a specific class 
rate from and to the same points published in another tariff. 
See, also, the decisions of the Commission in Curtis Leather Co. 
vs. Atchison, T. & S. F. Ry. Co., 151 I. C. C. 610, and Perrine- 
Armstrong Co. vs. New York Central R. R. Co., 169 I. C. C. 347. 
Limitation of Actions—Offer of Settlement Following Written 

Declination of Claim by Carrier. 

Florida.—Question: Please answer the following question: 
The railroad declines a claim in writing, but later offers part 
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settlement which was not accepted before the statute of limita- 
tions on basis of the written declination had run. The offer of 
settlement was never declined in writing, but because two years 
has elapsed since the date of the written declination of the 
entire claim, the carriers are now refusing to pay anything. 

Please let us know if in your opinion the carriers are justi- 
fied in refusing to pay their offer of settlement. 

Answer: . . . The inquiry you make was involved in the 
case of L. M. Kirkpatrick Co. vs. Illinois Central R. Co., 195 
Sou. 692. Under the facts in that case a claim was presented 
October 2, 1934; declined in writing by the carrier February 19, 
1935, and again declined by the carrier October 19, 1935. 
Within two years and one day after the first and second decli- 
nations of the claim the carrier again reconsidered the claim. 
The carrier again declined the claim, stating that it stood on its 
prior refusal to pay the claim. 

Suit was brought within two years and one day after the 
third and last notice of refusal by the carrier to pay the claim. 
The shipper contended that by its agreement to reconsider the 
carrier waived the period of limitation that had already run 
and started a new period of two years and one day. 

The court held that the carrier by negotiations or other- 
wise, could not extend the period of limitation, in the following 
statement: 


Whether, during the two year and one day period of limitation, 
the carrier could reconsider and make a valid settlement and adjust- 
ment of the claim is not involved in this case; therefore, the question 
is not decided. The sole question decided is whether the carrier, by 
negotiation or otherwise, taking place during that period, can extend 
the limitation. We say it can not. 


It is our opinion that the decision of the court is sound in 
principle, in that any other conclusion would permit of dis- 
crimination as between different claimants. 


Payment of Freight Charges: 


New York.—Question: We have credit arrangements with 
many rail carriers whereby we are permitted to pay trans- 
portation charges within 48 hours. 

However, our system calls for the issuance of a transporta- 
tion voucher to the carrier upon delivery of merchandise to us. 
This transportation voucher represents an I. O. U. and can be 
exchanged by the carrier for cash or check. ; 

A number of carriers feel that the loss of this voucher 
still entitles them to payment within 48 hours, even though 
it has not been surrendered. We contend that the issuance of 
the voucher represents payment, insofar as the Interstate Com- 
merce Commission regulation for payment within forty-eight 
hours is concerned, and that the exchange for cash or check is 
an entirely separate transaction. 

May we have your opinion in the matter? 

Answer: .. . The Commission’s decision in Regulations for 
Payment of Rates and Charges, 171 I. C. C. 268, on page 276 
states that the law requires that charges for the transportation 
of freight must be paid within the credit period allowed by the 
regulations. This case allows, under certain conditions, the 
carriers to relinquish possession of freight in advance of the 
payment of the tariff charges for credit periods of 48 and 96 
hours. The 48 and 96 hour periods of credit running from the 
first 12 o’clock midnight following the delivery of the freight. 

We are unable to locate any Commission cases in point on 
the question presented. However, as stated in your inquiry, the 
transportation voucher is in effect nothing more than a promise 
to pay. 

The regulations referred to above call for the “payment” 
of tariff charges. The voucher, in our opinion, cannot be con- 
strued as payment, but is only an intermediate step and in 
reality merely an acknowledgment of the debt. 


Our view, therefore, is that the carriers are right in the 
matter in that they are entitled to payment within 48 hours. 


Tariff Interpretation—Stopping-In-Transit for Partial Unload- 
ing—Applicable Charge Where No Tariff Provision for 
Stop. 


Minnesota.—Question: We would appreciate knowing if 
there are any Interstate Commerce Commission decisions affect- 
ing a movement of paper boxes, carloads, weight 37,400 pounds, 
from A to C, June 1941, which was stopped to partly unload at 
B, prepaid. 

No rate was shown on the bill of lading and the car was 
routed by shippers with the notation on the bill of lading to 
stop to partly unload. 

When the car arrived at stop-off point B, 16,470 pounds 
were removed by the consignee at stop-off point B and the 
balance, 20,930 pounds, was left in the car and the consignee 
accordingly advised the railroad that the balance of the load 
was ready for movement to final destination C. 

The railroad at the partial unloading point discovered 
there were no rules in effect to partially unload the com- 
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modity in question, and accordingly set up billing for addi- 
tional charges based on the carload rate of 5th class. 

The carrier has assessed carload rate from stop-off point B 
to destination C on balance of the shipment, while the L. C. L. 
rate is much cheaper. 

We contend that Rule 15, Section 1, Consolidated Freight 
Classification No. 14 should apply, as the rule is elastic enough 
to fit the shipment herein discussed. The carrier contends the 
bill of lading was duly executed for carload movement and 
although shipment broke bulk enroute, the execution of the bill 
of lading as a carload shipment governs. 

Are there any decisions by the Interstate Commerce Com- 
mission affecting a transaction of this kind? 

Answer: ... In its decisions in Holt Company of Texas 
vs. Southern Pacific Company, 128 I. C. C. 555, and Apperson 
Bros. Automobile Co. vs. Lake Erie & W. R. R. Co., 81 I. C. C 
392, the Commission held that in the absence of a tariff pro- 
vision for stopping in transit for partial unloading where ship- 
ments moved to a point for partial unloading, the carload rate 
to the point of stoppage and the carload rate from that point 
to final destination is applicable. 

However, in its decision in Stop-off to Unload Grain on 


Missouri Pacific, 241 I. C. C. 291, the Commission on page 293 
said: 


Owing to climatic conditions and the danger of weevil infestion, 
flour cannot be stored for long periods, and parties with limited con- 
sumption must be supplied in small lots. The only practical way in 
which the Minneapolis millers can meet the situation and compete with 
the southwestern interests is through the stop-off arrangement. In the 
absence of this arrangement, charges would be based on the carload 
rate to the stop-off point, and the less-than-carload rate, or carload rate 


and applicable minimum, for that portion of the shipment which moved 
beyond. 


Tariff Interpretation—Application of Rules 33 and 51 of Con- 
solidated Freight Classification to Shipments Consigned to 
More than One Point in Same Switching District. 


Nebraska.—Question: Some carriers maintain that the 
stop-off privilege provided in Section 500.25 of O. D. T. No. 18 
will not apply when stop-off point and final destination point 
are in the same switching district. Nor can two consignments 
of a multiple load be unloaded at different points in the same 
switching district. 

This ruling by the carriers would seem to defeat the spirit 
and purpose of O. D. T. Order No. 18. 

Will you please advise proper interpretation? 

Answer: ... Rule 51 of Consolidated Freight Classification 
No. 15, covering stop-offs to complete loading or for partial 
unloading, contains certain exceptions. Exception No. 11 pro- 
vides that stop-off services provided for in this rule will not 
apply in connection with shipments of freight having both origin 
and destination within the boundaries of the same switching 
district. However, as we read Rule 51, which was published 
as the result of O. D. T. Order No. 18 (revised), there is no 
prohibition against the stop-off point and the final destination 
point in the same switching district. 


It must be remembered that\paragraph (b) of Section 
500.25 states that nothing in this section shall be construed as 
limiting or restricting the number of stop-off privileges pres- 
ently authorized and provided for in rail carrier tariffs. There 
must be published tariff provisions for all transit privileges 
and such are not in our opinion restricted by O. D. T. Order 18 
(revised) or Rule 51 of the Consolidated Freight Classification. 
However, special permission has been granted by the Com- 
mission to amend Exception 11 of Rule 51 of the Classification, 
prohibiting the stopping of a shipment for partial unloading 
where the stop-off point and final destination point are in the 
same switching district. The exception proposed reads as 
follows: 

Freight having both origin and destination within the boundaries 
of the same switching district; * * *; or freight having both stop-off 


point and destination within the boundaries of the same _ switching 
district. 


With respect to services permitted on two consignments of 
a multiple load, it is our interpretation that O. D. T. Order 18 
(revised) does not restrict such service. In connection with this 
matter, an interpretation of the Office of Defense Transporta- 
tion has stated that nothing in the order prohibits a rail carrie? 
from extending such stop-off privileges as may be provided for 


in its tariffs. It is clear from both paragraph (b) of Section 
500.25 and paragraph (c) of Section 500.26 of O. D. T. Order 
No. 18 that these sections establish only the minimum privileges 
with respect to stop-offs and consolidations, respectively, which 
carrier must extend. 
Tax on Freight Transportation 

Michigan.—Question: Some of the contracts from the Gov- 
ernment are made so that any new taxes assessed after the 
date of the contract may be added to the contract price. Other 
contracts specify that any increase in freight charges may be 
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added to the contract price. In your opinion would the 3 per 
cent tax on freight charges be considered additional freight 
charges or taxes ? 

Answer: We are of opinion that the 3 per cent tax on 
freight charges should be considered additional taxes and not 
additional freight charges. 

If the 3 per cent tax was a freight charge, such a charge, 
so far as interstate commerce is concerned, would have to be 
published in a tariff and filed with the Interstate Commerce 
Commission. As we see this matter, this is a tax imposed by 
the Congress of the United States and administered by the 
Bureau of Internal Revenue, Treasury Department, and not a 
freight charge which would be regulated by the Interstate Com- 
merce Commission. 


Tax on Freight Transportation—Delivery of Coal 


Ohio.—Question: It would be appreciated if you would 
give us your opinion on the transportation tax that may be 
applicable on our purchases of coal. 

We purchase coal from an individual who performs the 
transportation from the mine to our plant in his own truck. 
This individual is a private carrier as this coal was purchased 
at the mine by him and sold to us. However, on the invoice pre- 
sented to us for payment, transportation is shown as a separate 
item. 

Is the individual transporting and selling this coal to us 
obligated to collect from us the 4c per ton transportation tax? 

Answer: If the individual to whom you refer, is a mer- 
chant engaged in the selling of coal, and in addition to selling 
he delivers this coal as a private carrier in his own trucks, 
for which service he makes a separate charge for the transpor- 
tation, he is not obligated to collect the 4c per ton transporta- 
tion tax. 

We base our opinion on the information contained in a 
mimeographed release, referred to as MT; M, dated December 
7, issued by the Office of Commissioner of Internal Revenue, 
part of which is quoted below: 


* * * where the delivery activities of a wholesale or retail mer- 
chant are carried on with his own trucks and are merely incidental 
to his business of selling merchandise, the merchant is not regarded 
as being a ‘‘person engaged in the business of transporting property 


for hire’? even though a separate charge for the delivery is made to 
the customer. 


On the other hand, if the party’s business of delivering 
coal be primarily transportation and the selling of the coal 
merely incidental thereto, then the tax should be assessed, ex- 
cept that the law provides that the tax on the transportation 
of coal shall not apply to the transportation of coal with respect 
to which there has been a previous taxable transportation. 
However, this latter part does not come into consideration if 


the individual’s business is that stated in the first paragraph 
hereof. 


Tax on Freight Transportation—Leases of Trucks—C. O. D. 
Collection Charges 


California.—Question: Can you give us an interpretation 
on the 3 per cent transportation tax under the following cir- 
cumstances: 

A truck is leased by a truck owner at an all-inclusive rental 
charge per month. The truck is used by the lessee for delivery 
of merchandise without any charge to the lessee’s customers. 
Does this truck come within the category of a chattel for hire, 
or as a privately owned truck and as such exempt from the 3 
per cent tax, or because used for transportation of freight, is 
the 3 per cent tax assessable on the gross amount of the rental ? 

If, in cases where there is no question as to the 3 per cent, 
would a C. O. D. collection charge also be subject to the tax, 
as a tax on an “accessorial” charge ? 


Answer: Ii the truck alone, is leased to a party for the 
delivery of merchandise, as stated in your inquiry, it is our 
understandng that no tax would be assessed. However, should 
the truck and driver be leased under the same circumstances 
such transportation would not be exempt from the tax. 

__ With respect to the application of the tax in connection 
with a C. O. D. shipment, we are advised that if a C. O. D. 
collection is separate from the transportation charges there is 
no tax assessment. 

However, if the C. O. D. charge is assessed under a tariff 
Provision or directly in connection with the transportation 
charges, it is subject to the tax. 


Tariff Interpretation—Bill of Lading Description of Commodity 


May Be Modified by Parol Evidence and Rate Applicable 
to Article Shipped applied 


Pennsylvania.—Question: What is your opinion regarding 
the proper rating applicable on shipments described as follows: 
House Heating Furnace, K. D., Viz.: 1 Roll Casing; 1 Bon- 
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net; 1 Radiator; 1 Poker; 1 Upper Firepot; 1 Lower Firepot; 
1 Bx Parts; 1 Feed Section; 1 Ashpit. 

National Motor Freight Classification No. 6, page 30, 
Item 1, gives a third-class rating. Middle Atlantic States Motor 
Carrier Conference, Exception No. 10-B, MF-I. C. C. 66, Item 
2260, shows a rating of 60 per cent of the first class rate. The 
one difference that we find between these two items is that the 
exception adds the words “iron or steel.” 

The motor carrier contends that unless we specify “I or 
S” it cannot and will not apply the 60 per cent rating. From 
our knowledge of the merchandise we do not know of any other 
material except iron or steel used in the manufacture of this 
item. Will you please advise? 

Answer: Apparently, the shipments consisted of complete 
furnaces, as described in Item 1, page 30 of National Motor 
Freight Classification No. 6, plus a House Heating Furnace 
Radiator, as described in Item 27, page 29 of the same classi- 
fication, also as described in the exception referred to in your 
inquiry. 

If so, under the decision in Harris Brothers vs. Director 
General, 60 I. C. C. 428, the omission of the words iron or 
steel does not prevent the application of the rating provided 
in the exception. 

In the above case the Commission said: 


Defendants also urge that the bills of lading must govern, and 
that complainants cannot show by parol evidence that the shipments 
were of something other than as described by it or its agent in the 
transportation contract contained in the bills of lading. This con- 
tention is without merit. See Carthage Marble & White Lime Co. vs. 
M. P. BR. BR. Co., 2 1. C. C. 6s. 


Demurrage—Exemption of Leased Private Cars 


New York.—Question: 
to the following question: ; 

Is it unlawful for a shipper owning a tank car to state on 
the bill of lading “(Car Leased to Consignee” simply to enable 
consignee to avoid payment of demurrage charges at destina- 
tion? I refer to a case where there is no actual lease or com- 
pensation by the consignee for use of the car. The notation 
would be made merely by agreement between consignor and 
consignee to avoid payment of the published demurrage charge. 

Answer: Rule 1, Section B-4 (a) of the Demurrage Tariff 
provides that private cars (except as noted) on private tracks 
when the ownership of the car and track is the same are not 
subject to the demurrage rules. Note 1, referred to therein 
states that, as to tank cars, a lease of a car is equivalent to 
ownership; that private cars must have the full name of the 
lessee painted or stenciled thereon or must be boarded with 
wooden, metal or carboards showing the full name of the 
lessee; that if cardboarded for exemption while held for un- 
loading, the cardboard must show the initials and number of 
car and date of shipment; that when a leased car is held for 
unloading, it shall not be exempted from demurrage unless the 
name of the lessee is on the car and that fact is evidenced by 
a notation on the bill of lading or shipping order before the 
car leaves point of shipment, except that such notation will 


not be required when evidence of lease is printed or stenciled 
upon the car. 


The above stated provisions of the Demurrage Tariff seem 
to require a bona fide lease of the car, to warrant the exempting 
of the car from demurrage. 


Otherwise there would be a violation of the provisions of 
Section 10 (3) of the Interstate Commerce Act. 


Liability of Carrier for Freight Charges on Portion of Shipment 
in Tank Car Returned to Shipper Because of Frozen Valves 


New York.—Question: A tank car arrived at consignee’s 
plant and, upon attempting to unload the car, it was found 
that the valves were frozen. Neither consignee nor carrier at 
destination were able to free the valves. In fact, the carrier 
refused to give assistance. Therefore, the consignee unloaded 
from the car that portion of the lading which could be siphoned, 
and returned the car partially loaded. They paid for only that 
portion which they unloaded and shipper paid freight charges 
both to and from consignee’s plant on the balance, thereby in- 
curring a total loss in this regard. 

Is there any way in which the shipper can be reimbursed 

for these freight charges? 
f Answer: It does not appear from the facts stated in your 
inquiry that the carrier was in any manner responsible for the 
conditions which rendered the complete unloading of the car 
impossible. 

Unless there are circumstances not stated, such as the fur- 
nishing of a car of carrier ownership not properly fitted for the 
transportation of the commodity shipped, which resulted in the 
frozen condition of the valves and which thereby imposed upon 
the carrier the duty to release the valves, we see no basis for 


We would appreciate your answer 
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a refund of the freight charges on the part not unloaded and 
returned to the shipper. 

In this connection see our answer to Illinois, on page 797 
of the September 27, 1941, Traffic World, under the caption 
“Liability of Carrier for Loss from Tank Car Furnished by 
Shipper.” 


Liability of Motor Carrier for Concealed Loss or Damage 


New York.—Question: We solicit your opinion with regard 
to the responsibility of motor carriers in honoring concealed 
losses. 

We find that the majority of motor carriers today live up 
to the old time honored custom—that unless an exception is 
given at the time of delivery, our claims invariably are declined 
on the grounds that they hold a clear receipt. 

Ninety per cent of our shipments today are packed in cor- 
rugated containers—a goodly portion are forwarded in second- 
hand containers. This latter method is more or less a patriotic 
duty today due to the scarcity of new materials. 

What rights have we, under the Motor Carrier Act, other 
than a civil suit against a carrier, to collect on concealed losses 
when no exception is given? 

Answer: From a legal standpoint claims for concealed 
loss or damage are as valid as any other claim; the only dif- 
ference is that in case of concealed loss or damage it is more 
difficult to establish the proof necessary to prosecute the claim. 
In order to recover the value of goods lost or damaged under 
circumstances which bring the case within the category of a 
concealed loss and damage, the plaintiff must prove by a pre- 
ponderance of evidence that the loss or damage occurred while 
the goods were in the carrier’s possession. 

If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier in good condition and 
of proof that damage did not occur while the shipment was 
in the hands of a drayman, or after delivery, recovery may be 
had unless the carrier can show that the damage resulted from 
a cause for the consequences of which it was not liable. 

The statement in the bill of lading that goods were re- 
ceived in apparent good condition is prima facie evidence only 
as to that fact, and not that the goods were actually in good 
condition at the time they were delivered to the carrier for 
transportation. That is, such a statement relates only to the 
external conditions, and does not make out a prima facie case 
against the carrier with reference to damage that is not ap- 
parent. The recital of good condition, or apparently good 
condition, does, however, make out a prima facie case against 
the carrier that the goods were in apparently good condition 
so far as ordinary inspection without opening the package 
would disclosed, the burden of proof being on the carrier to 
show that the goods were not in such apparently good condi- 
tion when received by it for transportation. 

This presumption of liability on the part of the carrier 
would not be destroyed by reason of the consignee having 
given a “clear” receipt on arrival, for such a receipt is open 
to explanation for contradiction and the party disputing such 
receipt may show that it was given under a mistake or in 
ignorance of the material facts of the legal rights surrendered 
thereby. See Mears vs. N. Y. N. H. & H. R. R. Co., 75 Conn. 171. 


The decisions in the following cases in general show the 
character of evidence essential to a recovery in the event of 
concealed loss or damage. Shore vs. N. Y. N. H. & H. R. Co., 
121 Atl. 345; John Deere Plow Co. vs. American Express Co., 
223 S. W. 488; Canfield vs. B. & O., 75 N. Y. 144; Hirsch vs. 
Hudson River Line, 57 N. Y. S. 272; Baer vs. N. Y. C. & 
H.R. R., 144 N. Y.. S. 662: Silverman vs: C. C. C. & St.. L., 
is? N. Y. S. 856; Wallers vs. N. Y. C. & H. R. R. Co., 166 
N. Y. S. 1083; Openhym vs. Maine S. S. Co., 127 N. Y. S. 463; 
Miller vs. BR. Co., 90 N. Y. 420; Thyll vs. R. Co:, 84 N. Y. S. 
175; Jean Garrison & Co. vs. Flagg, 90 N. Y. S. 289; Regan vs. 
N. Y. R. Co., 98 S. E. 860 (N. C. 1917); Edwin B. Simpson Co. 
vs. C. B. & Q., 164 N. Y. S. 68. 

There is no means of recovery of damages, except through 
the bringing of an action at law. 


Tariff Interpretation—Application of Rule 20 of Classification 


Georgia.— Question: Referring to your answer to “Georgia,” 
on page 1432 of the Traffic World of December 12, 1942, under 
the above caption. 

In the absence of a tariff provision to the contrary, I 
would consider your answer to be wholly correct but an in- 
spection of the tariffs apparently indicate otherwise. Your 
inquirer referred specifically to Section 1 in Item 5 on page 
24 of Southern Freight Tariff Bureau Tariff 600-G under the 
heading “Exceptions to Southern Classification.” You will also 
observe that the tariff likewise provides, “The following Classi- 
fication exceptions govern traffic handled under this tariff and 
take precedence over the rules authorized in Southern Classifi- 
cation.” 


TRAFFIC WORLD 


Obviously the Exceptions to Rule 10 provided in Item 5 
of Southern Freight Tariff Bureau Tariff No. 600-G must be 
given force and effect before resort can be made to any rule 
in Southern Classification including Rule 20. But it develops 
that can tops are provided a specific rating when in straight 
carloads and the same is true of cans, carloads, with or without 
tops. Then giving force and effect to Section 1 of Item 5, it 
follows that the straight carload class or commodity rate is 
applicable to each article when shipped in a mixed carload. 

Please advise if the above is the correct statement of the 
application to be given Item 5 as quoted. 

Answer: If cans, without tops, were distinct parts of the 
shipment and tops were another distinct part of the shipment, 
there might be room for applying the provisions of the excep- 
tions to Rule 10. However, it is stated in the inquiry that the 
tops were for the cans included in the same shipment. 


We are, therefore, of opinion that the Rule 10 Exceptions 
provision in Item 5, of Southern Freight Tariff Bureau Tariff 
No. 600-G does set aside application of Rule 20 of the Classifi- 
cation to a shipment which clearly falls within the application 
of Rule 20. See the decision in Westinghouse Electric Supply 
Company vs. Alton & Southern Railroad Co., 223 I. C. C. 273, 
in which case the Commission said: 


In the exceptions the commodity description applicable to re- 
frigerators, n. 0. i. b. n., was restricted so as not to apply on re- 
frigerators with cooling or refrigerating apparatus, whether shipped 
inside cooling boxes or frigerators or in separate packages. An 
explanatory note published in conjunction with the fourth-class carload 
ratings on refrigerators and cooling or freezing apparatus combined, 
provided for the inclusion of the refrigerating apparatus in the ship- 
ment and completed the description of complainant’s commodity. More- 
over, rule 20 of the classification provided that parts or pieces, con- 
stituting a complete article received as one shipment on one bill of 
lading would be charged at the rating provided for the complete article. 
Therefore, rule 10 was without application and the rates charged were 
applicable. Diamond T Motor Co. vs. Michigan Central R. Co., 200 
I. C. C. 599, and Norge Corp. vs. Long Island R. Co., 220 I. C. C. 470. 


The fact that Item 5, of Southern Freight Tariff Bureau 
Tariff No. 600-G, provides for an exception to the provisions 
of Rule 10 of the Southern Classification does not, in our 


opinion, prevent the application of Rule 20 of the Southern 
Classification to a shipment which falls within the scope of 
that rule, as each rule of the Classification or Exceptions must, 
in our opinion, be given effect where applicable. 


M. C. PRACTITIONER REGISTER 


A register of persons entitled to practice before the Mari- 
time Commission as of Dec. 31, 1942, has been compiled by the 
office of its secretary. The register, consisting of 34 pages, 
is divided into two parts. Part I lists the attorneys admitted 
under Rule I (a) of the merchant marine act, 1936, and part 
I (b) lists the persons, not attorneys, but otherwise qualified, 
admitted under Rule I (b) of that act. 

In explanatory notes to the register it was stated that any 
person who appeared before the commission on his own behalf 
or on behalf of any corporation, partnership or association of 
which he was an officer or regular employe was not required 
to be admitted to practice, and, consequently, the register did 
not contain the names of such officers or regular employes. 
Such persons, it was stated, were entitled to practice before 
the commission without being registered, but the commission’s 
representatives before whom they sought to appear must be 
satisfied that they were appearing on their own behalf or on 
behalf of a corporation, partnership or association of which 
they were an officer or a regular employe. The register, it was 
stated, would be kept up to date by the secretary’s office 
through supplementary lists. 


CAKE AND MEAL IMPORTS 


Because of the larger demands throughout the country for 
live stock, dairy, and poultry feeds in the winter months, the 
W. P. B. Division of Stockpiling and Transportation will permit 
the importation from Mexico of as much cottonseed, sesame, 
and similar types of cake and meal as is possible, it says, 
adding: 


Such imports, permitted by special authorization under general 
imports order M-63, would help satisfy seasonal requirements for feed 
cake and meals, according to the fats and oils section of the chemicals 
division. Shipments from Mexico will be made overland by rail, and 
thus no valuable ocean shipping space will be used. : 

Officials of both the fats and oils section and the stockpiling divi- 
sion cautioned, however, that special authorization for the importation 
of the feeds in question can be granted only if the burden thereby 
placed on rail transportation facilities does not become too heavy. 

Importers desiring to obtain the required authorization should 
arf to the Division of Stockpiling and Transportation, Washington, 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLp goes to press in Chicago Friday oj 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor Tum Trarric Wort. 





C. B. Sudborough, southwestern freight agent, Pennsylvania 
Railroad, St. Louis, Mo., is chairman of the committee on 
arrangements for the delegate meeting of the Associated 
Traffic Clubs of America to be held at the Jefferson Hotel, 
St. Louis, January 19. Other members of the committee are: 
Minnie Droste, president, Women’s Traffic Club of Metropolitan 
St. Louis; H. L. Hammill, president, Traffic Club of St. Louis; 
A. J. Cannon, president, Junior Traffic Club of St. Louis, and 
Cc. S. J. Flood, secretary, Traffic Club of St. Louis. The follow- 
ing have been appointed to represent their respective clubs as 
delegates at the meeting: Miami Valley Traffic Club; Martin 
Kupprat, traffic manager, Davies-Young Soap Company, and O. 
H. Murlin, manager, Universal Carloading and Distributing 
Company, both of Dayton, O. Junior Traffic Club of Chicago: 
Ray De Groote, general western freight agent, Luckenbach 
Steamship Company; A. S. Beery, commercial agent, Railway 
Express Agency; Peter J. Klein, traffic manager, Cracker Jack 
Company; George A. Rodocker, commercial agent, Indianapolis 
Forwarding Company; R. J. Bayer, assistant editor, the Traffic 
World. Traffic Club of Denver: R. T. Blanchard, traffic man- 
ager, Public Service Company; W. T. Bogard, Wabash Railroad; 
L. P. Siddon, traffic manager, Holly Sugar Corporation; A. G. 
Winter, assistant general freight agent, Denver and Rio Grande 
Western. Omaha Traffic Club: Eugene W. DeJong, editor of 


the club’s publication, and Charles R. Lane, head of its educa- 
tional activities. 


The Indianapolis Traffic Club will hold its annual election 
meeting January 13. Dinner will be served. Four directors 
will be elected. Nominees include: C. E. Alwes, general agent, 
Wabash Railroad; J. L. Gedig, traffic representative, Com- 
mercial Motor Freight; W. P. Hammond, district freight agent, 
Pennsylvania Railroad; A. M. McIntyre, general agent, Minne- 
apolis and St. Louis Railroad; Freeman Bradford, traffic man- 
ager, Indianapolis Board of Trade; J. H. Powers, traffic 
manager, American Can Company; A. J. Taylor, traffic man- 
ager, Cleveland Grain Company; C. C. Willoughby, assistant 
traffic manager, Diamond Chain and Manufacturing Company. 





Robert T. Behannon, new president of the Dallas Trans- 
portation Club, is traveling soliciting 
agent for Galveston Wharves at Dallas, 
Texas. He was born in Jasper County, 
Texas, and educated at Lufkin and at 
Rusk Junior College, Rusk, Texas. In 
1924 he went to work in the office of 
the auditor of disbursements, Southern 
Pacific Lines, at Houston. Three years 
later he left the transportation field to 
enter the grain business in Beaumont. 
Later, for six years, he was territory 
salesman in Texas and Louisiana suc- 
cessively for the Morten Milling Com- 
pany and General Mills, Inc. In 1935 
he reentered the transportation field 
as manager of the T. S. C. Motor 
Freight Lines of Beaumont. Two years 
later he became southwestern repre- 
sentative for the Port of Beaumont at 
In 1940 he was appointed to the position he now holds. 





Dallas. 


€ served on the board of directors of the Beaumont Traffic 
| Club while in that city and served on the board of the Dallas 
Transportation Club before election to its presidency. 





_At a traffic forum meeting of the Junior Traffic Club of 
Chicago, January 14, Harry Stringer, vice-president, All Amer- 
ican Aviation, Inc., New York, will speak on “Air Cargo.” 





Lowe P. Siddons, traffic manager, Holly Sugar Corporation, 


| will speak on “Transportation as a National Policy” at a 


monthly meeting of the Traffic Club of Denver, January 14. 
The film “Railroadin’ ” will be shown by arrangement with the 
Denver and Rio Grande Western. Harry L. Holmes, general 
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agent, Milwaukee Road, has been appointed chairman of the 
nominating committee. 

Boyd Comstock, athletic director, who recently returned 
from Italy, spoke on “Italy’s Plight Today” at a luncheon 
meeting of the Los Angeles Transportation Club January 4. 


Allen Culver, general agent, Chicago and Illinois Midland, was 
chairman. 


At a petroleum day luncheon meeting of the Traffic Club 
of Minneapolis, January 7, a sound film “Deep Horizons,” show- 
ing petroleum production, was shown. E. S. Everts, G. M. 
Brady and A. A. Jackson were members of the petroleum 
day committee. 





The Transportation Club of Decatur, Ill., will hold a dinner 
meeting, January 12, at which the Rev. Carrel W. Flewelling 
will speak on “The American Way.” 

Norman J. Felger, new president 
of the Transportation Club of Buffalo, 
N. Y., is manager of the Universal Car- 
loading and Distributing Company at 
Buffalo. He was born and educated at 
Buffalo, and began his transportation 
service as an employe of the New York 
Central in 1915. He continued with 
that company, except for a period of 
service in the U. S. Navy in the first 
world war, until 1924, at which time 
he resigned to join his present com- 
pany as chief clerk at Buffalo. He 
later served as general agent, assistant 
general freight agent, and general 
freight agent, before being appointed 
to his present position last year. He is 
a member of the transportation com- 
mittee for the Buffalo Chamber of Commerce. 





The Traffic Club of Wichita, Kans., will hold an installation 
meeting January 21. Dinner .will be served. Officers elected 
in December (see Traffic World, January 2, p. 32) will be 
installed. 





John Edy, city manager for Houston, Tex., spoke at a 
luncheon meeting of the Traffic Club of Houston, January 5. 
Otis Massey, Houston mayor, was a guest. The program was 
arranged by John Dee, River Terminals Corporation, new chair- 
man of the program committee. Other new chairmen of stand- 
ing committees include: Attendance, J. M. Ward, Lone Star 
Cement Company; auditing, F. A. Heimann, Pritchard Rice 
Milling Company; bowling, A. J. Husmann, Kirby Lumber 
Company; entertainment, C. O. Elmer, Coyle Lines; educational, 
F. M. Elkinton, Texas Traffic Bureau; golf, Eddie Woods, Re- 
public Supply Company; membership, M. S. Devore, Anderson, 
Clayton and Company; public relations, E. C. Daniel, Red 
Arrow Motor Freight Lines; publicity, W. L. Robinson, Frisco 
Lines; reception, Downie Pate, Wabash Railway; sick and 
health, Hugh Zimmerman, Missouri-Kansas-Texas Lines. 





At a monthly dinner meeting of the South Bend, Ind., 
Transportation Club, January 11, Ed McKeever, assistant foot- 
ball coach, Notre Dame University, will speak. Motion pictures 
of a Notre Dame football game will be shown. 





The Traffic Club of New Orleans will hold its annual dinner 
January 21. There will be a program of entertainment. 





The Omaha Traffic Club will hold its annual dinner dance 
January 23. 





A. Zastrow, traffic manager, A. O. Smith Corporation, will 
speak at a dinner meeting of the Woman’s Traffic Club of 
Milwaukee, Wis., January 11. 





At a meeting of the Junior Traffic Club of Metropolitan 
St. Louis, January 6, Lt. James D. Gogston, aviation cadet 
selection board, U. S. Navy, St. Louis, spoke on “Naval Aviation 
in the Present War.” The film “Battle of Midway” was shown. 
Fred Schmidt gave an exhibition of magic tricks. 





H. T. O’Connor, special agent, Federal Bureau of Investi- 
gation will speak at a luncheon meeting of the Milwaukee 
Traffic Club, January 11. 





The traffic club of the Manufacturers Association of Lan- 
caster, Pa., has elected the following officers and members of 
the board of governors: President, B. L. Rohrer, freight agent, 
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Reading Company; vice-president, R. S. Posey, president, 
Shirks Motor Express; secretary-treasurer, H. P. Gabriel, 
traffic department, Armstrong Cork Company; members of the 
board, S. J. Seaber, traffic manager, Animal Trap Company of 
America; C. B. Weise, secretary, Manufacturers Association of 
Lancaster; W. H. Price, traffic manager, L. O. Beard Tool Com- 
pany; G. F. Hostetter, general manager, Keystone Express and 
Storage Company;; E. H. Diehm, traffic manager, W. H. 
Noggle and Sons, Inc. G. Lloyd Wilson, director, division of 
rates, O. D. T., will speak at a dinner meeting to be held at 
the Hotel Brunswick January 25. 


F. A. Sears, Federal Bureau of Investigation, will speak at 
a dinner meeting of the Women’s Traffic Club of Philadelphia, 
January 12. He will be introduced by Frances A. Hasson, 
president. 


The Traffic Club of Kansas City held a dinner meeting 
January 9. John C. Skaggs spoke. There was a program of 
music by Howard Green. 


New officers of the Portland, Ore., Industrial Traffic Club 
are: President, C. H. Bowers, Tidewater Associated Oil Com- 
pany; vice-president, Eilie Bergesen, Van Waters and Rogers, 
Inc.; secretary, James Bills, Shell Oil Company; treasurer, Earl 
Holst, W. P. Fuller and Company. Jess F. Winn, Albrecht 
Publishing Company, has been appointed editor of the club’s 
monthly magazine, the Traffic Manager. 


The Motor City Traffic Club of Detroit will hold its annual 
dinner January. 26. W. G. Power, representative of W. E. 
Holler, general sales manager, Chevrolet motor division, Gen- 
eral Motors Corporation, will speak, and Joseph A. Moynihan 
will be toastmaster. 


The Traffic Club of St. Louis will hold its annual dinner 
January 12. 


W. W. Finley, Jr., new president of the Traffic Club of 
New York, has appointed the following committee chairmen: 
House, R. J. Ross, traffic manager, Continental Baking Com- 
pany; finance, R. J. Newberry, general traffic manager, Johns 
Manville Corporation; purchasing, John Orr, general traffic 
manager, United States Leather Company; auditing, P. A. 
Champney, general traffic manager, American Can Company; 
public affairs, C. W. Braden, general traffic manager, National 
Distillers Products Corporation; speakers, J. M. Fitzgerald, 
vice-chairman, Eastern Railroads Presidents’ Conference; en- 
tertainment, E. J. Vohs, manager, traffic department, American 
Newspaper Publishers’ Association; sports, W. E. A. Flanagan, 
assistant to the general traffic manager, General Foods Corpo- 
ration; publicity, J. W. Brennan, eastern traffic manager, Chi- 
cago, Burlington and Quincy; membership, H. M. Frazer, traffic 
manager, F. W. Woolworth Company; editorial, Asa S. Colton; 
reception, W. R. Dallow, assistant general freight agent, New 
York Central; dinner, H. H. Meyer, eastern traffic manager, 
Chicago and Eastern Illinois; visiting, G. A. Crueger, traveling 
freight agent, Norfolk and Western; historical and fine arts, 
H. O. Havemeyer, assistant to the president, Brooklyn Eastern 
District Terminal; nominating, E. J. Rutherford, general eastern 
freight agent, Southern Pacific. 


The Traffic Club of Baltimore will hold a special meeting 
at the Lord Baltimore Hotel, January 15 to consider petitions 
for several changes in its constitution and by-laws. The club 
will hold its annual oyster roast at the Alcazar, January 16. 


The Traffic Club of Kalamazoo, Mich., has suspended activi- 
ties for the month of January and is considering abandoning 
activities for the war period. 


Major H. W. Peterson, commanding officer, regional air 
priorities control, air transport command, United States Army 
Air Force, will speak on “Air Priorities and the Air Transport 
Command at a luncheon meeting of the Los Angeles Transpor- 
tation Club January 11. Vincent Smith, executive secretary, 
Aircraft Traffic Association, is chairman of the committee ar- 
ranging the meeting. 


W. S. A. ALLOCATION OF SHIPS 

Administrator Land of the War Shipping Administration 
has announced the establishment of increased tonnage quotas 
for the allocation of government-controlled vessels to American 
steamship operators and the appointment of seven additional 
companies to handle ships as agents of the W. S. A. He said 
adjustment of the tonnage allocation quotas was desirable in 
view of “the large construction program scheduled by the Mari- 
time Commission for delivery in 1943.” 


TRAFFIC WORLD 


Segregation of operators into class A and class B, said 
Administrator Land, would be eliminated, as the amount of 
foreign-flag tonnage available for class B agents was inadequate 
to provide them with a fleet sufficient to keep their staffs most 
advantageously employed. However, he said, some class B 
operators would continue to handle foreign-flag vessels ex- 
clusively. 

He stated that the minimum quota for each operator had 
been raised to 100,000 tons but that the maximum remained 
fixed “for the present” at 650,000 tons. In keeping with censor- 
ship restrictions, he added, the exact quota for each operator 
could not be revealed publicly. 

W. S. A. agents added to the list of 62 agents previously 
appointed, said Administrator Land, were the following: Dick- 
mann, Wright & Pugh; Mystic Steamship division, Eastern Gas 
& Fuel Associates; R. A. Nicol & Co., Inc.; Polarus Steamship 
Co.; Wm. J. Rountree & Co., Inc.; Smith & Johnson; and 
Standard Fruit & Steamship Co. 

Whenever practicable, and subject to limitations as to 
efficiency of operation, preference in allocations within the 
established quotas would be granted to companies that actually 
had contracted for construction of new vessels in the United 
States since the passage of the merchant marine act of 1936, 
and second preference would be granted to companies that 
owned American-flag tonnage on Sept. 8, 1939, said Admin- 
istrator Land. 


Cc. R. |. & P. IMPROVEMENT PROGRAM 


The federal district court at Chicago has approved a pro- 
posed budget for expenditures on additions and betterments 
in 1943 for the Chicago, Rock Island, and Pacific roadway and 
equipment. The budget, proposed by the trustees, provides for 
total expenditures of $6,741,297, including $6,248,638 on road- 
way and $492,659 on locomotives, freight and passenger cars, 
and working equipment. The budget does not provide for the 
purchase of new locomotives or cars. 


TOWMOTOR CRANE-ARM FOR LIFT TRUCKS 


The Towmotor Company, Cleveland, O., has developed a 
special crane-arm for use as an attachment on lift trucks, the 
purpose of which is to speed the handling of motors, casting 
production machinery, and other loads ordinarily handled on 
crane hooks. It says its lift trucks, with the new arm attach- 
ment, can quickly raise loads from the floor and can maneuver 
rapidly. The arm, it says, can be used either with or without 
standard forks and can be attached to lift trucks quickly. 


CENTURY SYSTEM SOLD 


The Samuel Winternitz Company, Chicago auctioneers, 
which last week bought the equipment and operating rights of 
the bankrupt Century System, a motor common carrier, at 
public auction for $40,000 (see Traffic World, January 2, p. 30), 
has sold the company’s rolling stock and office equipment to 
O. K. Motor Service, Inc., a motor common carrier, for an 
undisclosed price, and has sold the company’s operating rights, 
through Harold T. Halfpenny, commerce attorney, to William 
Maxwell, Chicago. Mr. Maxwell, who owns a number of 
truck tractors and trailers, paid $14,000 for the rights, which 
will authorise him to operate as a common carrier of general 
commodities between Chicago and Indianapolis, and between 
Chicago, Springfield, O., Dayton, O., and Cincinnati, O. He 
has not hitherto operated as a trucker in interstate or intra- 
state commerce. 


NAVIGATION AND T. V. A. 


The Tennessee Valley Authority said in its annual report 
that the navigation channel of the Tennessee waterway was 
extended in the fiscal year ended June 30 to reach four-fifths of 
its 650-mile length with a minimum depth of 7% feet. Prin- 
cipal items of commerce on the river include grain, forest prod- 
ucts, and, for the first time, coal in substantial volume, accord- 
ing to the report. Newly appearing on the river were miscel- 
laneous shipments of canned goods, cereals, beverages, soap, 
stoves, glassware and cotton goods. In view of a possible short- 
age of railroad cars, said the T. V. A., it was planning the con- 
struction and operation of freight terminals for public use at 
four principal port cities on the Tennessee. 


SHIP WARRANTS RULES AMENDED 


The War Shipping Administration has revised its rules and 
regulations with respect to ship warrants issued under the act 
of July 14, 1941. The revision, approved by the President and 
effective Feb. 3, among other things, reduces the size vessels 
affected by the rules and regulations from 1,000 gross tons 
and over to 50 gross tons and over. 
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Railroad Earnings 


Class I railroads had a rate of return of 5.23 per cent on 
their property investment in the year ended Nov. 30, 1942, 
according to the Bureau of Railway Economics of the Associa- 
tion of American Railroads. In the corresponding period in the 
preceding year, it was 3.79 per cent. 

“Net railway operating income before interest and rentals 
of the Class I railroads in the first eleven months of 1942 
amounted to $1,309,041,877 compared with $918,954,295 in the 
same period in 1941,” said the bureau. 

“The estimated net income, after interest and rentals, of 
the Class I railroads in the eleven months’ period of 1942 was 
$812,000,000. For the corresponding period in 1941 their net 
income after interest and rentals was $444,620,299. 

“Fourteen Class I railroads failed to earn interest and 
rentals in the first eleven months of 1942, of which seven were 
in the Eastern District, one in the Southern District, and six 
in the Western District. 

“Property investment is the value of road and equipment 
as shown by the books of the railways including materials, 
supplies, and cash. The earnings reported above as net railway 
operating income, represent the amount left after the payment 
of operating expenses and taxes, but before interest, rentals, 
and other fixed charges are paid. 

“The tax bill of the railroads in the first eleven months 
of 1942 was greater than in any corresponding period on record, 
amounting to $1,119,829,374. For the same period in 1941, it 
was $512,464,690. For the month of November alone, tax 
accruals of 133 Class I railroads amounted to $118,637,934 an 
increase of $78,220,331, or 193.5 per cent above November, 1941. 

“Class I railroads representing 231,101 miles had operating 
revenues totaling $6,763,231,783 in the first eleven months of 
1942, compared with $4,867,139,844 in the same period in 1941, 
or an increase of 39 per cent. Operating expenses of those 
railroads in the eleven months of 1942 amounted to $4,169,- 
556,943 compared with $3,311,643,147 in the corresponding period 
in 1941, or an increase of 25.9 per sent.” 

Statistics by districts follow: 

Eastern District 

Class I railroads in the Eastern District in the first eleven months 
of 1942 had an estimated net income, after interest and rentals, of 
$337,000,000 compared with $249,724,928 in the same period in 1941. 

Those same roads in the first eleven months of 1942 had a net 
railway operating income, before interest and rentals, of $534,953,927, 
as compared with $449,674,376 in the same period in 1941. 

Operating revenues of the Class I railroads in the Eastern Dis- 
trict in the eleven months of 1942 totaled $3,136,778,140, an increase 
of 30.1 per cent compared with the same period in 1941, while op- 
erating expenses totaled $2,003,418,845, an increase of 22.9 per cent 
above 1941. : 

Class I railroads in the Eastern District for the month of No- 
vember alone had an estimated net income, after interest and rentals, 
of $38,900,000 compared with $16,832,110 in November, 1941. Net 
railway operating income before interest and rentals in November 
amounted to $57,110,864 compared with $34,388,613 in November, 1941. 


Southern District 


Class I railroads in the Southern District in the first eleven months 
of 1942 had an estimated net income, after interest and rentals of 
$127,000,000 compared with $66,480,426 in the same period of 1941. 

Those same roads in the eleven months of 1942 had a net railway 
operating income, before interest and rentals of $189,135,211 com- 
pared with $126,157,211 in the same period of 1941. 

Operating revenues of the Class I railroads in the Southern Dis- 
trist in the eleven months of 1942 totaled $948,703,450, an increase of 
50.1 per cent compared with the same period in 1941, while operating 
expenses totaled $560,609,267, an increase of 31.3 per cent above 1941. 

Class I railroads in the Southern District for the month of No- 
vember alone had an estimated net income, after interest and rentals 
of $17,600,000 compared with $5,893,611 in November, 1941. Net rail- 
way operating income, before interest and rentals in November, 
amounted to $23,089,442 compared with $10,406,561 in November, 1941. 


Western District 


Class I railroads in the Western District in the first eleven months 
of 1942 had an estimated net income, after interest and rentals, of 
$348,000,000 compared with $128,414,945 in the same period of 1941. 

Those same roads in the first eleven months of 1942 had a net 
tailway operating income, before interest and rentals, of $584,952,739 
compared with $343,122,708 in the same period in 1941. 

Operating revenues of the Class I railroads in the Western Dis- 
trict in the eleven months of 1942 totaled *$2,677,750,193, an increase 
of 46.9 per cent compared with the same period in 1941, while op- 
erating expenses totaled $1,605,528,831, an increase of 28 per cent 
above 1941, 

Class I railroads in the Western District for the month of No- 
vember alone had an estimated net income, after interest and rentals, 
of $47,500,000 compared with $6,499,795 in November, 1941. Net 
Tailway operating income, before interest and rentals, in November 
amounted to $68,748,692 compared with $24,137,850 in November, 1941. 


MANUFACTURE OF TRUCKS 


_ The number of heavy trucks that may be manufactured for 
Civilian use within the period August 1, 1942, to March 31, 
1943, was cut down from 4,000 to 3,580 under the terms of 
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supplementary limitation order L-1-H, as amended by the 
W. P. B. Director General for Operations. 

The amended order also revises the production schedule 
of certain specified manufacturers named in the original order. 
Due to the demand for their facilities in direct war production, 
some of the manufacturers named are unable to produce the 
number of heavy trucks originally assigned to them, according 
to the W. P. B. 


Proposed Legislation 


The Traffic World Washington Bureau 


Hundreds of bills, many relating directly or indirectly to 
transportation and identical with bills that died at the end of 
the Seventy-seventh Congress, were introduced in the House 
on the opening day—Jan. 6—of the Seventy-eighth Congress. 
Among the bills were the following: 


By Representative Cannon, of Florida, H. R. 44, to provide 


for a 25 per cent increase in ‘annuities under the railroad 
retirement act of 1937. 


By Representative Hinshaw, of California, H. R. 61, to 
provide that the Civil Aeronautics Authority shall be an inde- 
pendent establishment of the government. 


By Representative Kefauver, of Tennessee, H. R. 695, 
providing that the rail rates from origin through transit point 
to final destination on military or naval property moving for 
military use from a transit point at which such property is 
manufacturing or processed from raw materials with respect 
to which transit privileges were applicable shall be “the rate 
applicable in the case of military or naval property of the 
United States moving for military or naval and not for civil 
use.” 


By Representative (Mrs.) Rogers, of Massachusetts, H. R. 
664, to provide that the Maritime Commission be increased from 
five to seven members. 

By Representative Hobbs, of Alabama, H. R. 653, to pro- 
hibit obstruction or retarding of ‘“‘the orderly transportation 
of persons or property in interstate or foreign commerce” by 
physical force or intimidation or by threats of violence. 

B. Representative O’Toole, of New York, H. R. 94, making 
unlawful the practice of law before government departments, 
bureaus, commissions and their agencies by those other than 
duly licensed attorneys at law. 


By Representative Van Zandt, of Pennsylvania, H. R. 103, 
to amend the railroad retirement act to provide annuities for 
individuals who are totally and permanently disabled and have 
completed 20 years of service, and H. R. 104, to amend the 
railroad retirement act of 1937 so as to provide for payment of 


benefits with respect to the month in which and annuitant or 
pensioner dies. 


By Representative Bland, of Virginia, H. R. 133, to amend 
and clarify certain provisions of law relating to functions of 
the War Shipping Administration, and H. R. 134, to provide 
for the suspension, during the war, of operating-differential 
subsidy agreements, and attendant benefits, under title VI of 
the merchant marine act, 1936, as amended. 


By Representative Magnuson, of Washington, H. R. 364, 
to amend part II of the interstate commerce act by striking 
out present section 226 and substituting therefor a new section, 
and H. R. 365, a bill to amend part I of the interstate com- 
merce act to prohibit agreements and understandings between 
certain common carriers in connection with the furnishing of 
passenger service. 


By Representative Angell, of Oregon, H. R. 488, to amend 
the railroad retirement act of 1937 so as to provide for pay- 
ment of benefits with respect to the month in which an annu- 
itant or pensioner dies. 

By Representative Blan, H. R. 498, to amend section 511 
of the merchant marine act, 1936, as amended, relating to ship 
construction reserve funds. 

By Representative Kefauver, H. R. 697, a bill relating to 
the original jurisdiction of district courts of suits or proceed- 
ings arising under section 20 (11), 20 (12), 219, or 413 of the 
interstate commerce act, aS amended, and to the removal of 
such suits and proceedings from state courts. 

By Representative Pace, of Georgia, H. R. 718, to amend 
the railroad retirement act to provide annuities for individuals 
who are totally and permanently disabled and have completed 
20 years of service. 

By Delegate Pagan, of Puerto Rico, H. R. 759, to provide 
that during the present war coastwise laws of the United States 
shall not extend to Puerto Rico. 

By Representative Kefauver, H. J. Res. 35, providing for 
payments for the purpose of equalizing, as between the different 
regions or territories of the United States, freight charges for 


the transportation of defense materials during the existing 
emergency. 





Personal Notes 


Arthur Hamilton, former vice-president in charge of freight 
traffic, Central Railroad of New Jersey, died at St. Petersburg, 
Fla., January 4, at the age of 77. He served with the railroads 
51 years, 29 of which were with the Central of New Jersey. 
He was at one time president of the Traffic Club of New- 
ark, N. J. ‘ 

William J. Milroy has been appointed general attorney for 
the Santa Fe System at Chicago. Other appointments, also at 
Chicago, are: Thomas J. Barnett, assistant general attorney; 
Francis J. Steinbrecher, attorney; Jesse Bethurem, assistant 
to general superintendent of the transportation. Harry C. 
Brandt, who has been on leave of absence as associate director, 
western region, rail and truck coordination, O. D. T., has re- 
sumed his position for the company as assistant general man- 
ager, highway motor transport, Chicago. 

F. J. Krecek has been appointed auditor of disbursements 
for the Union Pacific at Omaha, succeeding E. J. Doolin, who 
has retired, because of ill health, after 50 years of railroad 
service. R. L. Hilker has been appointed auditor of equipment 
service accounts at Omaha. 

A. H. Ostberg has been appointed general mechanical in- 
spector, lines east, for the Chicago, Burlington and Quincy 
Railroad, Chicago. W. J. Meyer has been appointed assistant 
superintendent, Chicago division, succeeding Harry E. Ruggles, 
who has retired after serving with the company nearly 50 years. 

A. E. King has resigned as director of traffic for the War 
Shipping Administration, Washington, D. C., effective January 
15. He will return to his duties as vice-president, Isthmian 
Steamship Company, New York. 

G. Murray Campbell has been appointed freight traffic man- 
ager for the Baltimore and Ohio, at Baltimore, succeeding Omer 
S. Lewis, who has retired after serving with the company more 
than 50 years. Other appointments include: Clark M. Gro- 
ninger, coal traffic manager, Baltimore; John H. Hague, general 
freight agent, St. Louis; A. M. Brinker, general freight agent, 
Washington, D. C.; John J. Collins, assistant general freight 
agent, Washington. 

A drive to enroll all employes of the Norfolk and Western 
in a 10 per cent company payroll plan for purchase of war 
bonds was opened, January 1, by a war bond campaign com- 
mittee headed by L. C. Ayers, assistant general manager, 
Roanoke, Va. Sub-committees for the campaign have been 
formed under the following chairmen: Mechanical department, 
O. F. Hark, assistant superintendent, motive power; eastern 
general division, J. P. Jackson, general superintendent; western 
general division, O. M. Dawson, superintendent. 


B. F. Parsons, secretary for the Chicago, Great Western, 
has been appointed vice-president by the board of directors. 
He will hold office as vice-president and secretary. 

H. M. Braswell has been appointed traffic manager for the 
Ashley, Drew and Northern at Crossett, Ark., succeeding V. A. 
Roane, who retired. 

E. W. Sanford has been appointed district freight and pas- 
senger agent for the Denver and Rio Grande Western at Los 
Angeles. 

W. M. Lorenz, formerly traffic manager for the Otis Steel 
Company, Cleveland, has been appointed Cuyahoga Valley Rail- 
way at Cleveland. 

The New Jersey Merchandise Warehousemen’s Association 
will hold its annual election, January 19, at the Robert Treat 
Hotel, Newark, N. J. The following have been appointed mem- 
bers of the nominating committee: S. F. Boye, United States 
Testing Company, Hoboken; M. Steinhaurer, S. and F. Com- 
pany, Inc., Newark; N. Schwartz, Commercial Warehouse Com- 
pany, Paterson; H. Mueller, Mueller’s Warehouse, Delawanna. 

J. H. Dwyer has been appointed division freight and pas- 
senger agent at Helena, Ark., for the Missouri Pacific. 

C. S. Blackman has been appointed traffic manager for 
the Tennessee Central at Nashville, Tenn., and C. S. Parrish 
has been appointed general freight agent, Nashville. 

James Barry, general claim agent, Merchants and Miners 
Transportation Company, Baltimore, has retired, after more 
than 48 years of transportation service. 

E. B. Hoskins has been appointed assistant general freight 
agent at Philadelphia for the Pennsylvania Railroad, succeeding 
W. C. Glynn, who retired. Mr. Glynn served the company 
nearly 52 years. 

Henry F. Heck has been appointed commercial agent for 
the Erie Railroad at Washington, D. C. 

The San Francisco Passenger Club has elected the follow- 
ing officers: President, James McDonough, Southern Pacific; 
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first vice-president, Daniel Tinney, Northern Pacific; second 
vice-president, O. M. Detoy, Burlington Route; third vice- 
president, F. S. Howard, Southern Pacific; secretary-treasurer, 
Merton Best, Gray Line; members, board of directors, Harvey 
Hicks, Union Pacific; Robert Gilmore, Southern Pacific; Frank 
Howell, Great Northern. 

C. Frank Reynolds has been appointed traffic manager for 
the R. E. Hazard and Sons Contracting Company, San Diego, 
Calif. 

A. H. Dorman has been appointed assistant general freight 
agent, rates and divisions, for the Detroit and Toledo Shore 
Line Railroad, at Detroit. 

Directors of the Detroit and Mackinac Railway have elected 
R. J. McMullen first vice-president and assistant general man- 
ager. His offices will be at Alpena, Mich. John F. Levin has 
been appointed traffic manager, Alpena. 

J. H. A. Middlecoat, who served as traffic representative 
for the Canadian National Railways at Hongkong until the 
Japanese captured that port in 1941, has been released from a 
Japanese concentration camp and has returned to Canada. The 
company has appointed him export and import representative, 
foreign freight department. 

Word has been received at the Washington headquarters 
of the Independent Movers’ and Warehousemen’s Association, 
that the former executive secretary of the association, Chief 
Petty Officer John A. Ebel, United States Navy, was killed in 
action somewhere in the Pacific on November 15, 1942. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for 
September, 1942, shows 34,174 cars held overtime, a percentage 
of 8.88, as compared with 24,831 cars held overtime in Septem- 
ber, 1941, a percentage of 7.35. 


Digest of New Complaints 


No. 28923, Hoffman Beverage Co., Newark, N. J., vs. Lehigh Valley et al. 
Unreasonable rates and charges, brewers rice, points in Cali- 
fornia to Newark, N. J. Asks a cease and desist order, reasonable 
rates and reparation. (G. Frederick Hoffman, 402 Grove St., New- 
ark, N.. J.) 

. 28924, Chlorine Solutions, Inc., Los Angeles, Calif., vs. A. T. & 
S. F. et al. 

Unreasonable rates and charges, hypochlorite solution of sodium, 
Los Angeles (Junction Station) to Jacksonville, Miami and Tampa, 
Fla., and Atlanta, Ga. Asks a cease and desist order, reasonable 
rates and reparation. (F. W. Turcotte, 656 South Los Angeles St., 
Los Angeles, Calif.) 

. 28925, Samoset Cotton Mills, Talladega, Ala., vs. Atlanta, Birming- 
ham & Coast Railroad Co., Louisville & Nashville Railroad Co., 
et al. 

Unreasonable rates, wrapping paper or wrapping tissue, from 
Butler, N. J., to Talladega, Ala., carloads, and less than carlaods, 
between Nov. 4, 1939, and July 23, 1941. Asks cease and desist 
order, reasonable rates, and reparation if outstanding undercharges 
are required to be paid. (Rupert L. Murphy, 940 Citizens & Southern 
National Bank Bldg., Atlanta, Ga.) 

. 28926, Thompson, Weinman & Co., Inc., Cartersville, Ga., vs. Ala- 
bama Great Southern et al. 

Rates, ground barite ore or ore concentrates (crude barium sul- 
phate), not refined by chemical process, Cartersville, Ga., to points 
in Louisiana, Oklahoma and Texas, in violation of sections 1 and 
3, the undue preference alleged being for Malvern, Ark., and other 
points in Arkansas. Asks a cease and desist order and reasonable 
and just rates. (Clyde T. Kilgore, Atlanta, Ga.) 

MC C-356, Mrs. Fred Beckman, dba Beckman Truck Service, German- 
town, Ill., et al. vs. Oscar Street, dba Street Service Co., Aviston, Ill. 

Alleges that defendant is transporting fresh milk and cream from 
points and places in Illinois to St. Louis, Mo., without authority 
and at unreasonable rates, in violation of sections 206 and 216 of 
the interstate commerce act, the tariff being in violation of Tariff 
Circular MF No. 3. Asks a cease and desist order, rates the same 
as complainants on authorized transportation. (H. A. Clark, 528 
South Tenth St., East St. Louis, Ill.) 

C-357, Greer Steel Co., Dover, O., vs. A. & B. Fast Freight, Inc., 
Akron, O. 

Alleges unreasonable to the extent it exceeded 27 cents, rate 
of 36 cents charged on a truckload of band steel shipped Feb. 22, 
1941, from Dover, O., to Tonawanda, N. Y. Asks a cease and desist 
order, reasonable rate, and reparation. (F. F. Thompson, manager, 
order department. Dover, O.) 

. 28928, Michigan United Waterproof Division of Central Paper Co., 
Inc., Muskegon, Mich., vs. Pere Marquette Railway Co. et al. 

Rates on building paper, in carloads, shipped from Nov. 10, 1939, 
to Dec. 28, 1940, in violation of sections 1 and 6. Asks cease and 
desist order, establishment of reasonable rates, reparation, and 
waiver of outstanding undercharges. (A. W. Dahlstrom, 970 Third 
St., Muskegon, Mich.) 
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Docket of the Commission 


NOTB—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE Trarric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


January 11—Bismarck, N. D.—State Capitol Bldg.—Examiner Peterson: 
1. & S. M-2113—Vehicles, Minn. and N. D. to Mont. and N. D. points. 
January 11—Brooklyn, N. Y.—Hotel St. George—Examiner Stiles: 


28901—The Linen Thread Co., Inc., vs. Pope & Talbot (McCormick 
Steamship Company Division) et al. 


January 11—Brooklyn, N. Y.—Hotel St. George—Asst. Director Snow: 
FF 75—Judson-Sheldon Corp., New York, N. Y., permit. 
FF 68—National Carloading Corp., New York, N. Y.,. permit. 
January 11—Paducah, Ky.—U. S. Court—Examiner Jordan: 
Finance 13992—Application of C. St. L. & N. O. and Ill. Cent. for 
permission to abandon line extending from Kevil to East Cairo, Ky. 
January 11—Washington, D. C.—Examiner Russell: 
* W-278—Foreman-Gregory Co., certificate. 


January 12—Bismarck, N. D.—State Capitol Bldg.—Jt. Bd. 158: 
MC 104139—Carter Transport, Bowman, N. D., certificate. 


January 12—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 103920—Burge Transfer Co., Winston-Salem, N. C., certificate. 


January 12—Harrisburg, Pa.—Pub. Utility—Exam. Dunn and Jt. Bd. 74: 
MC 10753 Sub. 1—Paul M. Settle, Gettysburg, Pa., certificate to ex- 
tend operations. 
MC 94542 Sub. 3—Fred T. Naugle, Orrtanna, Pa., certificate to ex- 
tend operations. 
January 12—Montpelier, Vt.—U. S. Ct.—Chairman McFeeters, Vt. Com.: 
Finance 13935—Application of Cent. Vt. for abandonment of branch 
line from Barre Junction to South Barre, Vt. 


January 12—Mt. Pleasant, Mich.—Federal Bldg.—Examiner Schutrumpf: 
Finance 14006—Application of P. M. for permission to abandon a 
branch line extending from Coleman to Beaverton, Mich. 
January 12—Philadelphia, Pa.—Hotel Philadelphian—Examiner Smith: 
MC F-1872—Modern Transfer Co., Inc., purchase, Lehigh Valley 
Transportation Co. 
January 12—Washington, D. C.—Examiner Bennett: 
1. & S. M-2131 and Sup. 1—Joiner work, Waynesboro, Va., to eastern 
points. 
January 13—Bismarck, N. D.—State Capitol Bldg.—Examiner Peterson: 


MC 59681 Sub. 11—Dakota Transfer and Storage Co., Minot, N. D., 
certificate to extend operations. 


January 13—Brooklyn, N. Y.—Hotel St. George—Asst. Director Snow: 
FF 44—Universal Carloading & Distributing Co., New York, N. Y., 
permit. 
FF 43—Universal Carloading & Distributing Co., New York, N. Y., 
permit. 
FF 107—Universal-Transcontinental Corp., New York, N. Y., permit. 
FF 47—Trans Continental Freight Co., New York, N. Y., permit. 
FF 46—Overland Package Freight Service, Inc., New York, N. Y., 
permit. 
January 13—Harrisburg, Pa.—Pub. Utility—Examiner Dunn: 
MC 103543—D. & W. Fruit Exchange, Gettysburg, Pa. 
January 13—Nashville, Tenn.—Andrew Jackson Hotel—Examiner Jor- 
dan: 
Finance 14040—Application of Nashville-Franklin for permission to 
abandon line extending from Franklin to Nashville, Tenn. 
January 13—San Francisco, Calif—St. Francis Hotel—Jt. Bd. 11: 
MC 9115 Sub. 23—Oregon-Nevada-California Fast Freight, Inc., San 
Francisco, Calif., certificate to extend operations. 
January 13—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 19552 Sub. 2—O. K. Trucking Co., Oakland, Calif. 
January 13—Savannah, Ga.—U. S. Court—Jt. Bd. 354: 
MC 96382—A. Jennings, Soperton, Ga., common carrier application. 


January 13—Washington, D. C.—Examiner Jackson: 
1. & S. M-2142—Excelsior over Tidewater Transfer Co., Inc. 
January 13—Washington, D. C.—Argument: 
28500—Minneapolis Hide & Tallow Co. vs. C. & N. W. et al. 
28766 and Subs. 1 and 2—Elliott & Co. vs. C. & N. W. et al. 
28773 and Subs. 1 and 2—Ballantine Produce, Inc., vs. B. & O. et al. 
January 14—Brooklyn, N. Y.—Hotel St. George—Examiner Boyden: 
Finance 14030—Alton reorganization. 
January 14—Harrisburg, Pa.—Pub. Utility—Jt. Bd. 65: 
MC 66562 Sub. 174—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
January 14—Minocqua, Wis.—Federal Bldg.—Examiner Schutrumpf: 
Finance 14001—Application C. M. St. P. & P. for permission to aban- 
don a line extending from Woodruff to Star Lake, Wis. 
January 14—Savannah, Ga.—U. S. Court—Jt. Bd. 101: 
MC 84737 Sub. 3—Nilson Motor Express, Walterboro, S. C., certificate. 
January 14—Washington, D. C.—Argument: 


28760 and Subs. 1, 2, 3, 4 and 5—Midland Cooperative Wholesale vs. 
A. & S. et al. 
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28782—Petroleum Shippers Assn. vs. A. & S. et al. 

28793—Indiana State Chamber of Commerce vs. A. W. & W. 
28801—Standard Oil Co. (Indiana) vs. A. & S. et al. 
28811—Highway Emulsions, Inc., vs. A. T. & S. F. et al. 
28817—Yale Oil Corp. of South Dakota et al. vs. C. & N. W. et al. 


January 15—Asheville, N. C.—Battery Park Hotel—Exam. McCaslin: 

MC 103263 Sub. 1—Freeman Motor Lines, Ashville, N. C., certificate, 
January 15—Boise, ida.—Public Utilities Comm.—Jt. Bd. 6: 

MC 104071—Jordan Valley Mail Stage, Marsing, Ida., certificate. 
January 15—Boston, Mass.—Hotel Lenox—Examiner Boyden: 

Finance 12625—Boston Terminal Co. reorganization. 


January 15—Brooklyn, N. Y.—Hotel St. George—Asst. Director Snow: 
FF 72—Acme Fast Freight, Inc., New York, N. Y., permit. 


January 15—Jacksonville, Fla.—Mayflower Hotel—Examiner Yardley 
and Jt. Bd. 205: 


MC 71220 Sub. 1—Fulford Van & Storage Co., Inc., Orlando, Fla., 
certificate to extend operations. 
MC 103830—Law’s Transfer, Miami, Fla., certificate. 


January 15—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Dunn: 
MC 19366—Eastern Freight Lines, Inc., Uniontown, Pa. 
January 15—Rapid City, S. D.—Alex Johnson Hotel—Jt. Bd. 148: 
MC 10906 Sub. 5—Hi-Speed Motor Express, Inc., Sioux City, Ia., cer. 
tificate to extend operations. 
January 15—Rome, Ga.—Federal Bldg.—Examiner Jordan: 
Finance 14017—Application of N. C. & St. L. for permission to aban- 
don its Rome branch extending from Kingston to Rome, Ga. 
January 15—Washington, D. C.—Argument: 
W-337—California Eastern Line, Inc., applications. 
W-338—States Steamship Co., applications. 
W-339—Pacific-Atlantic Steamship Co., applications. 
January 16—Chippewa Falls, Wis.—Federal Bldg.—Exam. Schutrumpf: 
Finance 14024—Application C. St. P. M. & O. for abandonment of 
line extending from Cornell to Holcombe, Wis. 
January 16—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 27: 
MC 8813 Sub. 2—Williard M. Tribby, New Castle, Pa., permit to ex- 
tend operations. 
January 16—Washington, D. C.—Argument: 
* Finance 13863—Application of trustees of C. R. I. & P. for permission 
to abandon the branch line extending from Avoca to Carson, Ia. 
January 18—Chicago, I!1.—Sherman Hotel—Examiner Lawton: 
|. & S. M-2148—M.nimum rates of American Carloading Corp. 
January 18—Menomonie, Wis.—Federal Bldg.—Examiner Schutrumpf: 
Finance 14025—Application C. St. P. M. & O. for abandonment of 
branch from Spring Valley to Elmwood, Wis. 
January 18—Newark, N. J.—Public Utilities Comm.—Examiner Clough: 


* MC F-2067—Public Service Interstate Transportation Co., purchase, 
Jersey Central Transportation Co. 


January 18—Owensboro, Ky.—U. S. Court—Examiner Bradford: 
MC 104069—H. Myers, Utica, Ky., permit. 
January 18—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Dunn: 
MC 69745—Dale Transportation Lines, Inc., Pittsburgh, Pa. 
January 18—Portland, Ore.—Multnomah Hotel—Jt. Bd. 81: 
MC C-352—Bell Potato Chip Co. vs. Aberdeen Truck I.ine et al. 
January 18—Sioux City, !a.—Warrior Hotel—Jt. Bd. 148: 
MC 88178 Sub. 1—Ellery Ahlgrim, Vermillion, S. D., certificate to 
extend operations. 
January 18—Tarpon Springs, Fla.—Federal Bldg.—Examiner Jordan: 
Finance 13993—Application of Tampa & Gulf Coast and S. A. L. for 
permission to abandon branch lines extending from Lake Villa to 
Tarpon Springs and from Elfers to New Port Richey, Fla. 
January 18—Washington, D. C.—Argument: 
28815—Commutation Fares in New York State. 
Finance 13495—Pittsburgh, Lisbon & Western note. 
Finance 13496—Pittsburgh, Lisbon & Western, purchase, etc. 


January 18—Washington, D. C.—Examiner Weems: 
* 1, & S. 5176—Tranit in connection with Gulf water lines. 


January 19—Brooklyn, N. Y.—St. George Hotel—Examiner Clough: 
* MC F-2024—Sheridan and Duncan, Inc., purchase, F. J. Martin, Inc. 


January 19—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
MC 73464 Sub. 4—Jack Cole Co., Inc. 


January 19—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 1394—Warren Transfer and Storage Co., Inc., Charlotte, N. C., 
certificate or permit. 


McC 52368—Warren Transfer & Storage Co., Inc., Charlotte, N. C. 


January 19—Omaha, Neb.—Hotel Fontenelle—Examiner Peterson and 
Jt. Bd. 93: 


MC 1358 Sub. 8—White Brothers Transfer Co., Cumberland, Ia., cer™ 
tificate to extend operations. 


MC 44055 Sub. 14—Bos Truck Lines, Inc., Marshalltown, Ia., certifi- 
cate to extend operations. 


January 19—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Dunn: 


MC 31220 Sub. 1—Daniels Motor Freight Service, Inc., Warren, Ohio, 
certificate. 


January 19—Portland, Ore.—Multnomah Hotel—Examiner Olentine and 
Jt. Bd. 172: 


MC 66562 Sub. 448—Railway Express Agency, Inc., New York, N. Y. 
certificate to extend operations, 
January 19—St. Peter, Minn.—County Court—Examiner Schutrumpf: 
Finance 13991—Application of trustee of C. & N. W. for permission 
to abandon line extending from New Ulm to Kasota, Minn. 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of cha the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 


TRAFFIC WORLD 


January 19—Washington, D. C.—Examiner Job: 
Fourth sect. applis. 19572 and 19694—Iron and steel billets in the east, 
Fourth section appl. 19744—Scrap iron and steel from Va. 
January 19—Washington, D. C.—Argument: 
* MC F-1678—Southwestern Greyhound Lines, Inc., merger, Arkansas 
Motor Coaches, Limited, Inc. 
* MC F-1679—Southwestern Greyhound Lines, Inc., issuance of stock, 
* MC F-1680—Greyhound Corporation, issuance of stock. 
January 20—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 54: 
MC 1358 Sub. 10—White Brothers Transfer Co., Cumberland, 
certificate to extend operations. 
January 20—Portland, Ore.—Multnomah Hotel—Examiner Olentine: 
1. & S. M-2119—Potato chips in Pacific northwest. 
Il. & S. M-2122—Bags, beer, etc., between Washington and Oregon, 
January 20—Washington, D. C.—Examiner Johnson: 
1. & S. 5149—Exhibits for expositions and fairs in south. 
1. & S. 5174—Exhibits for fairs in official territory. 
January 21—Akron, O0.—Mayfiower Hotel—Examiner Cox: 
MC F-2003—Summit Fast Freight, Inc., purchase, A. E. Schawlem. 
January 21—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 103696—Gerson Bros., Inc., common carrier application. 
January 21—Buffalo, N. Y.—Hotel Buffalo—Examiner Dunn: 
* MC 93709 Sub. 1—W. B. Clark, Buffalo, N. Y., certificate to extend 
operations. 
January 21—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 2: 
MC 104035—S. P. Barrett Transfer, Bessemer City, N. C., certificate, 
January 21—Kansas City, Mo.—Hotel Pickwick—Examiner Lawton: 
1. & S. M-2154—Minimum rate restrictions to, from, within southwest, 
January 21—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 137 and Examiner 
Peterson: 
* MC 47193 Sub. 1—A. F. Tatman, Coon Rapids, Ia., certificate to ex- 
tend operations. 
* MC 90613 Sub. 1—L. Davis, Coon Rapids, Ia., certificate to extend 
operations. 
January 21—Portland, Ore.—Multnomah Hotel—Examiner Olentine: 
* 1. & S. M-2163—Apples and pears, Ore. points to San Francisco. 
January 21—Washington, D. C.—Examiner Valentine: 
Fourth section appl. 16473—Molasses from gulf ports to Cincinnati, 0, 
January 21—Washington, D. C.—Examiner Fuller: 
28162—Nicholson Universal Steamship Co., ownership. 


January 22—Brooklyn, N. Y.—St. George Hotel—Examiner Hanrahan: 
MC 103552 Sub. 1—Farer News Co., Waterbury, Conn., certificate, 
January 22—Buffalo, N. Y.—Hotel Buffalo—Examiner Trezise: 
Electric Railway 17—International Railway Co. 
January 22—Buffalo, N. Y.—Hotel Buffalo—Examiner Dunn: 
MC 104095—Moore-McCleary, Ltd., Thorold, Ont., permit. 
MC 10761 Sub. 8—Transamerican Freight Lines, Inc., Detroit, Mich., 
certificate to extend operations. 
January 22—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
* 1. & S. M-2134—Mirrors, oil, etc., between New York, N. Y., and 
Lincolnton, N. C. 


January 22—Chattanooga, Tenn.—U. S. Court—Jt. Bd. 106: 


MC 40858 Sub. 12—The Silver Fleet Motor Express, Inc., Louisville, 
Ky., certificate to extend operations. 


January 22—Des Moines, la.—Kirkwood Hotel—Examiner Peterson: 
1. & S. M-2140—Commodities to or from eastern or western points. 
January 22—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 146: 
MC 104038—George E. Simon, Rockwell, Ia., certificate. 
January 22—Sterling, Colo.—Federal Bldg.—Examiner Schutrumpf: 
Finance 13987—Application of C. B. & Q. for permission to abandon 
line extending from Sterling, Colo., to Cheyenne, Wyo. 


January 22—Washington, D. C.—Examiner Johnson: 
28895—Elmer W. Henderson vs. Southern. 


January 23—Cleveland, Ohio—Hotel Cleveland—Examiner Dunn: 


MC 6380 Sub. 2—R. F. Truesdell, Ashtabula, Ohio, permit to extend 
operations. 


Ta., 


January 23—Winston-Salem, N. C.—Federal Bldg.—Jt. Bd. 103: 


MC 1504 Sub. 52—Atlantic Greyhound Corporation, Charleston, W. 
Va., certificate to extend operations. 


January 25—Asheville, N. C.—Battery Park Hotel—Examiner Baker: 
MC F-1980—Smoky Mountain Stages, Inc., purchase, Smoky Mout: 
tain Transit Co., Inc. 


MC F-2032—Smoky Mountain Stages, Inc., purchase, J. W. Wright 
et al. 


January 25—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
MC 26001 Sub. 1—American Freightways Co., New York, N. Y., ce? 
tificate to extend operations. 


January 25—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 42: 
MC 50307 Sub. 6—Interstate Dress Carriers, Inc., New York, N. Ys 
certificate to extend operations. 
January 25—Detroit, Mich.—Hotel Fort Shelby—Examiner Dunn: 
MC 5655—Great Central Transport Corp., Detroit, Mich. 
MC 33494—Great Central Transport Corp., Detroit, Mich. 
January 25—Kansas City, Mo.—Hotel Pickwick—Examiner Peters0l 
and Jt. Bd. 36: 
MC 46599—Healzer Cartage Co., Hutchinson, Kan. 
MC 52746 Sub. 18—Knaus Truck Lines, Inc., Kansas City, Mo., ce 
tificate to extend operations, 


MC 20129 Sub. 1—Mooney Moving and Storage Co., St. Joseph, M0 
certificate to extend operations, 
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January 25—Kansas City, Mo.—Hotel Pickwick—Examiner Lawton: 
the east 1. & S. M-2158—Class rate minima in central and western states. 
. January 25—Oklahoma City, Okla.—Skirvin Hotel—Examiner Cox: 
MC F-2011—Moss Patterson, control, Southwestern Motor Carriers 
Corp. 





Arkansas January 25—Oklahoma City, Okla.—Skirvin Hotel—Examiner Cox: 
* MC F-2010—Santa Fe Trail Transportation Co., purchase, J. B. Du- 
of stock. laney 
January 25—Roanoke, Va.—Hotel Patrick Henry—Examiner McCaslin: 
MC 61825 Sub. 1—Roy Stone Transfer Corporation, Martinsville, Va., 
‘land, Ia,, certificate to extend operations. 
ntine: 
id Oregon, 
MORE FOR YOUR DOLLARS! 
Iron & Steel Products, Ine. 
“Anything containing iron or steel" 
pawn, 20 penn experience STARRETT-LEHIGH 
r Cantrell; 13450 S. Brainard Ave. Chicago, Ill. 
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OUTSTANDING as its dominance over New York’s West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 
certifies offers the manufacturer and distributor superior advantages: 
















Lawton: 1. The Ann Arbor links the East and Northwest e Lehigh Valley R.R. freight terminal on street level; 
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Dlentine: additional traffic without crowding its facilities. 7 : 
a e Live steam for manufacturing purposes 


5. Dependable Double A Service means on time 
delivery. 

F. G. Maxwell, Traffic Mgr., 
Cherry Street Station, Toledo, Ohio 


eFast passenger elevators; restaurant; barber shop. 
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Day and night, 3-mile- 
a-minute AIR EXPRESS 
is saving precious 
time here on the home 
front flying vital war 
supplies, to help keep 
the wheels of produc- 
tion turning at high- 


est speed. 


You do not need a priority to ship 
by AiR EXPRESS, but if you have war 
production shipments requiring pri- 
orities, they will be granted. Phone 
Railway Express Agency, AIR EXPRESS 
DIVISION, or any air line. 
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Division of RAILWAY EXPRESS 





TRAFFIC WORLD 


January 26—Atlanta, Ga.—Henery Grady Hotel—Examiner Yardley; 
1. & S. M-2147—Household goods, from, to and within the south. 
January 26—Bellingham, Wash.—U. S. Ct.—Dept. of Pub. Service: 
* Finance 13961—Application C. M. St. P. & P. for abandonment of line 
from Goshen Junction to Kulshan, Wash. 
January 26—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 103747—A. Burr, common carrier application. 
MC 13132 Sub. 8—Westchester Motor Lines, Mt. Vernon, N. Y., cer. 
tificate to extend operations. 
January 26—Chicago, I!!1.—Morrison Hotel—Examiner Trezise: 
28881—Bituminous coal rates within Iilinols. 
1. & S. 6139—Coai to Beloit, Wis., and northern Illinois. 
288ss—Middle States Fuels, Inc., vs. A. T. & S. F. et al. 
January 26—Chicago, II1.—Sherman Hotel—Examiner Peterson: 
MC C-353—The L. V. Brandt Corp. vs. Hayes Freight Lines, Inc. 
January 26—Chicago, Iil.—Sherman Hotel—Jt. Bd. 149: 
MC 59173 Sub. 1—Waterbury Trucking Co., Waukegan, IIl. 
January 26—Pendleton, Ore.—Fed. Bldg.—Pub. Utilities Com. of Ore,: 
* Finance 13941—Application of Walla Walla Valley, Oregon-Washing. 
ton R. R. & Navigation Co., and Un. Pac. to abandon approximately 
4.91 miles, in Umatilla County, Ore. 
January 26—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 108: 
MC 104004 Sub. 17—Associated Transport, Inc., New York, N. Y.,, 
certificate to extend operations. 
January 26—Washington, D. C.—Examiner Valentine: 
Fourth section ap. 19942—Sugar to the southwest. 
January 26—Washington, D. C.—Examiner Weems: 
* 1. & S. 5177—Canned goods, Pacific coast to southeast. 
January 27—Atlanta, Ga.—Henry Grady Hotel—Examiner Baker: 
* MC F-1948—R. M. Bowman, purchase, J. D. Jordan, Jr. 
January 27—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1. & S. M-2151—Groceries, Ala. to Ala. and Tenn. 
January 27—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
MC 42261 Sub. 3—Langer Transport Corp., Jersey City, N. J., cer. 
tificate to extend operations. 
January 27—Chicago, I!!1.—Sherman Hotel—Jt. Bds. 149 and 21: 


MC 77782 Sub. 2—Associated Freight Forwarders, Pittsburgh, Pa., 
certificate to extend operations. 


MC 103370 Sub. 10—Best Motor Lines, Inc., Dallas, Tex., certificate 
to extend operations. 
January 27—Columbus, Ohio—State Comm.—Jt. Bd. 117: 
MC 66562 Sub. 175—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 66562 Sub. 177—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
January 27—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 245 and Ex: 
aminer McCaslin: 
MC 96497—J. W. Turner, Madison Heights, Va., certificate. 
MC 104115—A. J. Smith’s Transfer, Pulaski, Va., certificate, 
January 28—Amarillo, Tex.—Capitol Hotel—Examiner Cox: 
MC F-2033—L. F. Miller and F. D. Miller, purchase, H. H. Davis. 
January 28—Brooklyn, N. Y.—St. George Hotel—Jt. Bds. 67 and 42: 


MC 61816 Sub. 1—J. K. Holohan, Plainsboro, N. J., permit to extend 
operations. 


MC 103684—F. Miranda Coal Sales, Bronx, N. Y., certificate. 
January 28—Chicago, !Il.—Sherman Hotel—Examiner Peterson: 
MC 8341 Sub. 2—Hall Transfer Co., South Bend, Ind., certificate to 
extend operations. 
January 28—Cincinnati, Ohio—Gibson Hotel—Jt. Bds. 37 and 60. 


MC 906 Sub. 13—Consolidated Forwarding Co., Inc., St. Louis, Mo., 
certificates to extend operations. 


MC 30697 Sub. 3—R. E. Dieckbrader, Cincinnati, Ohio, permit to ex 
tend operations. 
January 28—Washington, D. C.—Examiner Reigner: 
1. & S. M-2149—Minimum rate stops in the east and New England. 
January 29—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 
MC 104101—Ramapo Valley Distributors, Inc., Suffern, N. Y., permit. 
MC 52304 Sub. 1—O’Dare’s Horse Pullman, Baisley Park, Long Island, 
N. Y., certificate to extend operations. 
January 29—Charleston, W. Va.—Pub. Service Comm.—Examiner Dunn: 
MC 58990—Parsons-Thompson Co., Clarksburg, W. Va. 
MC 104024—De Haven Transfer & Storage, Mt. Gay, W. Va., cer 
tificate. 
January 29—Chicago, Ill.—Sherman Hotel—Jt. Bd. 13: 
MC 72997 Sub. 4—Liberty Trucking Co., Chicago, IIl., certificate to 
extend operations. 
January 29—Louisville, Ky.—Brown Hotel—Jt. Bd. 105: 
* MC 126 Sub. 10—Huey Motor Express, Florence, Ky., certificate to 
extend operations. 
January 29—Tampa, Fla.—Floridan Hotel—Examiner Baker: 
MC F-2001i—D. E. Hunt, purchase, St. Johns River Line Co. 


January 30—Albuquerque, N. M.—Hilton Hotel—Examiner Cox: 

MC F-1998—R. G. Spitzer, control, Navajo Freight Lines, Inc. 
January 30—Brooklyn, N. Y.—St. George Hotel—Examiner Cantrell: 

1. & S. M-2146—Stop-off, partial unloading—Doe Motor Lines, Inc. 
January 30—Chicago—Sherman Hotel—Examiner Peterson: 

1. & S. M-2127—Butter, eggs, poultry, Ia. and Neb. to Mich. points 


WAR DAMAGED SHIPMENTS 


Jesse Jones, Secretary of Commerce, has announced thal 
War Damage Corporation will investigate claims for loss of 
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No Time to Wait- 


When a sneaking, treacherous enemy struck 
at America, in December, 1941, immediate 
action was vital to the nation’s safety. 





The rapid, unprecedented expansion of 
America’s armed forces and the conversion of 
the nation’s industries and resources for 
gigantic war production demanded immediate 
mass transportation. 





The American railroads were ready— ready 
because in the 20 years before war struck, they 
spent more than TEN BILLION DOLLARS 
for additions and improvements of all kinds to 
the railway plant. They were ready because 
tractive power of steam locomotives is 48 per 
cent greater than in World War I, because 
freight trains run two-thirds faster, because 
freight car capacity is 21 per cent greater — 
in short, because of improvements and in- 
creased efficiency all along the line. 





Since Pearl Harbor, the American ,ail- 
roads, with the cooperation of shippers and 
government, have handled successfully the 
greatest traffic load of all times — 11,000,000 
members of the armed forces (in the first year 
of war), 6,000 carloads of materials a day to 
government camps and plants, 34,000,000 
gallons of oil a day, 2,500 to 3,000 carloads 
of freight a day to ports of embarkation, plus 
huge civilian traffic. _— 


No one knows how big the war traffic load 
in America will grow. But the load is increas- 
ing. The Norfolk and Western Railway and 
the other railroads of the nation will continue 
to handle the job efficiently, but they must be 
permitted to buy materials for essential main- 
tenance and replacements to meet the increas- 
ing demands. America cannot afford to neglect 
her railroads. 


Jan 
N orfolks a Western 


ONE OF AMERICA’S RAILROADS... 44 moBiLizeD FOR WAR! 
BUY U. S$. WAR BONDS 
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property in transit between any points located in the United 
States, and the Canal Zone, and the territories and possessions 
of the United States with the exception of the Philippine Islands. 
All claims for loss of property in transit between such points 
which resulted directly from enemy attack between December 
6, 1941, and July 1, 1942, should be filed with the Washington 
office of War Damage Corporation on or before February 1, 
1943. Investigation of such claims will be conducted in accord- 
ance with the provisions of section 5g of the Reconstruction 
Finance Corporation act, as amended. 

All claimants are notified that, notwithstanding the in- 
vestigation, War Damage Corporation reserves the right, in 
accordance with the statute and the regulations issued there- 
under, to determine whether or not the corporation is liable. 


CHANGES IN DOCKET 
Hearing, Finance 14008, January 6, Albion, Mich., reassigned for 
January 9, Albion, Mich., Federal Bldg., Examiner Schutrumpf. 
Hearing, Finance 14006, January 8, Mt. Pleasant, Mich., reassigned 
January 12, Mt. Pleasant, Mich., Federal Bldg., Examiner Schutrumpf. 


FRISCO 


der to border, 


TRAFFIC WORLD 


Hearing, Finance 14029, January 8, Shelbyville, Ky., canceled. 


Hearing 28809, January 7, Brooklyn, N. Y., postpone to date to be 
fixed. 


CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 


POSITION WANTED—Traffic manager, 16 years’ industrial ex. 
perience. Registered practitioner I. C. C. Draft status 3-A. Full 
qualifications upon request. Box 93, Traffic World. 


BUSINESS OPPORTUNITY—Accounting and statistical analyst and 
consultant offers full partnership in going business. Reasonable and 
attractive financial arrangement can be made by man qualified by 
education and experience, who is familiar with railroad and_ utility 
accounting and I. C. C. and other statistics. Box 94 Traffic World. 
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Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. 


information consult any Air Ticket Office or any office of Pan American Airways System. 
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* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Buenom Aires, Argentina 
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